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Yes, America is on the move! 
The reconversion requirements of business and 
ortation J ee ume government are such that large sections of the 
Cae > population are shifting to new localities. The 
Srotetl be 5 orem SEN demand for our long-distance moving service and 
a a temporary storage space is unprecedented, but 
carrier : Allied has the answer to your moving problems. 
sical . a, Now, more than ever, it is important that you 
aa 3 take full advantage of the experience, skill and 
Z 7 > knowledge of moving conditions possessed by 
your Allied agent. Play safe. Consult him about 

your next move. 


Hotel— § 


The name of your 
local ALLIED agent is 
listed in the Classified 
telephone directory. 


WORLD’S LARGEST LONG-DISTANCE MOVERS 


OF HOUSEHOLD Gooos « OFFICE FURNITURE AND EQUIPMENT 


50c A COPY 
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Whether you ship by rail—truck or water—you Take advantage of Chicago’s geographical a 

will find Crooks Terminal Warehouses equipped to position combined with transportation facilities 

serve you economically—quickly and efficiently. which are unrivaled. They provide real oppor- “a 

Our modern dock, linking—water—rail and tunity for expansive coverage of your markets Wi 

truck transportation, is geared for real perform- with maximum savings in transportation, time av 

ance. Waterfront warehouse with 80 car capacity ; 

; é and expense. ‘ 

private switch-track is served by the Belt Railway th 
of Chicago making direct connection with our in- 

land warehouses and the huge network of rail- We invite you to contact our New York—Chi- ti 

roads that serve this great transportation center. cago—Kansas City or Los Angeles office for com- es 

Deep water—no towing necessary. plete information. “ 
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Vox Truck Rates and Costs 


If anyone has an idea that the selling price of 
® transportation is not usually the result of a com- 
promise between the influences of cost and competition 
—as is the case with other commodities and services 
(or was until the O. P. A. came into the picture to upset 
the apple cart of economics)—he need only talk for a 
little while with the common carrier highway transport 
operator. 


The little box of aspirin usually to be found in the . 


vest pocket of the trucker isn’t carried merely from 
habit. He is afflicted to frequent headaches—and most 
of thenmi are the result of the unsound way in which 
his yate structure has developed. . 


\ “ In the early days of 1935, when the highway 
common carrier transporters were first faced with 
what to them was the esoteric task of reducing their 
charges to rate sheets, there were many familiar with 
the intricacies of the railroad rate structure—among 
them ourselves—who pleaded with them to base their 
rates on sound accounting practices—on costs instead 
of on comparisons with rail rates. 


There were probably fairly good reasons why they 
did not heed that advice. In the first place, there were 
no authoritative cost figures and no very clear idea 
about how they could be developed in the trucking 
business. In the second place, highway transporters 
were too close to the day when they had begun business 
with a single vehicle and a trickle of freight inveigled 
away from the railroads. Under the circumstances, it 
was natural that the truck rate compilers should set up 
their tariffs with the comparable rail tariffs at elbow. 


There was, perhaps, less justification for the adop- > 


tion in many of its details of the rail classification for 
use by the trucks, because the truck operators knew 
well even then the characteristics of freight that made 
it more or less economical to haul by highway than 
by rail. 

In the light of what has happened since, it would 
be difficult to find a thinking truck rate man unwilling 
to admit that a major error was made at that time. 
To begin with, only a few months passed after the 
truck tariffs were filed when the industry found itself 
caught in a spiral of descending rates, accelerated by 
the motive of competition, that all but threatened to 
wreck it. 


_ The insistence of leaders in the field brought forth 
a series of minimum rate orders that, whatever else 
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may be said about them, represented something new 
in regulatory rate making. 

Slowly, as the years passed, the idea that the 
trucks had something to offer in. the way of service 
different from, and better than rail service, was incul- 
cated in the minds of the operators and the shippers. 
The truck rate structure, while still wedded to the rail 
rate structure, gradually rose to a level slightly higher. 
When both facilities obtained a general increase in Ex 
Parte 148, and the rail increase was later suspended, 
the highway industry found itself with rates enough 
above the rail level to convince a lot of operators that 
they could operate on rail-rates-plus and still get some 
business. 

Nevertheless, the competitive factor remained as 
a spector. There are a lot of truck operators at the 
moment who hope the railroads get a substantial rate 
increase out of Ex Parte 162, because that would nar- 
row the differential between the rail rates and their 
own and place them again on more of a competitive 
level. 


EANWHILE, in the depth of the war, with deterior- 
ating equipment, inferior tires and repair parts, 

scarce gasoline and rising labor costs, a large part of the 
highway transport industry found itself on the verge of 
bankruptcy. Indeed, in one section of the country it 
became necessary for the federal government to take 
over many of the lines and to use taxpayers’ money to 
kéep them running to furnish essential service. 

Operating ratios, individually, by groups and by 
areas, approached near the 100 per cent mark, and 
in some cases rose above it. The simple way of saying 
it is that the trucks were being paid less for hauling 
ight than it cost them to haul it. 
The situation is still critical. Something, unques- 
tionably, will be done about it because the country has 
earned that it cannot exist without highway transpor- 
tation. The danger, as we see it, is that the problem 
will be handled, as so many of our pressing problems 
are beirig handled in these days, in a make-shift, piece- 
manner. 
We think it is time now to examine the whole 
roblem, to admit frankly the original error, and to 
begin anew as far as that may be possible in the build- 
ing of a price list for highway transportation service 


that ‘will assure payment by the’customer of the cost 











of the service he is buying. 
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Adequate dock space 
is provided for 5 Trail- 
ers in this design. 
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Note how Trailer-level docks sim- 

plity loading and speed the move- 

ment of goods. Only the Trailers : 

need be left standing for loading or G 
unloading. 





Marcus P. Miller, Architect, who designed this 
modern West Coast plant, built Trailer-loading 
facilities right into the building. 


When the U. S. Hardware and Paper Com- 


only 5 units are required to serve customers with- 
in a radius of 50 miles. 


Transportation now flows smoothly. This fleet 
of Fruehaufs moves 75 tons per day to keep 
pany, Los Angeles, California, located at the factories and businesses in this Southern Cali- 
intersection of 2 busy streets, they faced the fornia area well stocked. 

- pre 
problem of smoothing the flow of merchandise 
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Goods must move to and from the building by 
Trailers. Traffic could not be blocked on the DETROIT 32 = 
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narrow streets. Waiting for position to load or 8 Factories—60 Factory Service Branches Sc 
unload would increase costs. So, the architects ar 
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The highway transportation industry has grown 
to a position where it ought, by determination and 
concerted effort, to be able to develop and compile 
authoritative cost figures. Once that is done, much of 
the argument and competitive pressure drops out of 
the picture, because anyone who. has attained the age 
of reason knows that, unless a business is carried on 
with an income above the level of expense, it ought 
to be abandoned. 

In this issue we print a study of the subject, written 
by F. S. Thompson, of Fort Wayne, Ind. His thesis 
is the one we have outlined above—the recasting of 
the truck rate structure so that it will reflect costs— 
but he handles the matter with particular interest and 
has prepared for illustration a striking graph which 
will, we believe, vividly bring the matter to the atten- 
tion and understanding of many who have heretofore 
considered it merely academic. 

There is nothing radical in his study or in his 
proposal. He does not set himself up as a cost expert 
and he makes it clear that what he is trying to promote 
is simply the placing of the truck rates at a level some- 
where above the costs—whatever those costs might be 
determined to be. 

We hope that what he has written and we are 
printing will serve as an incentive to wide discussion. 
The Traffic World will welcome communications from 
shippers, truckers and others in transportation who 
have something to say on the subject. 


Georgia Rate Case Hearing 
Before Supreme Court Master 


Fletcher “categorically denies” that A. A. R. makes 
rates, says it only formulates general policies. Kerr 
says Georgia's suit is drawn from incomplete evi- 
dence, and that trafficmen’s terminology is misunder- 
stood by state . 


Two attorneys, R. V. Fletcher, Washington, D. C., vice- 
president of the Association of American Railroads, and William 
H. Swiggart, Nashville, Tenn., made opening statements June 6 
for defendant railroads in the Georgia freight rate suit, at 
the hearing in New York before Lloyd K. Garrison, special 
master named by the U. S. Supreme Court to take evidence 
in the case. 

The position of the State of Georgia in its suit against 
20 southern and eastern railroads, Mr. Swiggart said, was 
directly in conflict with the efforts and program of all the other 
Southern States and with the views of virtually all shippers 
and receivers in the South. 

“The program of the other southern states,” Mr. Swiggart 
declared, “is directed toward uniformity of rates as between 
the various sections. But uniformity can neither be achieved 
nor maintained with each carrier acting independently, without 
conferences about the rates to be submitted to the Interstate 
Commerce Commission for its approval.” He continued: 


And yet, as the suit of the State of Georgia now stands, it is 
directed to the single point that such conferences among carriers, 
and between carriers and shippers, should not be permitted, and that 
in dealing with rates each carrier must be required to act separately 
and apart from all others. 

The State of Georgia’s suit in the Supreme Court was based first 
on the charge that ‘‘with the condonation of the Interstate Commerce 
Commission’ the railroads maintained rates on freight to and from 
Georgia which were excessive, unreasonable, unjustly discriminatory 
and prejudicial. The prayer to the court was that existing rates be 
enjoined and the Supreme Court prescribe the rates to be put into 
effect. When the state learned that the Supreme Court could not and 
would not usurp the rate-making function which Congress has delegated 
to the Interstate Commerce Commission, the complaint was amended 
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and the case is now before the Court on the single point of the confer- 
ence method of dealing with rates. 

No shipper or ‘receiver of freight in Georgia, or in the whole 
South, is brought forward by the State to complain against this 
method. The railroads will offer evidence to show that, under the 
limitations and restrictions upon rate-making required by Congress in 
the interstate commerce act and its several amendments, and by the 
rulings of the Commission, it is absolutely necessary that there be 
conferences among the railroads, and between carriers and shippers, 
to insure that rates as published and submitted to the Commission for 
approval shall comply with all provisions of the act. 

It was expressly stated by counsel for the State of Georgia, when 
presenting the state’s evidence in this case, that it was not claimed 
that any freight rate to and from Georgia was unreasonable. Running 
through the whole story, however, as sort of a slogan, is the erroneous 
allegation that there is a 39 per cent difference in freight rates between 
the éast and the south, and that this alleged difference is the out- 
growth of a conspiracy to fix rates discriminatory against the south. 
This conspiracy, the state now charges, was begun in 1933, when the 
formation of the present Association of American Railroads was under 
discussion. , 

The difference of 39 per cent in class rates in the two sections 
followed long and exhaustive hearings by the Interstate Commerce 
Commission, resulting in a series of orders, between 1925 and 1931, 
which fixed the present relationship between the class rates of the 
various sections of the country. This was years before the Association 
of American Railroads was organized, or even thought of. 

This relationship established by the Commission applies to class 
rates alone and is in no sense a proper measure of the relative general 
rate levels of the several sections. After investigation, the Commission 
found that an exceedingly small proportion of the freight moving within, 
and to and from, the South is carried on class rates. The great bulk 
moves on commodity rates which in many cases are as low, or lower 
than, the rates on the same commodities in Eastern territory. The 
difference between the average revenue level in the two sections, as 
found by the Commission, is somewhere between three and five per cent. 
That is as near parity as is likely to be secured so long as freight 
rates are made with reference to the particular needs of commerce 
in the different sections of the country. 

This difference in the. class rates which the Commission fixed 
more than 15 years ago has been gradually narrowed as a result of 
the work of the rate conferences, and in recognition of changes in 
conditions. On May 15, 1945, the Commission called for a further 
reduction in the margin between the levels of class rates by increasing 
them in the east and reducing them in the south, as a step toward 
uniformity. The railroads and their rate conferences were directed 
to confer together and work to that end. The southern and eastern 
railroads promptly announced their purpose to carry out this program 
of the Commission, but it is now held up by the suit of several northern 
states and the western railroads. The suit,.which was decided against 
the northern states by the trial court, is now pending on an appeal 
to the Supreme Court. : 

Recognizing the absence of any real evidence of conspiracy, or 
of coercion by northern railroads in the making of rates to and from 
the south, the State of Georgia’s trial brief rests upon what it refers 
to as ‘“‘economic coercion flavored by delicate essences that are not 
readily susceptible of proof,’’ and its evidence consists wholly of letters, 
documents and other papers taken from the files of the several railroads 
and rate associations, and of the Association of American Railroads. 

The state makes no charge that the Association of American Rail- 
roads took any part in the rivalry between the railroads of the several 
sections, or that it undertook to determine the relationship of rates 
between them. Its complaint is narrowed to the point that, during the 
depression years, the Association tried to maintain and increase the 
level of rates throughout the country. The railroads will show that 
the interest of the Association, which was formed in the early part of 
the depression period, was in maintaining an adequate level of railroad 
revenue, and that in this interest it was directly responsive to the 
repeated admonitions of the Interstate Commerce Commission, made 
pursuant to the direction of Congress in the interstate commerce act, 
that rates be on a level sufficient to maintain a national system of 
transportation adequate for the needs.of commerce and the national 
defense. 


A. A. R. Doesn’t Make Rates, Says Fletcher 


Mr. Fletcher “categorically denied” that the Association of 
American Railroads was “in any sense a rate- ing agency.” 

The part played by the Association of American Railroads, 
he asserted, was limited to the “formulation of general policies” 
and to asking railroads in cases where the interests of different 
groups appeared to conflict “to defer action until all parties 
might have a chance to express their views.” When such con- 
ferences were held, said he, the traffic department of the asso- 
ciation took no further action and made no further recommenda- 
tion. If individual railroads or a rate group saw proper to go 
ahead with the proposed rates, that was solely for those rail- 
roads and groups to decide, and the association had nothing fur- 
ther to say, ’.e said, adding: 


In no case does the association initiate rates, or undertake to 
decide what rates should be initiated, nor is there any appeal to the 
association from the organizations for the consideration of rates in 
the various sections. There is no power in the association to approve 
er disapprove the action of any individual carrier or any group of 
carriers as to rates. 

Mr. Joseph B. Eastman once said, truly, that ‘‘no railroad can live 
unto itself. It must work closely with its neighbors, interchange cars 
and participate in a multitude of through routes and joint rates. What 
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we actually have is a single transportation system made up of a large 
number of parts separately owned by individual companies... .’’ There 
was need, Mr. Eastman said, for ‘‘an organization which could handle 
matters of common concern with greater authority and more ffectively.’’ 
The formation of such an organization, he said, was ‘‘significant and 
commendable,’’ although he expressed the fear at the time that it was 
not sufficiently comprehensive and authoritative. 


No compulsion was exercised by the association on its 
members, Mr. Fletcher said, and railroads did not have to be- 
long to the association to do business. A number of railroads 
of considerable importance and several hundred smaller lines 
have never been members, he added. Non-member roads ex- 
changed cars freely with members, paying the same car ren- 
tals and operating under the same rules as to repair of equip- 
ment and collection of, and accounting for charges as mem- 
bers of the association, he asserted. 

Tracing descent of the association from organizations 
formed more than 70 years ago to standardize such things as 
freight cars and railroad time, Mr. Fletcher pointed out that 
the present body, formed in 1934, was “born of the necessity 
for further improving railroad service and incidentally elimi- 
nating harmful competitive wastes.” 

The purpose of its organization, he said, were communi- 
cated to and commended by not only Mr. Eastman, then Fed- 
eral Coordinator of Transportation, but also by the Interstate 
Commerce Commission, President Roosevelt, and others familiar 
with transportation. 

By far, the greater part of the work of the Association, he 
explained, had to do with car service, research and improve- 
ments in the engineering, mechanical and operating phases of 
railroading, joint accounting procedures, and numerous other 
activities looking to greater efficiency and economy in the daily 
operation of railroads, now and in the future. The coordination 
of railroad operations and services achieved through the as- 
sociation, Mr. Fletcher said, was described by Major General 
Charles P. Gross, wartime chief of the Army Transportation 
Corps, as “one of the great factors in the early termination of 
the war.” The same effective coordination was equally neces- 
sary, he added, to efficient production of the equally essential 
peacetime services of the railroads. 


Case Resumed June 11 


Georgia’s suit in the U. S. Supreme Court against 20 
southern and eastern railroads rests largely upon conclusions 
erroneously drawn from fragmentary and incomplete evidence 
about transactions which, when all the facts are considered, 
show that there is no discrimination and conspiracy against the 
South in the matter of freight rates as alleged by the state, 
Joseph G. Kerr, chairman of the Southern Freight Association 
testified, June 11, before Lloyd K. Garrison, Supreme Court 
special master, in New York City. y 

Mr. Kerr declared that only portions of his files are being 
used by Georgia as evidence, while the complete files, which 
were available to the state’s investigators, reveal the true situ- 
ation and disprove Georgia’s allegations. Instances were cited 
by the witness in support of his contention that the state’s 
presentation of only excerpts from letters, memoranda and 
other documents instead of the full text might lead to entirely 
false impressions or conclusions. 

Some procedures of the Southern Freight Association, Mr. 
Kerr testified, have been attacked as the result of a misunder- 
standing of the special terminology developed over the years by 
traffic men of both railroads and industry, which is used in the 
articles of association of the organization. For example, he 
said, the term “action” which Georgia has made so much of, 
is usually nothing more than a recommendation of a committee 
and may also cover a change in some procedural rule, appoint- 
ment of a special committee, election of an officer and the like. 
He continued: 


The Southern Freight Association, organized in 1922 largely on the 
recommendation of the Interstate Commerce Commission, has no power 
to make any rate, rule or practice. The organization is a clearing 
house where shippers and railroads can express their views respecting 
changes in rates, following which the railroads seek to the best of 
their ability to approve rates which will meet the standards laid down 
by the interstate commerce act, as those standards have been approved 
and applied by the Commission. 


Mr. Kerr testified that the procedure of the Association, 
in general broad outlines, follows that covered by the carriers’ 
agreement with the National Industrial Traffic League, which 
was first made in 1920 or soon after the end of federal control 
of the railroads, and slightly revised from time to time. 

All actions of the committees of the Southern Freight Asso- 
ciation, Mr. Kerr declared, are solely in the nature of recom- 
mendations to the members, each member of the organization 
determining for itself whether or not it shall follow the recom- 
mendation. 


“In other words,” he said, “each member at all times 
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retains the full right of independent thought and action, and 
frequently exercises it.” 

The duties of the chairman of the association, Mr. Kerr 
continued, are purely administrative, such as arranging for the 
compilation, printing and distribution of tariffs authorized by 
member roads. The only authority possessed by the chairman, 
he added, is that of fixing the date upon which the approved 
rate, rule or regulation shall become effective. 


Individual Road Free to Act 


“It is not correct to say,” Mr. Kerr said, “that such a pro- 
vision means that any individual carrier is prevented from put- 
ting into effect a rate to, from or within the state of Georgia 
without, as a condition of filing the rate with the Interstate 
Commerce Commission, ‘first obtaining the approval of the 
chairman of the association with respect»to the effective date 
for such rate’.” 

Continuing, Mr. Kerr stated: 


The present system of class, commodity and exceptions rates ap- 
plicable to, from and between points in the South does not consist of 
a lot of loose or disjointed rates, but in a large part represents a 
closely-knit and related adjustment under which local rates are an 
integral part of the whole. 

The requirements of the interstate commerce act are such that 
in actual practice there are comparatively few rates that are purely 
local to a single railroad or even a few carriers, or which do not affect 
rates from and to other origins and destinations in which the same 
lines participate. The great majority affect numerous lines and per- 
haps all lines in a given territory or territories, and generally no single 
line can move and obey the requirements of the law without similar 
action by its connections, and the latter, in turn, without similar action 
by their numerous connections. In such cases, joint conferences are 
absolutely necessary if there is to be orderly procedure, the interests of 
all affected shippers and receivers protected, and the requirements of 
the law met. This has long been universally recognized. 

The orderly and only practical manner in which to have a needed 
rate adjustment considered and established is to cover it by a proposal 
filed through a rate bureau, publicize it to carriers and the general 
public, and let it be considered, in conference if necessary, by every 
carrier interested. Only disorder or chaos could result if the shipper 


or initial carrier had to individually handle the proposition by mail 
or conference with each carrier. 


On Contact Committees 

_ In discussing the claim that the southern railroads could be 
out-voted by the eastern carriers in matters before the Joint 
Conference of Contact Committees, which is made up of the 
seven carrier committees located in various parts of the country, 
Mr. Kerr expressed the opinion that in “a practical sense, it 
makes no particular difference whether each of the Official 
Territory committees has one vote or one vote as a whole, 
because votes represent nothing more than expressions of views 
on any particular proposition and are not finally binding on 
any one.” 

“Stated differently,” he said, “one vote, three votes or 
even ten votes on the part of Official Territory committees 
making up the Joint Conference of Contact Committees would 
not be binding on the southern lines.” 


TRAFFIC INSTITUTE COMMITTEE MEETING 


The temporary executive committee, appointed some weeks 
ago at a meeting in Cincinnati to prepare a constitution, by-laws 
and a plan of organization for a traffic management institute, 
met in the rooms of the Traffic Club of Chicago, Palmer House, 
June 8, and spent the day discussing the proposed documents in 
detail. It was decided to hold another meeting in September, 
where final drafts would be approved and steps taken toward 
incorporation in time for presentation of the accomplished or- 
ganization to the meeting of the Associated Traffic Clubs of 
America, set for Columbus, O., September 30 and October 1 
and 2. H. A. Hollopeter, traffic director, Indiana State Cham- 
ber of Commerce, chairman of the committee, presided. Four- 
teen members of the committee were present. It was tenta- 
tively decided to name the new organization the American In- 
stitute of Transportation and Traffic. 


EXPORT MANAGERS CLUB OF CHICAGO 


Charles I. Horowitz, export manager of the Gibson Refrig- 
erator Co., has been nominated for president of the Export 
Managers Club of Chicago. Others nominated are: First vice- 
president, J. L. Cunningham, vice-president of Borg-Warner 
International Corporation; second vice-president, E. W. Plagge, 
Latin American sales manager of the International Automatic 
Electric Corporation; secretary-treasurer, C. C. Coldren, foreign 
trade counselor; directors, H. D. Arneson, president of Abbott 
Laboratories International Co., and C. A. Hofstetter, export 
manager of the Ace Fastener Corporation. The club’s annual 
meeting and election will be held June 25, at the Hotel Sher- 
man. Arthur Paul, director of the office of international trade 


of = U. S. Department of Commerce, Washington, D. C., will 
speak. 


June - 
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COMMISSION WATER ACTION 


By a report in W-694, Sub. 1, Portland Tug & Barge Co. 
Extension—Coastwise, the Commission, division 4, has found 
public convenience and necessity to require operation by the 
applicant by towing vessels in the performance of general 
towage, and by non-self-propelled vessels with the use of 
separate towing vessels, in the transportation of commodities 
generally between all ports and points along the Pacific Coast 
from the mouth of the Columbia River to and including Crescent 
City, Calif. However, issuance of a certificate was withheld 
pending applicant’s readiness to begin operations on or before 
July 1, 1947, applicant to show the Commission 30 days in 
advance of that date it is ready to begin the operations. The 
division said applicant had not suitable vessels available to 
perform the proposed service, but intends to obtain such vessels 
as soon as conditions permitted. 

Similarly, by a report in W-409, Sub. 1, Shaver Transpor- 
tation Co. Extension—Coastwise, the Commission, division 4, 
found public convenience and necessity to require applicant’s 
operation as a common carrier by towing vessels in the per- 
formance of general towage, and by non-self propelled vessels 
with the use of separate towing vessels in the transportation of 
commodities generally between all ports and points along the 
Pacific Coast north of and including Crescent City but not 
including local service between points north of the mouth of 
the Columbia River. The certificate was also withheld pending 
applicant’s readiness to begin operation on or before July 1, 1947, 
with the same proviso as in W-694. : 

In W-413, Sub. 1, Wilbur J. Smith Extension—Coastwise, 
embracing W-413, Wilbur J. Smith Common & Contract Car- 
rier Application, and W-432, Longview Tugboat Common and 
Contract Carrier Application, the Commission, division 4, has 
issued an amended order and certificate, authorizing the appli- 
cant to operate as a common carrier by non-self-propelled ves- 
sels with the use of separate towing vessels in the transportation 
of commodities generally, and by towing vessels in the perform- 
ance of general towage between points along the Pacific Coast 
north of and including Crescent City, but not including local 
service between points north of the mouth of the Columbia 
River. The amended certificate and order were made effective 
August 28. 


WESTERN PACIFIC FINANCING ARGUMENT 

The Commission, by orders in Finance No. 14989, Western 
Pacific Railroad Co. Bonds, has set the proceeding, in which the 
railroad rejected conditions attached by division 4 to authority 
to issue $10,000,000 of first mortgage bonds, for oral argument 
in Washington, June 21, before the Commission. 

The railroad asked oral argument when it said that its 
board of directors had concluded they could not accept the con- 
ditions, which required an agreement in writing that certain 
funds, set aside as tax reserves, would be used as additional 
sinking fund payments if not required for the purpose for which 
they were set aside (see Traffic World, June 1, p. 1646). 


A. C. L. CONSTRUCTION EXTENSION 


The Commission, division 4, by an order in Finance No. 
14567, Atlantic Coast Line Railroad Co. acquisition, etc., has 
extended to January 1, 1947, the time in which the A. C. L. 
may construct two connecting tracks in Alachua County, Fla., 
authorized, among other things, in the proceeding. The order 
said the construction was to have been completed before De- 
cember 1, 1944, and that the time had previously been extended 
to June 1. 7 





Citrus Fruit Fourth-Section Orders 
Reopened at Request of W. S. A. 


By three supplemental fourth-section orders, the Commis- 
sion has reopened assigned proceedings, in which railroads were 
granted authority to maintain rates on citrus fruits from Florida 
to points in the northeast, for hearing in Washington, before 
Commissioner Mahaffie and Examiner Mohundro, June 9 

The action was taken following filing of a petition of the 
Acting War Shipping Administrator for modification or vaca- 
tion of the orders. In his petition, the Acting Administrator 
said that, as water carriers had been brought under regulation 
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of the Commission since the original relief was granted in 1935, 
that relief was opposed to the national transportation policy and 
inconsistent with the Commission’s new jurisdiction over water 
rates. 

It was explained at the Commission that, because of the 
seasonal nature of the traffic, this petition was filed by the 
W.S.A. separate from its pending petition for an investigation 
of all water-competitive rail rates. 

The orders issued were: Fourth supplemental fourth sec- 
tion order No. 13177, citrus fruits to Albany, Rensselaer and 
Troy, N. Y.; supplemental four section order No. 13804, citrus 
fruit from Florida to New England; and twenty-second supple- 
mental fourth section order No. 12129, citrus fruit from Florida 
to north Atlantic ports, the last named order embracing also 
fourth-section applications Nos. 17206, 17829, 18824, 19112, 
19436, 19482, 20004, 20006, 21529, and 21647. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Fibreboard Boxes 


No. 29409, Scoville Manufacturing Co. vs. Illinois Central 
et al. By the Commission, Commissioner Alldredge. Repara- 
tion awarded. Complaint involved 16 carloads of corrugated 
fibreboard boxes, knocked down or folded flat, in carloads, 
from Milan, Tenn., to Waterbury, Conn., which shipments were 
described as isolated shipments moving in the war period from 
Milan, where an oversupply of fibreboard boxes had accumu- 
lated. It was found that the rate applicable on a single ship- 
ment that moved over the Louisville & Nashville as initial car- 
rier was 67 cents; that the rate applicable on the 15 shipments 
that moved over the Illinois Central as initial carrier was 63 
cents; and that these rates had not been shown to have been 
or to be unreasonable or otherwise unlawful. It was found, 
further, that on 12 of the shipments that moved over the I. C. 
as initial carrier complainant had paid and borne charges of 
67 cents, in excess of the rate found applicable. 


Iron and Steel Articles 


No. 29165, Great Lakes Steel Corporation vs. B. & O., et 
al., embracing No. 29344, W. H. Mason Lumber Co., vs. A. C. L., 
et al. Complaints dismissed. By division 2. Rates charged on 
iron and steel articles, in carloads, from points in Michigan, 
New York, and Rhode Island, stopped for fabrication in transit 
at Mansfield, O., and the fabricated material shipped to des- 
tinations in various states, found not shown to have been inap- 
plicable. The report said control of the shipments from the 
transit point passed from complainant to the new owner, the 
Navy Department, and that complainant, having lost control of 
the goods, could not restore the continuity of the shipments 
and was not entitled to readjustment of the charges on the basis 
of the through rates from the points of origin to the final desti- 
nations. The complaint in No. 29344 was submitted, on agree- 
ment that determination of the issues would be controlled by 
findings in the title proceeding. ; 


UNCONTESTED FINANCE CASES 

Report and order in F. D. 153191, West Jersey & Seashore Railroad 
Co. Bonds. (1) Granting authority to the West Jersey & Seashore 
Railroad Company to extend from July 1, 1946, to July 1, 1956, the 
date of maturity of not exceeding $2,325,000 of its first consolidated - 
mortgage bonds, with interest at the rate of 3 per cent per annum; 
(2) Granting authority to the Pennsylvania-Reading Seashore Lines to 
assume obligation and liability, as lessee, with respect to payment of 
sinking-fund installments and interest and principal of the extended 
bonds; (3) Granting authority to the Pennsylvania Railroad Co. and 
the Reading Co. to assume obligation and liability by guaranteeing, 
jointly and severally, payments under the lease of June 30, 1930, with 
respect to such bonds as extended. Approved. 

4Report also embraces F. D. No. 9757, Pennsylvania Railroad Co. 
and Reading Co. Assumption of Obligation and Liability. 

Report and certificate in F. D. No. 15248, Norfolk & Western 
Railway Construction, authorizing construction by the Norfolk & West- 
ern Railway Co. of a line of railroad in Adams county, Ohio, and dis- 
missing part of application for want of jurisdiction. Approved. 

Report on further hearing and supplemental order in F. D. No. 
12791*, Southern Pacific Co. et al., Abandonment, modifying certificate 
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permitting abandonment by the Southern Pacific Co., Central Pacific 
Railway Co., and Southern Pacific Railroad Co. of certain lines of rail- 
road in Alameda county, Calif., and abandonment of operation by the 
Interurban Electric Railway Co. of lines of railroad in San Francisco 
and Alameda counties, Calif., by attaching conditions for protection of 
employees. Approved. 





*Report embraces F. D. No. 12792, Interurban Electric Railway Co. 

Abandonment of Operation. 

Report and order in F. D. No. 15314, Western Maryland Railway 
Co. Equipment Trust Certificates, granting authority to assume obliga- 
tion and liability in respect of not exceeding $2,000,000 of Western 
Maryland Railway 1% per cent equipment-trust certificates, series J, 
to be issued by the Union Trust Co. of Maryland, as trustee, and sold 
at 99.051 per cent of par and accrued dividends in connection with the 
procurement of certain equipment. Approved. 


Commission Motor Reports 


(An asterisk before the docket numbér means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


MC 66562, Sub. 627, Railway Express Agency, Inc., New 
York, N. Y., embracing MC 66562, Sub. 644, Same. Certificates 
granted, In Sub. 627, general commodities moving in express serv- 
ice, from Carlton, Minn., to Cloquet, Minn., over a specified route, 
with no service at intermediate points. In Sub. 644, general com- 
modities moving in express service between Deerwood, Minn., 
and Ironton, Minn., over U. S. highway 210, serving interme- 
diate point of Crosby, Minn. In each case subject to conditions 
that service be limited to that auxiliary to or supplemental of 
railway or air express service, and that shipments be limited 
to those moving on through bills of lading or express receipts 
covering an immediately prior or subsequent movement by rail 
or air. 

*MC 105411. Joe Van Newhouse and Selmar A. Hutchins, 
Portland, Ore., common carrier. Certificate denied. Damaged, 
disabled, and wrecked automobiles, trucks, and trailers, by tow- 
away methods, and parts and equipment for the repair of such 
vehicles, between certain points in Ore. and Wash., over ir- 
regular routes. - 


FINANCE APPLICATIONS 

Finance No. 15341, Jersey City Stock Yards, Inc., Jersey City, N. J., 
asks authority to lease certain property from the Pennsylvania Railroad, 
as lessee of the United New Jersey Railroad & Canal Co., in Jersey 
City, parts of which are used for the loading and unloading of 
live stock transported by railroad. The application is supplemental to 
those in Finance No. 15331, and Finance No. 15332, in which, respec- 
tively, the Pennsylvania has asked authority to acquire control of the 
Stock Yards, and the Stock Yards has asked authority to issue $50,000 
of capital stock and deliver it to the Pennsylvania. 

Finance No. 15342, Commercial Carriers, Inc., of Detroit, Mich., 
asks authority to issue equipment notes in the amount of $250,000, to 
bear interest at 6 per cent, to finance the purchase of tractor-semitrailer 
units built to transport set-up and completed automobiles. The funds 
borrowed will be repaid in 30 equal monthly payments, according to 
the application. 

MC F-3210, Neal Storage Co., of Cleveland, O., asks authority to 
purchase certain operating rights, property and equipment of William 
L. Carpenter, dba Argonne Van Lines and Argonne Van & Storage Co., 
of Los Angeles, Calif. 

MC F-3211, John J. Kleiner, dba Kleiner’s Van & Storage Co., of 
Los Angeles, asks authority to purchase certain operating rights and 
equipment of Aaron Milton Smith, dba Turner Moving & Storage Co., 
also of Los Angeles. : 

MC F-3212, Russell DeVries, dba Carlton Hill Trucking Co., of 
Carlton Hill, N. J., asks authority to purchase certain operating rights 
of Charles J. Hopla, dba Hopla Trucking Co., of Keyport, N. J. 

MC F-3208, Pacific Greyhound Lines, of San Francisco, Calif., asks 
authority to acquire control of M. C. Yahne, dba Inland Stages, of Los 
Angeles, Calif., through ownership of capital stock. | 

MC F-3209, Commercial Carriers, Inc., of Detroit, Mich., asks 
authority to lease a portion of the operating rights of Motorcar Trans- 
port Co., of Pontiac, Mich., and temporarily to operate. 

MC F-3213, Howard Motor Lines, Inc., of Gastonia, N. C., asks 
authority to purchase certain operating rights of Smith Dray Line & 
Storage Co., Inc., of Greenville, S. C. 

MC F-3214, Nathan A. Shevell, in control of Apex Express, Inc., 
joins the latter, of Perth Amboy, N. J., in asking authority to lease 
a portion of the operating rights of Scherr Hoffman Motor Lines, Inc., 
of Mt. Vernon, N. Y. 

Finance No. 15344, Delaware, Lackawanna & Western Railroad Co. 


asks authority to acquire control, through stock ownership, and to: 


tease the properties of the Hoboken Ferry Co. The applicant said it 
owned all of the capital stock of the New York & Hoboken Ferry Co., 
which in turn owned all of the capital stock of the Hoboken Ferry Co., 
and that it had determined to bring about transfer to it of all the 
assets of N. Y. & H. Ferry Co., including all the stock of the Hoboken 
Ferry Co., in part payment, $600,000, of $2,495,000 of general mortgage 
bonds of N. Y. & H. Ferry Co. owned by the applicant. 

MC F-3218, A. Dule Pyle, of Coatesville, Pa., asks authority to 
purchase certain operating rights of George W. Smith, of West Chester, 
Pa. 


TRAFFIC WORLD 


MC F-3219, Illini Coach Co., of Champaign, Ill., joined by T. D., 
O. G., J. W., W. T., and E. R. Parkhill, owning a total of 79.35 per cent 
of the stock of Illini, asks authority to acquire control of Swallow 
Coach Lines, Inc., of Indianapolis, Ind., through ownership of capital 
stock. 

MC F-3220, Modern Transfer Co., Inc., of Allentown, Pa., asks 
authority to purchase certain operating rights of Edwin E. Clarke, dba 
Clarke Motor Express, also of Allentown. 

Finance No. 15323, amended, Live Oak, Perry & Gulf Railroad Co., 
asks to be exempted from requirement of competitive bidding, because 
it had had bids higher than 2% per cent interest from two banks 
before negotiating with a third bank; that the amount of the note 
to be issued was small, and that some other method of financing might 
be less efficient than that proposed and acceptable to the third bank. 

Finance No. 15348, The Greyhound Corporation asks authority to 
issue not more than 10,000 shares of 4 per cent cumulative preferred 
stock and 75,000 shares of common stock to be exchanged for not to 
exceed 26,205 shares of common stock of the Cincinnati & Lake Erie 
Transportation Co. 

MC F-3221, Couch Freight Lines, Inc., of Ada, Okla., asks authority 
to purchase certain operating rights of Arkansas Motor Freight Lines, 
Inc., of Fort Smith, Ark., and temporarily to operate. 

MC F-3222, H. E. Savage, Jr., dba Savage Truck Line, of Norfolk, 
Va., asks authority to purchase certain operating rights, equipment 
and property of Atlantic Coast Express, of Richmond, Va., and tem- 
porarily to operate. 

MC F-3223, Connecticut Transfer, Inc., of Orange, Conn., asks 
authority to purchase certain operating rights of Frederick Cotron, 
dba Cotron’s Motor Transportation, of Greenwich, Conn. 

MC F-3224, J. E. Craft, in control of Consolidated Bus Lines, Inc., 
and Consolidated, join in an application to control and merge the 
operating rights and properties of Logan-Williamson Bus Co., of Logan, 
W. Va., and temporarily to operate. < 


PETITIONS FOR REHEARING, ETC. 

No. 29048, Atlantic Steel Co. vs. Sou. Pac. et al. Defendants, Trans- 
continental Lines, ask for reopening for reconsideration. 

1. & S. M-2649, Essential oils, minimum charges, Middle Atlantic 
States. Middle Atlantic States Motor Carrier Conference, Inc., and in 
behalf of carriers respondents ask for vacation of order of suspension, 
of April 29, insofar as said order syspends operation of provisions con- 
tained in Rule 9, on page 2, in Supplement 1 to MF ICC A-186, pub- 
lished by petitioner as agent. 

Ex Parte 104, Practices of Carriers affecting operating revenues or 
expenses Part II Terminal Services Union Tank Car Co. The Union 
Tank Car Company has asked the Commission to reconsider the pro- 
ceeding and grant authority for a reargument to be held. 

MC-F 3206, Fishbach Trucking Co., lease, A & A Truck Lines, Inc. 
Fishbach Trucking Co. has asked for authority to temporarily operate 
the motor carriers properties of A & A Truck Lines, Inc. 

Finance 13170, FEC Reorganization. The St. Joe Paper Co. has 
asked the Commission to reopen the record in this proceeding for the 
limited purpose of taking ‘official notice of the reports of operating 
revenues and expenses filed with the Commission by the FEC ACL 
Sou Ry and SAL for the month of April, showing the cumulative results 
of operations for the months of January, February, March and April. 


MOTOR FINANCE CASES 

MC F-3199, Union Transfer Co.—Purchase—Ash Truck Lines, Inc. 
(George S. Allen, Trustee). Application for authority under section 
210a(b) of Union Transfer Company, doing business as Union Freight- 
ways, of Omaha, Neb., for temporary operation of motor-carrier rights 
of Ash Truck Lines, Ine. (George S, Allen, Trustee), of Kansas City, 
Mo., granted with conditions. 

MC F-3032, Gulf, Mobile and Ohio Railroad Co.—Control; Gulf 
Transport Co.—Purchase—Clayton Tinsley. Purchase by Gulf Trans- 
port Co. of Mobile, Ala., of certain operating rights of Clayton Tinsley, 
doing business as Clayton Tinsley Bus Lines, also of Mobile, and acqui- 
sition of control of said operating rights by Gulf, Mobile and Ohio 
Railroad Co. through said purchase, approved and authorized, subject 
to condition. : 

MC F-3198, Mashkin Freight Lines, Inc.—Purchase (portion)—J. J. 
Holland, Inc. Application for authority under section 210a(b) of Mash- 
kin Freight Lines, Inc., of East Hartford, Conn., for temporary opera- 
tion of a portion of the motor-carrier rights of J. J. Holland, Inc., of 
Roxbury, Mass., granted with conditions. 

MC F-3203, H. & W. Transportation Co.—Purchase (portion)—W. A. 
Burch. Application for authority under section 210a(b) of H. & W. 
Transportation Co., of Oklahoma City, Okla., for temporary operation 
of a portion of the motor-carrier rights of W. A. Burch, doing business 
as Burch Truck Line, of Wichita, Kan., granted with conditions. 

MC F-3200, Wells, Inc.—Purchase (portion)—Valley Motor Lines, 
Inc. Application for authority under section 210a(b) of Wells, Inc., of 
Reno, Nev., for temporary operation of a portion of the motor- 
carrier rights of Valley Motor Lines, Inc., of Fresno, Calif., denied. 

MC-F-3205, F. C. Norris—Control; Couch Freight Lines, Inc.—Pur- 
chase—Jay Rountree. Application for authority under section 210a(b) 
of Couch Freight Lines, Inc., of Ada, Okla., for temporary operation 
of a portion of the motor-carrier rights of Jay Rountree, doing business 
as Ozark Motor Lines, of Dallas, Tex., granted with conditions. 


EXPLOSIVES RULES AMENDMENT 
The Commission, division 3, by an order in No. 3666, 
In the Matter of Regulations for Transportation of Explosives 
and Other Dangerous Articles, has amended part 3, regulations 
applying to shippers (CFR 75) effective forthwith and continu- 
ing in effect until January 15, 1947. The division added the 
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following pore amending paragraph (p)(14) sec. 303, 
order August 16, 1940: 


(p) (14) (m) Until further order of the Commission, liquefied 
petroleum gas cylinders constructed in accordance with I. C. C. speci- 
fication 4B which became due for quinquennial retest between Decem- 
ber 7, 1941, and December 31, 1945, must be removed from service on 
or before January 15, 1947, unless retested as required by section 303 
(p) (13) (a), (b) and other pertinent sections of these regulations. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2661, from June 7 until January 7, 1947, cer- 
tain schedules published in supplements Nos. 2 and 3 to tariff 
MF-I. C. C. No. 1 of E. M. Runyon, Agent, Muncie, Ind. The 
suspended schedules propose to increase rates on motor vehicles 
in driveaway or towaway service from Toledo, O., to various 
po in central, southern and eastern states. 

I. and S. M-2662, from June 10 until January 10, certain 
schedules published in supplement No. 6 to MF-I. C. C. No. 3 
of S. A. Markley and Wilma L. Markley, doing business as 
M & M Truck Company, Denver, Colo. The suspended sched- 
ules propose to establish a rate of $.00462 per gallon on cer- 
tain petroleum products from Denver, Colo., to Cheyenne, Wyo., 
applying -proportionally on traffic originating at Borger, Texas. 


COMMISSION ORDERS 

No. 13535 et al., Consolidated Southwestern Cases. Order of April 5. 
1927, further amended by eliminating the following commodities from 
the requirements thereof: reclaimed rubber, not otherwise indexed 
by name and not more specifically provided for in the governing freight 
classification, in carloads and aplite rock, crushed or ground, in 
carloads. 

|. & S. M-2588, Less Truckload Rates in Southern Territory. Re- 
spondents under special permission have filed tariffs effective February 
28 and later cancelling suspended tariffs proceeding discontinued. 

1. & S. M-2599, Iron and Steel between Ashland, Ky., and Cincinnati, 
O. Respondents under special permission have filed tariffs effective 
March 25 cancelling suspended tariffs proceeding discontinued. 

1. & S. M-2606, Petroleum Products, Superior, Wis., to Minnesota 
points. Respondents having cancelled all suspended tariffs proceeding 
discontinued. 

1. & S. M-2612, Commodities, Melville Storage Co. Respondents 
under special permission have filed tariffs effective March 14 cancelling 
suspended tariffs proceeding discontinued. 

1. & S. M-2614, Minimum Rate Restrictions. Central and Northwest 
States. Respondents under special permission have filed tariffs effective 
January 31 and later cancelling suspended tariffs proceeding dis- 
continued. 

1. & S. M-2617, Minimum Rate Restrictions—Thurston Motor Lines. 
Respondents under special permission have filed tariffs effective April 20 
cancelling suspended tariffs proceeding discontinued. 

1. & S. M-2621, Barbour Transportation Co.—Beans, All Freight. 
Respondents under special permission have filed tariffs effective April 25 
cancelling suspended tariffs proceeding discontinued. 

1. & S. M-2628, Cabinets, Electric Lamps and Fixtures from New 
England. Respondents under special permission have filed tariffs effec- 
tive April 5 cancelling suspended tariffs proceeding discontinued. 

1. & S. M-2637, Bus Fares between New York City and Southern 
New Jersey. Respondents under special permission have filed tariffs 


‘effective April 24 cancelling suspended tariffs proceeding discontinued. 


No. 29283, Federal Cement Tile Co. et al. vs. C. & O. et al. Order 
of February 4 further modified to become effective on or before August 
20 on not less than-30 days’ notice instead of July 15. 


MC 404809, Sub. 16, Sam Milkie, Silver Spring, Md., contract car- 
rier application. Proceeding reopened for further hearing for the 
purpose of receiving evidence of public convenience and necessity. 


MC 42261, Sub. 3, Langer Transport Corp., extension, liquid com- 
modities in tank trucks. Report and order of October 8, 1945, modified 
so as to authorize the issuance to applicant, on compliance with sec- 
tions 215 and 217 of the act and rules and regulations thereunder, of a 
certificate authorizing operation as a common carrier, over irregular 
routes, of the following commodities, in bulk, in tank trucks: (1) of 
petroleum and petroleum products, except medicinal petroleum prod- 
ucts, paraffine wax, and asphalt, (a) from New York, N. Y., and points 
in New Jersey on and east of U. S. Highway 1 and north of the Raritan 
River, to all points in Connecticut and those in New Jersey, New 
York, Delaware, and Pennsylvania within 100 nilles of the City Hall at 
New York, N. Y., (b) from Marcus Hook, Pa., to Newark, N. J., (2) 
of paraffine wax from points described in (1) above and from Philadel- 
phia, Pa., to Sayville, N. Y., (3) of methanol from Brooklyn, N. Y., 
to Garfield, N. J., (4) of lamp black oil from Bound Brook, N. J., to 
Philadelphia, (5) of oil tar oil from Philadelphia to Bound Brook. 
(6) of coal tar oil from Chester, Pa.; to Bound Brook, and (7) of 
transformer oil from Paulsboro, N. J., to New York, N. Y., subject to 
all conditions specified in the report and order of October 8, 1945. 


This order shall become effective July 8, unless any party-in-interest 
shall show cause, if any there be, in writing verified under oath, why 
report and order of October 8, 1945, should not be modified in manner 
described: above. 
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FF-128, Clipper Carloading Co., application. Time for filing petition 
by applicant for reopening and reconsideration extended to June 17. 

Finance 14430, Boston & Maine Abandonment. Period for which 
jurisdiction was reserved in certificate of April 28, 1944, for considera- 
tion of question of whether conditions should be imposed for protection 
of employes extended for an additional period of two years. 

Ex Parte 104, Practices of Carriers affecting operating revenues 
and expenses, Parte II Terminal Services. Order of March 27 modified 
to become effective on or before August 16 instead of July 3. 

MC. 106478, James R. Brown and C. E. Eriksen, dba Trailer Trans- 
port, Chicago, Ill. Proceeding reopened. 

MC-C-438, Baltimore & Pittsburgh. Motor Express Co., et al., vs. 
Samuel Schreiber and Mrs. Harry Schreiber, dba Schreiber Trucking 
Co. Complaint dismissed. 

Anaconda Copper Mining Company; American Smelting & Refining 
Company and United States Smelting, Refining and Mining Company, 
Ex Parte 104, Practices of carriers affecting operating revenues or ex- 
penses Part II Terminal Services. Proceedings reopened for oral argu- 
ment and for reconsideration and order of October 1, 1945, further modi- 
fied to postpone effective date until further order of Commission. 

Finance 14501, SAL Acquisition. Proceeding reopened and affidavit 
attached to the request to reopen the proceeding was made a part of the 


record as Exhibit SH69. Hearings for the introduction of evidence 
closed. 


CENTRAL VERMONT SHOW CAUSE ORDER 


Having found in investigation No. 2987, covering an acci- 
dent on the Central Vermont, April 24; near. Sharon, Vt., in 
which one employe was killed in a head-end collision between 
a track motor-car and a freight train, that failure to provide 
adequate~protection for the movement of the motor-car caused 
the accident, the Commission, Commissioner Patterson, has 
issued a show cause order in No. 28750, Sub. 25. 

The order requires the railroad to show cause, on or before 
July 8, why it should not be required to provide adequate train 
order protection or block-signal protection for the movement 
of track motor-cars on its line. 


I. C. C. Approves Objective of 
Federal Traffic Bureau Bill 


In a letter to Chairman Wheeler, of the Senate interstate 
commerce committee, the Commission’s legislative committee 
said that in its judgment the object of the Wheeler bill to es- 
tablish a Federal Traffic Bureau (S. 2088) was desirable “in 
order to avoid duplication of effort and the more uniform and 
expeditious handling of transportation matters in which the gov- 
<a is interested as a shipper” (see Traffic World, April 27, 
p. : 

‘ The legislative committee, headed by Commissioner Splawn, 
noted that the object of the bill was to centralize in a single 
agency all matters relating to transportation charges on traffic 
of the United States government, as well as the routing, di- 
version and reconsignment of government shipments. It quali- 
fied its approval of the object of the bill by stating that, “hhow- 
ever, we do not know how practical such an arrangement would 
prove.to be for the respective departments.” 

“We assume,” it continued, “that in inviting an expression 
from us concerning this bill you were influenced by the fact that 
the proposed agency would have to do with transportation sub- 
ject to our regulation under the interstate commerce act. For 
that reason we have limited our comment to the broad objective 
of the bill. Therefore, we have not undertaken to consider the 
question whether it is necessary or desirable that the activity 
be conducted by a new and independent agency, created for that 
purpose, or whether it more properly and economically could be : 
conducted by one of the existing agencies such as the General 
Accounting Office of the Bureau of the Budget.” 


Alleghany Says Partnership of 
Trustees Implies Rail Control 


The Alleghany Corporation, replying to the motion of the 
defendants that. the complaint be made more definite in No. 
29533, Alleghany Corporation, vs. Guy Atwood Thompson, trus- 
tee in reorganization of the Missouri Pacific and Frank A. 
Thompson, trustee in reorganization of the St. Louis-San Fran- 
cisco, in which Alleghany charged the brothers, law partners, 
had effectuated common control of the two railroads, says the 
law partnershin alone is sufficient to substantiate the complaint. 

The complainant said the plain wording of section 5, its 
legislative history, and decision of the Commission holding that 
marital or family relationships, and partnerships, were suf- 
ficient in themselves, and without further circumstances, to jus- 
tify an investigation. 

“Consistently with the above decisions, complainant sub- 
mits, the Commission can only hold that the defendants in the 
instant proceeding, by virtue of the existence between them of 
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the closest family and professional ties, are controlling and 
managing or possess the power to exercise control of the rail- 
roads for which they are trustees in reorganization, in violation 
of section 5 of the interstate commerce act,” said Alleghany. 

Asking that the defendants’ motion be denied, Alleghany 
said they were “affiliated and united by blood and by a partner- 
ship arrangement of long standing. The necessary implications 
of ‘control’ in such a situation have been indicated. Should the 
Commission nevertheless overrule its previous decisions, and 
we believe the clear intent of Congress, by requiring after- 
the-fact actions demonstrating beyond doubt the management 
of the two railroads in a common interest, then it would seem 
proper for the Commission to conduct a thorough investigation 
of such actions.” 


1. C. BOND INTEREST RATE 


The Illinois Central, by an amendment to its application 
in No. 15293, in which, among other things, it asked authority 


to issue $49,443,000 first and refunding mortgage 3% per cent - 


bonds, series A, due July 1, 1976, to be exchanged for certain 
bonds of the I. C. and the Chicago, St. Louis & New Orleans, 
has extended the offer of exchange from June 3 to June 15, and 
raised the interest rate on the new bonds to 3% per cent. 

This action, said the applicant, was taken because of “cer- 
tain recent events affecting the bond market,” and “in order to 
enhance the possibility of success of the offer of exchange.” 

An appended resolution of the executive committee of the 
I. C. board of directors said the chairman had reported to the 
president that Kuhn, Loeb & Co., advised that holders of less 
than 50 per cent of the exchangeable bonds has accepted the 
offer of exchange and that due to recent events affecting the 
bond market they considered it unlikely that the requisite num- 
ber’ of acceptances could be obtained with a 3% per cent coupon 
on the new bonds. The bankers had strongly recommended that 
the offer be extended for 15 days and that the coupon be in- 
creased to 3% per cent, the chairman was reported as saying. 


HOUSEHOLD GOODS RATE RELATIONSHIPS 


Replying to the request of the Household Goods Carriers 
Bureau in I. and S. M-2627, Household Goods in United States, 
that the Commission permit the suspended rates to become 
effective immediately pending final determination, John F. Ivory 
Storage Co. said that, if the Commission did accede to the 
request, it should do so with the understanding that vacation 
of the order of suspension was a mere temporary substitute 
designed to afford the bureau’s members a measure of relief 
from rising costs, and with the further understanding that the 
— was to be brought to a conclusion as promptly as 
possible. 

Ivory directed its objections to the suspended adjustment 
to what it said was an unjustified relation between the rates for 
the shorter and longer distances. The low rates for the shorter 
distances, said Ivory, would “constitute a constant temptation 
to respondent’s members to discourage the proffering to them 
of the less lucrative hauls for the shorter distances and to 
encourage the proffering of such loads to those of the house- 
hold-goods-carrying fraternity who pay more heed to their 
common carrier obligations.” 

“We wish respondent’s members no ill will,” continued 
Ivory, “and we are unwilling to do them any. Hence our acqui- 
escence here in the vacation of the order of suspension. But, 
we submit, respondent’s members should be willing in the final 
analysis to accept an adjustment of rates which will mean that 
they, in turn, will be equally fair to us and to all other mem- 
- bers of the industry.” 





SHELDON FORWARDING ASKS INCREASES 


Sheldon Forwarding Co., referring to the action of other 
forwarding companies, asking increases in their rates, has filed 
a P ageage in Ex Parte 162, Increased Rates, Fares and Charges, 
1946, asking special permission to increased all its rates and 
charges in effect April 14 by 25 per cent, or not less than the 
increase granted the railroads in that proceeding. It asked that 
its tariff or supplement be permitted to become effective with- 
out suspension. 


Cc. O. & G. CONSTRUCTION APPLICATION 


The trustees in reorganization of the Rock Island, as owners 
of all the capital stock of the Choctaw, Oklahoma & Gulf Rail- 
road Co., and lessees, have asked the Commission, in Finance 
No. 15343, for authority to construct a branch line of railroad 
extending from a connection with their present line at Butter- 
field, Ark., for a distance of about 4% miles. 

The trustees said the authority should be granted in or- 
der that they might aid in the continued development of natural 
resources located in the northern portion of Hot Springs county, 
in which the new branch would be located, thereby increasing 
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No. 29527, Sub. 1, Board of Trade of the City of Chicago, IIl., vs, 
A. C. & Y. et.al. 

Rates on grain, grain products, and flour, milled at northwest or 

interior milling and malting points, named in Jones’ tariff 245-G, 

I. C. C. No. 3356, forwarded to Atlantic ports for export, in viola- 

tion of sections 1, 2, 3, and 4. Asks cease and desist order, rates 

and transit privileges. (I. M. Herndon, manager, Transportation 





Department, Board of Trade of the City of Chicago, 141 W. Jackson z 
Blvd., Chicago 4, Ill.) ¢ 
No. 29532, Sub. 3, Cole of California, Los Angeles, Calif., vs. Piedmont 1 
& Northern et al. 
Rate on one carload of cotton and nylon webbing, shipped April 
7, 1943, from Greenville, S. C., to Los Angeles, Calif., in violation 
ef section 1. Asks cease and desist order and reparation of $680.79. leu 
(D. R. Crawford, Room 505, 111 W. Seventh St., Los Angeles 14, pol 
Calif.) et | 
MC C-540, Montgomery Ward & Co., Inc.,. Chicago, Ill., vs. Dallas L. has 
Darling, dba Darling Trucking Co., Grand Rapids, Mich. rie: 


Rate on shipment of furniture from Grand Rapids, Mich., to Ha 
Chicago, October 6, 1944, in violation of section 217. Asks cease As: 
and desist order, and reparation of. $153.73. Shortened procedure 
requested. (H. O. Kanina, 619 W. Chicago Ave., Chicago, Ill.) 


No. 29548, Switching Service at Western Points. 
Investigation instituted by division 2, on its own motion, into the 
reasonableness and lawfulness otherwise of Santa Fe, Southern Pa- ant 


cific, Western Pacific, and Union Pacific schedules providing no int 
charge will be made for shifting empty, partly loaded, partly un- loa 
loaded or loaded cars from any location at an industry shed or Bo 
loading platform to another location at the same industry shed an 
or loading platform, if shifting is performed when tracks are being Ne 
switched to remove loaded or empty cars, or to place additional the 
loaded or empty cars, applicable in connection with transportation Pp 


in interstate or foreign commerce of various commodities. a 
No. 29549, Cities Service Refining Corporation, Lake Charles, La., vs. ee 
T. & N. O. et al. 


Rates on numerous shipments of liquefied petroleum gas, in tank 
cars, in the two years preceding filing of complaint, and continuing De 
from points in Texas and Louisiana to Lake Charles, for export ou 
or coastwise movement, in violation of sections 1 and 3, because 
charges based on estimated weight of 6.6 pounds per gallon, instead shi 
of 4.7 pounds. Asks cease and desist order, rates, and reparation H 
of $40,000. (G. B. Thomas, traffic manager, Cities Service Refining é 


Corporation, Lake Charles, La.) He 
No, 29550, Pensacola Liquor Distributors, Pensacola, Fla., vs. F. E. C. he 
et al. 


Rate on three cars of imported rum, direct from shipside at the 
Port of Palm Beach, Fla., to Pensacola, in violation of sections Me 
1, 2, 3, and 6. Asks cease and desist order, rating, and reparation ch 
of $259.02 plus terminal charges. (David Knapp, Jr., 37 E. Garden Oc 
St., Pensacola, Fla.) 


on 
MC C-538, First supplemental. Increased rates—To, From and Within ¢ 
’ the South. pr 


Investigation instituted by division 2, on its own motion, into Se 
reasonableness and lawfulness otherwise of increased rates and 
charges on shipments weighing less than 5,000 pounds within : 
Southern Territory and between Southern and Official Territory, 1SS 
contained in schedules of J. P. Phillips, agent, and Central Motor ra 
Lines, Inc. W 

No. 29551, Hudson Oil Co., Inc., New York, N. Y., vs. C. of N. J. as 

Alleges demurrage charges of $657.14 on six tank cars of lubricat- 
ing oil, detained at the complainant’s plant in May and June, 1945, 
because of a strike that caused delay in the delivery of steel drums 
to contain the oil, constitute extreme and unmerited hardship as the 


circumstances were out control of complainant. It alleges no viola- m 

tion of regulations of the Commission. Asks that demurrage charges th 

be waived. (Russel Horn, Director, Hudson Oil Co., 24 State St., an 

New York, N. Y.) pu 

No. 29552, Spear Mills, Inc., Kansas City, Mo., vs. Alton et al. tr 

Rate on one shipment of ground bones, made February. 29, 1944, we 
from Chicago, Ill., to Kansas City, in violation of section 6. Asks 

cease and desist order, and determination of applicable tariff rate. ” 

(J. H. Tedrow, 1028 Baltimore Ave., Kansas City, Mo.) St 


No 29553, Catz American Sales Corporation, New York, N. Y., vs. tic 
Erie et al. 

Alleges demurrage charges on 14 carloads of evaporated milk, 
shipped from various points for shipside delivery at New York for 19 
export to Cuba, and delayed in delivery because of strike of 
tugboat operations in New York harbor from February 4 until 4 
February 14, in violation of section 1. Asks order requiring de 0 


fendant to waive demurrage charges of $8,167.70. re 
No. 29554, Dorsey Brothers, Elba, Ala., vs. A. C. L. et al. m 
Rates on automobile wheels, in mixed carloads from Detroit and fo 


Lansing, Mich., since June 8, 1944, in violation of sections 1, 2, ce 
3, and 6. Asks cease and desist order, rates, and reparation. (G. P. 
Cochran, 503 Title Guarantee Bldg., Birmingham, Ala.) 
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Dismissal of Motor Complaint 
on Rail Rates Recommended 


I. C. C. examiner finds rail rates on petroleum products 
between New England points not unreasonably low 
and not shown to result in undue prejudice and prefer- 
ence. Finds intrastate rates not shown to result in 
undue prejudice and preference against commerce 


Ina proceeding involving interstate railroad rates on petro- 
leum products in tank-car loads between specified New England 
points, No. 29286, Petroleum Haulers of New England, Inc., 
et al., vs. Boston & Maine Railroad, et al., Examiner E. J. Hoy 
has recommended dismissal of the complaint of two motor car- 
riers of petroleum products in tank trucks, the Petroleum 
Haulers of New England, Inc. and the National Tank Truck 
Association, Inc. 


The examiner recommended that the Commission should 
find not unreasonably low in violation of section 1 of the inter- 
state commerce act and not shown to result in undue prejudice 
and preference in violation of section 3 of the act, the assailed 
interstate railroad rates on petroleum products in tank-car 
loads from Boston, Beverly, Springfield, Waverly (north) West 
Boylston, Danversport, and Worcester, Mass., Portland, Me., 
and Portsmouth, N. H., to various destinations in Massachusetts, 
New Hampshire, Vermont, and Maine. He also recommended 
that the Commission find the Massachusetts and New Hamp- 
shire intrastate rates not shown to result in undue prejudice 
and preference or unjust discrimination against interstate com- 
merce in violation of section 13 of the act. 


The complaint and a proceeding before the Massachusetts 
Department of Public Utilities, said the examiner, were the 
outgrowth of reduced railroad commodity rates from Boston 
and other points to destinations in Massachusetts, New Hamp- 
shire and Vermont and from Portland to destinations in New 
Hampshire, published to become effective February 1, 1945. 
He said the reductions were protested by the complainant 
motor carriers and several individual motor carriers and that 
the Commission declined to suspend the interstate rates and 
they became effective on the aforementioned date. The reduced 
Massachusetts intrastate rates were suspended by the Massa- 
chusetts department, said the examiner. Previously, effective 
October 6, 1944, he said, the B. & M. published reduced rates 
on petroleum products from Portsmouth to destinations in New 
Hampshire over interstate and intrastate routes, and, although 
protested, the Commission and the New Hampshire Public 
Service Commission permitted the rates to become effective. 


The complaint, as amended, said the examiner, brought in 
issue not only the reduced interstate rates, but other interstate 
rates applicable from the same origins and from Springfield, 
Worcester, West Boylston, and Danversport that were as saad 
as or lower than the reduced rates. 


Rates to Meet Pipe-Line Competition 


The rates in issue, he said, applied in tank-car loads, 
minimum weight as per rule 35 of the Official Classification, 
there being three different bases of rates, designated A,* B, 
and C. Some of the reduced rates, said the examiner, were 
published by the B. & M. to equalize the rail rates with the 
truck rates, but many were lower than the truck rates and 
were published to meet pipe-line competition. He said the 
principal question to be determined with respect to the inter- 
state rates was whether they were unreasonably low, in viola- 
tion of section 1 of the act. 


The A rates from Boston to representative interstate desti- 
nations ranged from 5.5 cents a 100 pounds for 32 miles to 
19 cents for 140 miles; from Portsmouth, 5 cents for 22 miles 
to 14.5 cents for 123 miles; and from Portland, 9.5 cents for 
40 miles to 20.5 cents for 128 miles, according to a table in the 
report. The B rates from Boston ranged from 5 cents for 32 
miles to 17 cents for 140 miles; from Portsmouth 4.5 cents 
for 22 miles to 13 cents for 123 miles; and from Portland, 8.5 
cents for 40 miles to 18.5 cents for 128 miles. The examiner 
Said the car-mile earnings under the B rates would be substan- 
tially the same as those under the A rates in tank cars of the 


— capacity, as the charges were approximately the same 
a gallon. 

The examiner said the complainant compared the rates 
assailed with the maximum reasonable rates prescribed on 
petroleum products in Petroleum and Its Products, 171 I. C. C. 
286, decided January 5, 1931, as modified by subsequent general ° 
rate changes. He said there was no evidence showing the 
volume of movement under any of the compared rates or the 
circumstances under which any of them were established and 
that the comparisons of earnings in his report did not show 
the assailed rates unreasonably low. 

Both the complainants and the B. & M., said the examiner, 
submitted cost studies to show the cost of transporting petro- 
leum products by rail, and the complainants submitted a study 
to show the cost of transporting such products by tank trucks. 
A summary of the fully allocated costs computed by the 
B. & M. for each of 17 study movements, together with the 
assailed rates, was shown in an appendix to the report. The 
examiner said the out-of-pocket costs for the 17 movements 
would be approximately 69.26 per cent of the fully allocated 
costs. 


Diesel Power Reduces Costs 


The complainants’ cost study, said the examiner, was based 
on the year 1939. He said the B. & M.’s witness testified that 
the 1944 unit costs were approximately 28 per cent higher than 
the 1939 costs, but that the increased use of diesel power would 
result in lower costs in 1945 than in 1944, notwithstanding a 
decrease in the volume of traffic. The relative level of the 
costs for 1945 as compared with 1939 could not be determined 
on the instant record, he said, adding: 


Complainants contend that the rates that do not cover the fully 
distributed costs are less than minimum reasonable rates. To this the 
Commission should not agree. Rates that are depressed to meet com- 
petition, as is here the case, when they more than cover the out-of- 
pocket costs, may, because of the traffic they attract, make a greater 
contribution toward the indirect or constant costs than higher rates 
that would meet the fully distributed costs. In other words, a small 
contribution per unit on a large volume of traffic may yield greater 
revenue than a large unit contribution on a small volume. As hereto- 
fore stated, the rates cover the out-of-pocket costs by a substantial 
margin. 


A summary of motor-carrier costs a 100 pounds, computed 
for 7, 8, and 9.06-hour days, appeared in an appendix to the 
report. The examiner said that while the costs were computed 
for distances to 150 miles, only 31 of the test shipments moved 
in excess of 60 miles, 15 in excess of 70 miles, 5 in excess of 
100 miles, and none in excess of 140 miles. The complainants, 
he said, did not furnish sufficient data to permit of a detailed 
‘analysis of their motor-carrier costs. The examiner continued: 


The lack of supporting data makes it difficult to pass upon the 
propriety of the apportionment of all overhead expense on a vehicle- 
hour basis. Such expenses are commonly apportioned on the basis of 
the remaining expenses exclusive of overhead. 

As the highway mileages for competitive rail hauls were not given, 
it is impossible to develop from the record a relation between the 
motor-carrier costs shown and the rail rates between the same points. 

While complainants allege that the interstate rates are in violation 
of section 3 and that the intrastate rates in Massachusetts and New 
Hampshire are in violation of section 13, there is no evidence to support 
same. No receivers or shippers of petroleum products testified at the 
hearing, and no evidence was offered on hehalf of any locality. Neither 
was evidence offered as to what effect, if any, the Massachusetts and 
New Hampshire intrastate rates have,- or would have on interstate 
commerce. 


EMPIRE FREIGHT CO. FORWARDER PERMIT REQUIRED 


The Commission’s. bureau of water carriers and freight 
forwarders, in a proposed report in FF-168, Empire Freight 
Co. of New York, Inc., freight forwarder application, has recom- 
mended issuance of a permit authorizing the applicant to for- 
ward used household goods and used automobiles, from points 
in Connecticut, New Jersey, and New York to points in Arizona, 
California, Nevada, Oregon, and Washington. 

The bureau observed that the service of the applicant, in 
forwarding used household goods westbound, was exempt from 
the requirements of part IV of the interstate commerce act by 
reason of the provisions of section 402(B) (2). However, it said, 
it now proposed to forward used passenger automobiles in addi- 
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tion to used household goods and that, in some instances, such 
automobiles would not be part of the shipments of household 
goods and would be for persons other than shippers of house- 
hold effects. As it proposed to engage in forwarding more than 
one of the classes of property specified in section 402(B) (2), 
said the bureau, its entire operation would be subject to the 
provisions of part IV and would require a permit. 


Reversal of 13th-Section Findings 
on Georgia Aggregates Recommended 


I. C. C. examiner says record does not disclose that 
intrastate rates on aggregates imposed by the Georgia 
commission create an undue burden nor that interstate 
commerce has been obstructed or unnecessarily en- 
cumbered by action of state authorities. Reversal of 
findings in prior report recommended 


On further hearing in No. 28791, Rates on Road Aggre- 
gates Within the State of Georgia, Examiner Howard C. Faul, 
in a proposed report, has recommended affirming the findings 
in the prior report, 256 I. C. C. 475, that intrastate rates in 
Georgia on aggregates, in carloads, had not been shown to be 
unjustly discriminatory, but that the Commission reverse its 
13th-section findings of undue preference and advantage of 
persons and localities in intrastate commerce and undue preju- 
dice and disadvantage to persons and localities in interstate 
commerce. He recommended that the proceeding be discon- 
tinued. 

As to the prior findings, the examiner said: 


In the prior report, 256 I. C. C, 475, the Commission found that the 
interstate rates and charges on aggregates, in carloads, herein under 
consideration to points of destination in Georgia were just and reason- 
able; that the intrastate rates had not been shown to be unjustly 
discriminatory, or unduly prejudicial and preferential, except that the 
maintenance of intrastate rates and charges for joint-line hauls of 
aggregates, carloads, within Georgia (other than from. Lithonia to 
Atlanta, and points grouped therewith) to the extent that they were 
lower for corresponding distances than the interstate joint-line rates 
from points in Alabama, South Carolina, and Tennessee to destinations 
in Georgia, caused undue and unreasonable preference of and advantage 
to persons and localities in intrastate commerce, and undue prejudice 
and disadvantage to persons and localities in interstate commerce. The 
Commission further found that the undue and unreasonable preference 
and advantage, and undue prejudice and disadvantage should be re- 
moved by the maintenance of carload rates on these aggregates for 
intrastate transportation within Georgia which should not be lower 
for corresponding distances than the carload rates on aggregates found 
reasonable for application from points in Alabama, South Carolina and 
Tennessee to destinations in Georgia. Thereafter, the Georgia Public 
Service Commission filed a petition for rehearing and reconsideration. 
The Commission denied the petition on February 7, 1944, and entered 
an order on the same date requiring the removal of the undue prefer- 
ence and advantage and undue prejudice and disadvantage found to 
exist. 


Subsequently the Georgia commission brought suit in the 
federal district court at Atlanta to set aside the Commission’s 
order requiring removal of the undue preference and advan- 
tage and undue prejudice and disadvantage found to exist. 
The court said it was of the opinion that the findings made 
did not support a state-wide order changing the joint-haul 
rates throughout Georgia and, on April 8, 1944, set aside the 
Commission’s order without prejudice to such further investi- 
gation as the Commission might see fit to make. Thereafter, 
the Commission reopened the proceeding for further hearing. 


Rates Prescribed by Georgia Commission 


After reopening of the proceeding, the Georgia commis- 
sion, by an order of July 11, 1944, effective September 1, 1944, 
ordered that the maximum rates to be charged for the trans- 
portation of these commodities for single-line or joint-line 
hauls by all carriers by railroad between points in Georgia 
should be the rates it had previously prescribed for joint-line 
hauls. This order, said the examiner, permitted respondents 
to charge Georgia intrastate shippers for all distances, single- 
line, uniformly 5 cents more per net ton than the single-line 
interstate shippers paid for similar hauls. 

The examiner continued: 


-The merged scale having been prescribed as the maximum rates 
to be charged (and not .as the ‘‘maximum and minimum reasonable 
rates,”’ the term generally used by the Georgia commission when it 
desires to freeze certain rates), the respondents took the position that 
the order did not require them to increase the single-line intrastate 
rates. They, therefore, in republishing these rates, as required by 
the Georgia commission order, made no increase in the intrastate rates, 
being convinced, as stated on brief, ‘‘that such increase would be 
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acceptable to nobody and that the increased rates. could not long be 
maintained even if they should once be established.’’ They pointed out 
that the interstate rates to Georgia would be lower by 5 cents than 
the intrastate rates within the state for all single-line movements for 
corresponding distances, and that there was little likelihood that the 
Georgia shippers would long be contented with such a situation. Thus, 
respondents’ present rates for both interstate and intrastate single-line 
and joint-line movements are the same as those maintained at the time 
of the Commission’s prior report and order herein. There exists the 
same difference between the interstate and intrastate rates, namely, 
the joint-line intrastate rates, maintained under the order of the Georgia 
commission, are 5 cents lower than the joint-line -interstate rates for 
distances up to and including 320 miles. Respondents contend that this 
proceeding should be decided upon a consideration of the rates now 
in effect, and ‘‘without regard to any such purely theoretical and im- 
practicable increases in rates as the Georgia Public Service Commission 
has seen fit to set out in its order of July 11, 1944.’’ To adopt such a 
theory would be tantamount to permitting respondents to create rate 
adjustments calling for section 13 proceedings in an effort to have this 
Commission invade state authority. Neither the provisions of the act 
which the Commission administers, nor the decisions of the courts 
contemplate such encroachment upon the rate-making authority of a 
State. Section 13(3) of the Interstate Commerce Act specifically relates 
to investigations instituted upon petition of the carriers where the 
rate, fare, or charge is ‘‘made or imposed’’ by authority of the State. 
The single-line intrastate scale now in effect, and here under considera- 
tion, is not made or imposed by the Georgia commission but is main- 
tained voluntarily by respondents. And the Supreme Court, in North 
Carolina vs. United States, 325 U. S. 507, at pp. 510 and 511, said: 
Neither section 13(4), nor any other Congressional legislation, indi- 
cates a purpose to attempt wholly to deprive the States of their primary 
authority to regulate intrastate rates. Since the enactment of section 
13(4), as before its enactment, a State’s power over intrastate rates is 
exclusive up to the point where its action would bring about the preju- 
dice or discrimination prohibited by that section. When this point— 
not always easy to mark—is reached, and not until then, can the 
Interstate Commerce Commission nullify a State-prescribed rate.’’ 


Discussion of Discrimination 


Under the heading, “Unjust Discrimination and Undue 
Preference and Prejudice,” the examiner said the prior report 
showed respondents had estimated that an increase in the 
intrastate joint-line rates on the movements of the aggregates 
in Georgia to the interstate level would increase their reve- 
nues approximately $37,000 a year. He said that, because of 
the application of the single-line rates to joint-line transporta- 
tion under the so-called family or common-control basis of 
railroads operating in Georgia, the record did not definitely 
disclose what proportion of the joint-line intrastate traffic 
actually moved on joint-line rates. Under the circumstances, 
he continued the record was not persuasive that the mainte- 
nance of the intrastate joint-line scale on a basis somewhat 
lower than the interstate joint-line scale resulted in unjust 
discrimination against interstate commerce. 

After discussing the exhibits he said the revenues from 
these commodities was of considerable importance to the rail- 
roads operating in Georgia, A. C. L., for instance, showing that 
the tonnage of sand, gravel, crushed stone. and slag trans- 
ported in 1940 represented 16.3 per cent of all carload freight 
and yielded 6.7 per cent of the freight revenue. 

As to claims of respondents concerning the interstate and 
intrastate scales, he said: 


Much evidence was adduced by respondents which discloses the 
increased freight charges to the interstate shippers by the use of the 
interstate versus the intrastate joint-line scale, or, on the other hand, 
the reduction in freight charges to the intrastate shippers under the 
use of the intrastate versus interstate joint-line scale, because the scale 
prescribed by the Georgia commission for intrastate joint-line move- 
ments is 5 cents less for all mileage blocks up to 320 miles than the 
interstate joint-line scale. However, respondents failed to show in any 
of their exhibits whether the revenue which they could have collected 
from all movements of aggregates, both single line and joint line, 
within the State of Georgia during any given period, (other than the 
1941 test period) under the rates authorized by the Georgia commission 
order of July 11, 1944, would have been less than the revenue to which 
they would have been entitled under the interstate scales for the same 
or similar hauls. In fact, the record, as appears from the above deduc- 
tions, leads to the contrary conclusion. We may not properly carve 
out of the traffic here under consideration only that portion of the 
tonnage, the joint-line traffic, on which the Georgia commission requires 
the maintenance of rates 5 cents lower than apply under the interstate 
scale. The aggregates traffic must be considered as a whole, and as 
such the revenues which respondents could be expected to receive from 
intrastate movements, both single line and joint line, under rates 
authorized in the Georgia commission order of July 11, 1944, must be 
compared with the revenues which similar movements under the inter- 
state scales would produce in order to determine whether or not the 
Georgia intrastate rates cauSe any unreasonable or unjust discrimina- 
tion against interstate commerce. 


Commission Intrastate Authority 


After further discussion of testimony and exhibits, showing 
a wide distribution of aggregates throughout the south, that 
shipments moved entirely across the state of Georgia, and say- 
ing the exhibits tended to show that the aggregates traffic 
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~ moved quite freely to Georgia destinations as well as through- 


out the south, the examiner quoted Wisconsin R. R. Comm. 
vs. C. B. & Q. R. R. Co., 257 U. S. 563, as follows: 


It is said that our conclusion gives the Commission unified control 
of interstate and intrastate commerce. It is only unified to the extent 
of maintaining efficient regulation of interstate commerce under the 
paramount power of Congress. It does not involve general regulation 
of intrastate commerce. Action of the Interstate Commerce Commis- 


. sion in this regard should be directed to substantial disparity which 


operates as a real discrimination against, and obstruction to, interstate 
commerce, and must leave appropriate discretion to the state authori- 
ties to deal with intrastate rates as between themselves on the general 
level which the Interstate Commerce Commission has found to be fair 
to interstate commerce. 


The examiner concluded his report as follows: 

This record does not disclose that the intrastate rates on. these 
aggregates authorized and imposed by the Georgia commission create 
an undue burden on the revenues of respondents, nor that interstate 
commerce has been obstructed or unnecessarily encumbered by the 
action of the State authorities: The evidence is insufficient to warrant 
a finding of undue or unreasonable advantage, preference or prejudice 
as between persons or localities. 

Accordingly, it is recommended that the Commission find that the 
intrastate rates on these aggregates made or imposed by the authority 
of the State of Georgia do not cause any undue or unreasonable advan- 
tage, preference, or prejudice as between persons or localities, or any 
undue, unreasonable, or unjust discrimination against interstate com- 
merce, and that the proceeding should be discontinued. 


Motor Operations Within a State 
Held Interstate Transportation 


Examiner George A. Dahan, in a proposed report in MC 
C-505, Joe Dora Motor Carrier Operations Within Arizona, has 
recommended entry of a cease and desist order. He said the 
Commission should find that delivery by the respondent from 
Globe, Ariz., to points beyond the Globe commercial zone in 
the transportation of meats and packing-house products orig- 
inating at Denver, Colo., transported to Globe by a private 
carrier, were subject to the provisions of Part II of the inter- 
state commerce act. 

The examiner said it was clear the movement was entirely 
by motor vehicle from a point in Colorado to points in Arizona 
and that at the time the shipments were forwarded from 
Denver, and at all times thereafter, it was known and intended 
that the shipments be delivered to consignees at Globe and 
points within 50 miles thereof. 

After quoting the definition of interstate commerce from 
the act, the examiner said it neither restricted movements to 
motor carriers engaged in for-hire transportation, nor required 
that the movement be one of continuous carriage under a 
common control, management, or arrangement. It was clear, 
said he, that in the case of a movement by a private carrier 
of property by motor vehicle across a state line, followed by a 
carriage by a motor carrier within a state, the movement within 
the state would be within the scope of the definition. He cited 
Roethlisberger Transfer Co. Ext.—Frankenmuth, Mich., 32 
M. C. C. 709, and Bisceglia Contract Carrier Operation, 34 
M. C, C, 233. However, he also invited comparison with Penn- 
sylvania R.-Co. vs. Public Utilities Comm. of Ohio, 298 U. S. 
170, under .part I of the act, wherein, he said, the definition of 
interstate commerce was restricted to transportation by com- 
mon carriers under a common control, management, or arrange- 
ment for a continuous carriage or shipment. 


The examiner concluded that the operations of the respond- 
ent insofar as not exempt under section 203 (b) (8) were sub- 
ject to part II of the act. 


Modified Minima on Westbound 
Intercoastal Traffic Approved 


Findings in the original report in No. 28622, Intercoastal 
Rate Structure, formerly Maritime Commission docket No. 514, 
have been modified on consideration of a petition of Agent 
Harry S. Brown, so as to permit publication of proposed min- 
imum rates, in westbound intercoastal commerce, lower than 
the minima prescribed by the Maritime Commission, on certain 
commodities. The action was taken by a report and order of 
the Commission, division 3. 

_, It permits publication of minimum rates on silica gel or 
silica gel catalyst; sienna; umber; pigment colors, dry; coquina 
Shells; clips and fasteners (paper) metal; thumb tacks; and 
fasteners (snap or slide). 

_ The authority granted is not to be construed as approval 
of the rates authorized, all such rates and changes being sub- 
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ject to complaint, investigation, and correction if in conflict 
with any of the provisions of the interstate commerce act, 
according to the report. . 

The report also said the petition was in accordance with 
the original Maritime Commission which, it said, was without 
prejudice to the right of any respondent or any interested party 
to apply for modification as to any specified rate, charge, rule 
or regulation. It said no protest in opposition to the changes 
proposed had been received. 

The proposals were set out in detail in a two-page mimeo- 
graphed appendix to the report. 

The rates, according to the order, may be established on 
not less than 30 days’ notice. The order was dated May 29, 
and made public June 7. 

The proposed changes were filed by Agent Brown on behalf 
S, all ag eg parties to his westbound freight tariff No. 1-C, 
SB-I No. 6. 


SHELL OIL TENTATIVE VALUATION 


The Commission, in valuation docket No. 1283, has for- 
warded to interested parties the tentative valuation of the 
property of the Shell Oil Co., Inc., Products Pipe Line Depart- 
ment, as of December 31, 1940. 

The tentative valuation was sent to the Attorney General 
of the United States; the governors of Illinois, Indiana and 
Ohio; the Illinois Commerce Commission; the Public Service 
Commission of Indiana; the Public Utilities Commission of 
Ohio, and to the company. 

Parties were required to file with the Commission within 
30 days from June 17 any protest of the valuation or any part 
of it, setting forth in detail each particular thing against which 
the protest was directed. 


Proposed Reports 


Steel Window Frames 


No. 29448, Hackney Bros. Body Co., vs. N. Y. C., et al. 
By Examiner O. G. Barber. .Recommends finding carload rates, 
as shown in appendix, applicable and reasonable, on three mixed 
shipments of steel window frames, hardware; and other related 
articles, April 9, May 8, and August 21, 1943, from Elkhart, Ind., 
to Wilson, N. C., in place of less carload third-class rate of $1.37 
charged on April 9 and May 8 shipments, and $1.29 on August 
21 shipment. Pick-up and loading services performed were 
performed without tariff authority, said the examiner, and that 
reasonable charges would have been, on the shipments of April 
9 and May 8, 6.5 cents for pick-up service and 3.25 cents for 
loading service, and on the shipment of August 21. 6 cents for 
pick-up service and 3 cents for loading service. He said com- 
plainant was entitled to reparation of $461.52, with interest. 
Under two rules of the governing southern classification, the 
examiner said the shipments clearly were not less-than-carloads 
under rule 16, but that they could not be classified as carloads 
under rule 14, providing that carload ratings or rates should 
apply only when a carload of freight was loaded by the shipper 
or by the carrier under tariff provisions applicable at the ship- 
ping station. This “anomalous situation’? required determina- 
tion of the character of the shioments, with consideration given 
to the circumstances under which they were tendered, he said. 
He said evidence was convincing that the shipper had not spe- 
cifically requested less-than-carload service; that the quan- 
tities tendered were in fact carload quantities; that defendants 
treated the shipments as carloads. It followed, therefore, he 
said, that the shipper erred in requesting pick-up service and 
the originating carrier erred in performing such service for 
which there was no published tariff authority. 


Tin Plate 


No. 29402. Granite City Steel Co., vs. C. & E. I., et al., em- 
bracing No. 29402, Sub. 1. Same, vs. N. P. By Examiners J. Ed- 
gar Snider and E. L. Boisseree. Recommend finding combina- 
tion rate of $1.12 on carload of tin plate shipped from Granite 
City, Tll., to St. Paul, Minn., thence reshipped without dis- 
turbance of lading from St. Paul, to Seattle, Wash., not unrea- 
sonable. Also recommend finding rate on tin plate. in carloads, 
from Seattle to St. Paul. unreasonable to the extent that the 
rate $1.94 charged exceeded $1.05, an eastbound rate published 
at request of the complainant. The examiners said the two cars 
had been shipped from Granite City February 12, 1944, and 
that. through error on the part of the complainant, the car 
shipped to St. Paul should have been billed to Seattle. and the 
car shipped to Seattle should have been billed to St. Paul. As 
to a contention of the complainant that a through shipment from 
Granite City to Seattle, under a 77-cent rate, could be stopped 
at St. Paul for partial loading, unloading, or inspection for an 
additional charge of $6.93 a car, the examiners said the privilege 
was granted only when contents of the car were changed at the 
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stoppage point, and that the tariff limited the movement beyond 
the point of stoppage to destinations within St. Paul, Minne- 
apolis, or Minnesota Transfer. The examiners said complainant 
—- to reparation on the shipments from Seattle to St. 
aul. : 
Mooring Bitts 


No. 29447, General Bronze Corporation vs. C. & N. W., et 
al. By Examiner Charles W. Berry. Recommends finding un- 
reasonable a less-carload commodity rate of $2.63 on one ship- 
ment, and a less-carload rate of $2.48 on 12 shipments, of steel 
mooring bitts from Chicago, Ill., to Oakland, Calif., in the pe- 
riod May 13, 1943, to March 27, 1944, to the extent they ex- 
ceeded $1.66 prior to May 15, 1943, and $1.57 subsequently, 
subject to a minimum of 40,000 pounds. Complainant was en- 
titled to reparation with interest, he said. The $1.57 rate, he 
said, had been established by the carriers on ship chandlery 
and belaying pins at the request of another party. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face” type, with name of town or 
city following.) 


Maryland (Arbutus)—-MC 106576, S. Z. Shanaman, W. E. 
Brown, and C. J. Brown, common carrier. Denial of certificate 
proposed. Passengers and their baggage, in charter operations, 
between Baltimore, Md., and points within 10 miles thereof, 
on the one hand, and, on the other, points in Del., Md., N. J., 
N. Y., N. C., Pa., Va., W. Va., and D. C., over irregular routes. 

Kentucky (Williamstown)—-MC 106469, Julian A. Foree, 
common carrier. Denial of certificate proposed. Burial vaults, 
from Cincinnati, O., and points in the Cincinnati commercial 
zone, to points in Grant, Pendleton, Owen, Scott, and Harrison 
counties, Ky.; feed, fertilizer, and salt, from the aforementioned 
origin territory to points in Grant county; household goods, 
between points in O., on the one hand, and, on the other, points 
in Grant, Pendleton, Owen, and Scott counties, Ky. 

Pennsylvania (Gilbertsville)—-MC 106447, Clarence H. Zern, 
common carrier. Denial of certificate proposed. Passengers, 
in special or charter service, between Gilbertsville and points 
within 10 miles thereof, on the one hand, and, on the other, 
points in N. J., Del., and Md. 

lowa (Promise City)—-MC 106445, William E. Long, com- 
mon carrier. Denial of certificate proposed. (1) Livestock, 
from Promise City to Peoria, Ill., and Omaha, Neb., between 
points within 50 miles of Promise City, on the one hand, and, 
on the other, points in Ia.; (2) live stock, coal, farm machinery, 
and feed, from Peoria and Omaha to Promise City and points 
within 15 miles thereof, on the one hand, and, on the other, 
points in Ill. and Mo. 

Minnesota (Ruthton)—-MC 106422, Lars Fadness, common 
carrier. Certificate proposed. (1) Emigrant movables, between 
Ruthton, and points within 15 miles thereof, on the one hand, 
and, on the other, points Ia. and S. D.; (2) livestock and grain, 
between Ruthton and points within 15 miles thereof, on the 
one hand, and, on the other, Sioux City, Ia., and Sioux Falls, 
S. D.; and (3) animal and poultry feed, seed, agricultural ma- 
chinery and implements and agricultural machinery parts, from 
Sioux City and Sioux Falls to Ruthton, and points within 15 
miles thereof. 

lowa (Greenfield)—-MC 106413, Willie Mulhern, common 
carrier. Certificate proposed. (1) Livestock, from Greenfield 
and points within 20 miles thereof, to Omaha; (2) livestock, 
feed, farm implements and machinery, and building material, 
from Omaha to Greenfield and points within 20 miles thereof; 
and (3) sand and gravel, from Plattsmouth, Neb., and points 
— miles thereof, to Greenfield and points within 20 miles 
thereof. 

New York (Bayside, L. I)—MC 106408, Arthur A. Cregan, 
common carrier. Denial of certificate proposed. Household 
goods, between New York, N. Y., and points in Nassau county, 
N. Y., on the one hand, and, on the other, points in N. Y., 
Conn., Mass., N. J., and a described area of Pa. 

lowa (Greenfield)—-MC 106504, Albert Rusk, common car- 
rier. Certificate proposed. (1) Livestock, from Greenfield and 
points within 20 miles thereof, to Omaha, Neb., and livestock, 
animal and poultry feed, and building materials on return; 
and (2) sand and gravel, from Plattsmouth, Neb., and points 
within 5 miles thereof, to Greenfield and points within 20 miles 
thereof. 

Nevada (Ely)—-MC 106395, Angelo T. Reck, common car- 
rier. Denial of certificate proposed. Ore and ore concentrates, 
mining machinery, equipment and supplies, between points in 
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Nev. within 100 miles of Ely, including Ely, over irregular 
routes. 

Utah (Logan)—-MC 105956, Sub. 2, Melva H. Seamons, 
Permit proposed. Newspapers, from Salt Lake City, Utah, to 
Preston, Ida., over a specified route, serving all intermediate 
points in Ida., and return with refused, returned, and rejected 
shipments. 

Connecticut (Bridgeport)—-MC. 105734, Sub. 18, Lloyd H. 
Meyer. Certificate proposed: Household goods, between Bridge- 
port and points in Conn. within 15 miles thereof, on the one 
hand, and, on the other, points and places in Va., over irregular 
routes. 

lowa (Sioux City)—-MC 105395, Sub. 3, Joe Burback. Cer- 
tificate proposed. General commodities, with exceptions, over 
four specified routes in Neb. for operating convenience only in 
connection with authorized regular route operations, serving no 
additional intermediate points. 

Indiana (New Albany)—MC 105184, Sub. 4, Charlestown 
Bus Lines, Inc. Denial of certificate proposed. Passengers and 
their baggage, and express, mail and newspapers, between 
Jeffersonville, Ind., and Louisville, Ky., over a described regular 
route. 

Virginia (Tazewell)—-MC 104711, Sub. 2, Robert H. Lewis, 
common carrier. Certificate proposed. Passengers and their 
baggage, (1) between a point on Va. highway 624 near Va.- 
W. Va., state line and site of Pocahontas Fuel Co. Mine No. 37, 
over a specified route; and (2) between Amonate, Va., and 
site of Pocahontas Fuel Co. mine No. 31, over a specified route, 
serving all intermediate points in Va., but restricted to passen- 
gers originating at or destined to the aforementioned mine sites. 

ilinois (Argenta)—-MC 104392, Sub. 1, Emerson Heinz. 
Certificate proposed. Specified commodities, between named 
points in Ill., Ind., and Mo, 

New York (Brooklyn)—Seymour Abel and Louis Cohen. 
Denial of certificate proposed. Passengers and their baggage, 
in special operations, in non-scheduled, door-to-door service, in 
year around service, between New York, N. Y., on the one hand, 
and, on the other, points in Thompson, Fallsburgh and Never- 
sink townships, Sullivan county, and Warwarsing townships, 
Ulster county, N. Y., over irregular routes, applicants now per- 
forming the same operation from May 15 to September 30. 

Utah (Salt Lake City)—-MC 88857, Sub. 28, Owen Milton 
Collett. Certificate proposed. Petroleum products, in bulk, 
from La Barge, Wyo., to Pocatello, Ida., over a specified regular 
route, serving as intermediate or off-route points all points 
within 20 miles of La Barge, and refused, returned or rejected 
shipments only on return. 


Nebraska (Omaha)—MC 73870, Sub. 2, Abraham B. Gend- 
ler. Permit proposed. Refined petroleum products, in bulk, in 
tank trucks, from Carter Lake, Ia., to Omaha; and contami- 
nated or rejected shipments on return. 


Indiana (Indianapolis)—-MC 73449, Sub. 33, Central Truck- 
away System, Inc. Certificate proposed. New automobiles, 
new trucks, new trailers, new bodies, new cabs, new chassis, 
and automobile parts and accessories, incidental to cars actually 
transported, restricted to initial movements in drive-away 
service, from places of manufacture and assembly in Louisville, 
Ky., to points in Ark., Fla., La., Mo., Miss., and S. C.; (2) auto- 
mobiles, trucks, trailers, bodies, cabs and chassis, new, used, 
unfinished or wrecked, restricted to secondary movements, in 
dirve-away service (a) between all points in Ark., Fla., La, 
Mo., Miss., and S. C., and (b) between all points in states 
named in (a), on the one hand, and, on the other, Louisville; 
(3) new automobiles, new trucks, new trailers, new bodies, new 
cabs, new chassis, and automobile parts and accessories, re- 
stricted to initial movements, from Louisville, Ky., to points in 
Ala., Ark., Fla., La., Mo., Miss., and S. C.; and (4) automobiles, 
trucks, trailers, bodies, cabs, and chassis, new, used, unfinished, 
and wrecked, restricted to secondary movements, in truck-away 
service (c) between all points in Ala., Ark., Fla., La., Mo., 
Miss., and S. C., and (d) between all points in the states named 
in (c), on the one hand, and, on the other, Louisville, Ky. 
traversing Ill., Tenn., Ga., and N. C., for operating convenience. 

Indiana (Indianapolis)—-MC 73449, Sub. 19, Central Truck- 
away System, Inc. Certificate proposed. (1) Airplane parts 
(a) between Louisville, Ky., and points within one mile thereof, 
on the one hand, and, on the other, Robertson, Mo., Cincinnati, 
Columbus, and Dayton, O., Buffalo, N. Y., and points within 
10 miles of Buffalo, and (b) from Chicago, Ill., Indianapolis, 
and St. Louis, Mo., to Louisville and points within one mile 
thereof; and (2) jigs, fixtures, and layouts used in the manufac- 
ture and assembly of airplanes and airplane parts and assem- 
blies, between Louisville and points within one mile thereof, 
on the one hand, and, on the other, Robertson. 

New York (New York)—MC 66562, Sub. 684, Railway Ex- 
press Agency, Inc. Denial of application proposed on finding 
proposed operation exempt under section 202(c)(2). General 
commodities, in substituted service for rail service of New York 
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Central between Ashtabula and Ceico, O., over city streets and 
connecting highways, serving no intermediate points. 

Illinois (Mattoon) —-MC 29969, Sub. 3, Ernest E. Ethington. 
Certificate proposed. Household goods, between points in Coles, 
Clark, Edgar, Douglas, Moultrie, Shelby, and Cumberland coun- 
ties, Ill., on the one hand, and, on the other, points in Ind., Mich., 
Ky., Ark., Mo., Kan., Okla., Tex., Miss., Tenn. O., Wis., La., 
and Ia., over irregular routes. 

Nevada (Lovelock)—-MC 4373, Sub. 1, Wallace Munk. Cer- 
tificate proposed. Ore concentrates, non-metallics, farm prod- 
ucts and supplies, fertilizers, contractors and builders’ equip- 
ment and supplies, telephone and power line equipment and 
supplies, over irregular routes, (1) between points in Pershing 
county, Nev., and (2) between Lovelock, on-the one hand, and, 
on the other, sites of Carson Sink and Parran Repeater tele- 
phone stations of Bell Telephone Co., of Nevada, in Churchill 
county, Nev., subject to restriction that no transportation be 
performed on shipments arriving by rail at points in Pershing 
county for distribution to points on U. S. highway 40 where 
stations are maintained by the Southern Pacific. 

Ohio (Cincinnati)—MC 1505, Sub. 7, Capitol Greyhound 
Lines. Certificate proposed. Passengers and their baggage, 
and express, mail and newspapers, between Lanham, Md., and 
junction unnumbered highway and U. §&. highway 50 at Bald- 
win’s Garage, Md., over a specified route, serving all intermedi- 
ate points. ; 

Ohio (Cleveland)—-MC 106426, Sub. 1, Andrews Transfer 
Co. Denial of certificate proposed. General commodities, with 
exceptions, between Cleveland and Elyria, O., and return, over 
a described route, without service at intermediate points and in 
substituted service for the Baltimore & Ohio railroad. The 
report said the underlying reasons usually advanced for the 
institution of a substituted, motor for rail service—namely, a 
more expeditious movement of freight to and from the smaller 
intermediate stations, to and from which merchandise cars 
were now operated, and the quicker release of those cars for 
use at other points—were nonexistent in this proceeding. 

Ohio (Cleveland)—-MC 106426, Andrews Transfer Co. Cer- 
tificate proposed. General commodities, with exceptions, (1) 
between Akron, O. and Ravenna, O., over O. highway 5 and 
(2) between the junction of O. highways 5 and 91, and Munroe 
Falls, O., over O. highway 91, serving all intermediate points, 
with conditions, including one that the service to be performed 
should be limited to that which was auxiliary to, or supple- 
mental of, B. & O. rail service. 

New York (Endicott)—-MC 106410, Chandler Brothers. De- 
nial of certificate proposed. Over irregular routes, household 
goods, between Binghamton, Johnson City, and Endicott,-N. Y., 
= one hand, and, on the other, points in N. Y., N. J., 
and Pa. 

Connecticut (New Haven)—-MC 106399, Henry Mersey. 
Denial of permit for want of prosecution proposed. Machinery, 
metals, plastics, miscellaneous government surplus, between 
points in 15 states, also by-products of the aforementioned com- 
modities and equipment, on return, over irregular routes. 

Colorado (Denver)—MC 105953, Sub. 1, Transporters, Inc. 
Certificate proposed. New and used, finished or unfinished, or 
wrecked trailers and semi-trailers and trailer and semi-trailer 
chassis, with exceptions, (1) in initial movements, from Denver 
to points in Colo., Mont., Wyo., Utah, N. M., N. D., S..D., and 
described portions of Neb. and Kan., and El Paso, Tex., over 
irregular routes, and (2) in secondary movements, between all 
points aforementioned, over irregular routes. 

New Hampshire (Manchester)—-MC 105046, Sub. 2, Man- 
chester-Fitchburg Coach Lines, Inc. Certificate proposed. Pas- 
sengers and their baggage, and express, mail, and newspapers 
in the same vehicle with passengers, between Milford, N.. H. 
and Worcester, Mass., over a described regular route and re- 
turn, serving all intermediate points. 

Nebraska (Kearney)—-MC 104907, Sub. 1, Virgil C. Bickel. 
Certificate proposed. Passengers and their baggage, and ex- 
press, mail and newspapers in the same vehicle with passengers, 
between : specified Neb. points and return, serving specified 
intermediate points. 

Indiana (Kendallville)—-MC 103837, Sub. 2, Publix Oil 
Corporation. Permit proposed. Petroleum and petroleum prod- 
ucts, in bulk, in tank trucks, from Shideler, Indiana Harbor, 
Rock Island and Zionsville, Ind., to Greenville, O., and rejected 
shipments on return movements, over irregular routes. 

Wlinois (Maywood)—MC 78261, Sub: 22, Helen Lipson, 
executrix, and Sidney R. Tarkoff, executor, of the estate of 
Harry Ratner, deceased. Permit proposed, with conditions. 
Specified commodities between specified points in Ind., IIL, 
Mich., Mo., Ky., Wis., Ia., O., Pa., N. Y., and W. Va. 

Nebraska (Omaha)—MC 70451, Sub. 48, Watson Bros. 
Transportation Co., Inc. Certificate proposed. General com- 
modities, with exceptions, between junction of U. S. highways 
30 and 30A, approximately 20 miles west of Omaha, and junc- 
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tion of U. S. highways 30 and 30A, approximately 8 miles east 
of Central City, Neb., over U.S. highway 30A, as an alternate 
route for operating convenience only in connection with other- 
wise authorized regular-route operations, serving no intermedi- 
ate points. 

Georgia (Atlanta)—-MC 65697, Sub. 5, Theatres Service 
Co. Certificate proposed. Motion and sound films, newspapers, 
books, and periodicals, and equipment and supplies used in the 
maintenance and operation of theatres, from Chattanooga, Tenn., 
to Harriman, Tenn., over U. S. highway 27, serving all inter- 
mediate points and the off-route point of Kingston, Tenn. 

New Jersey (Clifton)—-MC 58915, Sub. 14, Lincoln Transit 
Co., Inc. Certificate proposed. Recommended that restriction 
now contained in applicant’s certificate MC 58915 to the effect that 
“No local traffic shall be transported over the above-specified 
route between, and including Newark, N. J., and New. York, 
N. Y.” should be modified to permit transportation over the 
route in question of passengers and their baggage, and express 
and newspapers in the same vehicle with passengers, between 
New York, on the one hand, and, on the other, points in Newark 
on the applicant’s now authorized route south and west of, 
but not including Port Street. 

New Jersey (Clifton)—-MC 58915, Sub. 13, Lincoln Transit 
Co., Inc. Certificate proposed. Passengers and their baggage, 
and newspapers and express, in the same vehicle with passen- 
gers, between points in Raritan township, N. J., over a described 
regular route, and return over the same route, with service 
at all intermediate points. 

Wisconsin (Kenosha)—MC 30837, Sub. 26, Kenosha Auto 
Transport Corporation. Denial of certificate proposed. By 
driveaway methods, in initial movements, new trailers and 
trailer chassis and their parts and equipment, with exceptions, 
from Stoughton and Edgerton, Wis., to all points in the U. S. 
and District of Columbia, over irregular routes, and new and 
used trailers and trailer chassis and their parts and equipment, 
with exceptions, by driveaway methods, in secondary move- 
ments, between all points in the U. S. and District of Columbia, 
over irregular routes, with transportation of rejected shipments 
on return movements. 

Texas (Dallas)—-MC 30165, Sub. 56, English Freight Co. 
Certificate proposed. General commodities, with exceptions, 
over regular routes, between Oklahoma City, Okla., and Tinker 
Field, Okla., and return, over a described route, with no service 
at intermediate points. 

Indiana (Indianapolis)—-MC 22229, Sub. 3, (Corrected) 
Terminal Transport Co., Inc. Certificate proposed. General 
commodities, with exceptions, serving points in Marion county, 
Ind., except Speedway, Ind., as intermediate and off-route 
points in connection with applicant’s authorized regular-route 
operations. 

Michigan (Detroit)—-MC 6945, Sub. 8, (Corrected) Na- 
tional Transit Corporation. Certificate proposed. General com- 
modities, with exceptions, serving points in Marion county, Ind., 
except Fort Benjamin Harrison, as intermediate and off-route 
points in connection with applicant’s authorized regular-route 


operations. 

New Jersey (Clifton)—-MC 3700, Sub. 23, Manhattan 
Transit Co. Certificate proposed. Passengers and their baggage, 
and newspapers and express, in the same vehicle with passen- 
gers, between the junction of N. J. highway 6 and River Drive, 
in East Paterson, N. J., and the junction of Market Street and 
McLean Boulevard (N. J. highway 3) in Paterson, N. J., and 
return over a described regular route, with service at all inter- 
mediate points. 


New Jersey (Newark)—MC 3647, Sub. 65, Public Service 
Interstate Transportation Co. Certificate proposed. Passengers 
and their baggage, and newspapers and express, in the same 
vehicle with passengers, between the junction of Willow Avenue 
and Nineteenth Street and junction of Park Avenue and Nine- 
teenth Street, both in Weehawken, N. J., over a described reg- 
ular route, with service at all intermediate points. 


Pennsylvania (Warren)—MC 2633, Sub. 19, William F. 
Crossett, Inc. Certificate proposed. Petroleum‘ and petroleum 
products, in tank trucks, between points in McKean county, 
Pa., on the one hand, and, on the other, points in Wayne 
county, N. Y., with exceptions. 

Canada (Hamilton, Ont.)—-MC 1096, Sub. 1, Canada Coach. 
Lines, Ltd. Certificate proposed. Passengers and their baggage, 
between Niagara Falls, N. Y., and the international boundary 
line at Lewiston Bridge, south of Lewiston, N. Y., over a de- 
scribed regular route, and return, with no service to or from 
intermediate points. 

Ohio (Marietta)—-MC 546, Sub. 3, C. R. Mahoney and 
James C. Sprague. Denial of certificate proposed. General 
commodities, including Railway Express freight, with excep- 
tions, between Parkersburg and Spencer, W. Va., over two 
specified routes. 

Pennsylvania (Hanover)—-MC 452, Sub. 2, Raymond S. 
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Border. Permit proposed. Jute yarn, from Hanover to Free- 
hold, N. J. Yonkers and Newburgh, N. Y., and Thompsonville, 
Conn., over irregular routes, and on return cores, burlap, burlap 
pieces, empty yarn containers, and spools. 

New Jersey (Camden)—MC 265, Sub. 11, Quaker City 
Bus Co. -Certificate proposed. Passengers and their baggage, 
and express and newspapers, between Newark, N. J., and New 
York, N. Y., over a specified regular route to the Lincoln Tun- 
nel and thence through the Tunnel to New York, and return 
over the same route, serving all intermediate points on N. J. 
highway 25 between the Elizabeth-Newark line and junction 
N. J. highway 25 and Port St., in Newark. 

Pennsylvania (Beaver Falls)—-MC 45860, Sub. 3, Ferguson 
Freight Lines, Inc., embracing MC 69745, Sub. 2. Penn-N. Y. 
Truck Lines, Inc. Certificate proposed in MC 45860, Sub. 3, 
and denial of certificate proposed in MC 69745, Sub. 2. In the 
title case, iron and steel and manufactured steel products from 
Pittsburgh, Pa., and points within 25 miles thereof, to New 
York; designated points and areas in N. J. and O., and points 
in Ind., and Mich., over irregular routes. In MC 69745, general 
commodities, with exceptions, between Rome, N. Y., and cer- 
tain intermediate and off-route points in N. Y., on the one 
hand, and, on the other, Pittsburgh, Pa.; and between certain 
areas in N. Y., on the one hand, and, on the other, certain areas 
in Pa. 

Virginia (North Tazewell)—-MC 105517, Sub. 1, Robert 
Adams. Certificate proposed. Passengers and their baggage, 
between Burkes Garden Siding, Va., and the site of Pocahontas 
Corporation mines Nos. 33 and 34, McDowell county, W. Va., 
from 4-way service station at Burkes Garden Siding on Va. 
highway 19 over Va. highway 61 (also over Va. highway 19 
to Tazewell and thence over Va. highway 16) to North Taze- 
well, Va., thence over Va. highway 16 to the Va.-W. Va. line, 
thence over W. Va. highway 16 to junction unnumbered W. Va. 
highway, thence over unnumbered W. Va. highway to the site 
of Pocahontas mines Nos. 33 and 34, and return over the same 
route, serving all intermediate points in Va., and restricted to 
traffic originating at or destined to the sites of mines Nos. 
33 and 34. i 

lowa (Seymour)—MC 105041, Sub. 3; Neil Couchman. 
Certificate proposed. Over irregular routes, (1) livestock, 
(a) between Seymour, Ia., and points in Ia. within 15 miles of 
Seymour, on the one hand, and, on the other, St. Joseph, Mo., 
(b) between points in Mo. within 15 miles of Seymour, Ia., on 
the one hand, and, on the other, Des Moines and Ottumwa, Ia.; 
(2) agricultural commodities and livestock between points in 
Mo. within 15 miles of Seymour, on the one hand, and, on the 
other, Seymour and points in Ia. within 15 miles of Seymour; 
(3) building materials and animal and poultry feed, from Omaha, 
Neb., to Seymour, Ia., and points within 15 miles of Seymour; 
and (4) animal and poultry feed from St. Joseph, Mo., to Sey- 
mour, Ia., and points in Ia. within 15 miles of Seymour. 

Virginia (Marion)—-MC 103529, Sub. 16, Frank T. Lem- 
mon, Alexina Lincoln Lemmon, and Ralph L. Lincoln, Executors. 
Certificate proposed. Petroleum products, in bulk, in tank 
trucks, from Friendship, N. C., to Bluefield, W. Va., and points 
in Wythe, Smyth, Washington (including the city of Bristol, 
Va.), Tazewell, and Bland counties, Va., over irregular routes, 
with no transportation for compensation on return. 

Pennsylvania (Muncy)—MC 94785, Sub. 4, Preston L. Law- 
ton. Certificate proposed. Seeds, feed, and flour, from Buffalo, 
N. Y., to Muncy, Pa., and points within 25 miles thereof, and 
returned empty containers, in the reverse direction, over irregu- 
lar operations. Dual operations found consistent. 

Nebraska (Wahoo)—-MC 74890, Sub. 5, Thom Simanek. 
Permit proposed. (1) Refined petroleum products, in bulk, in 
‘tank trucks, from Council Bluffs, Ia., and points in Ia. within 
10 miles thereof, to Rogers and Schuyler, Neb., and to points 
in Saunders county, Neb.; and (2) damaged or rejected ship- 
ments of those products on return. 

North Carolina (Manteo)—-MC 67514, Sub. 1, Virginia Dare 
Transportation Co., Inc. Certificate proposed. Passengers and 
their baggage, and newspapers, mail, and express, between 
Sligo, N. C., and Norfolk, Va., over a specified route and return, 
serving the intermediate point of Moyock, N. C. 


Arkansas (El Dorado)—-MC 57664, Sub. 7, Robert Newell, 
common carrier. Certificate proposed. Petroleum and petrole- 
um products, in bulk, in tank trucks, over irregular routes, be- 
tween Washington county, Miss., on the one hand, and, on the 
other, a described area of Ark.; between Warren county, Miss., 
on the one hand, and, on the other, a described area in La.; 
pee = all points within a described territory in La., Tex., 
and Ark. 

New Jersey (Little Falls)—-MC 43267, Sub. 3, Mohawk 
Coach Lines, Inc. Certificate proposed. Passengers and their 
baggage, and express and newspapers, between Town of High- 
land, N. Y., and Beacon, N. Y., over specified routes, and return, 
serving all intermediate points. 

Oregon (Portland) — MC 42487, Sub. 139, Consolidated 


TRAFFIC WORLD 


Freightways, Inc. Certificate proposed. Empty vehicles only, 
between Pocatello, Ida., and Tremonton, Utah, over U. S. high- 
way 191, in connection with presently authorized operations. 

Utah (Salt Lake City)—-MC 29481, Sub. 31, George A. and 
M. K. Sims. Certificate proposed. General commodities, moy- 
ing on government bills of lading, between St. John, Tooele, 
and Salt Lake City, Utah, on the one hand, and, on the other, 
Dugway Proving Grounds, Utah, over irregular routes. Dual 
operations found consistent. 

Virginia (Big Stone Gap)—-MC 6328, Sub. 5, Tri-State Cor. 
poration. Certificate proposed. Passengers and their baggage, 
between Hiltons, Va., and Mendota, Va., over Va. secondary 
highway. 42, serving all intermediate points. 

Illinois (Chicago)—MC 2180, Sub. 39, Burlington Trans. 
portation Co. Certificate proposed. Passengers and their bag- 
gage, and express, mail, and newspapers, between Minden, 
Neb., and junction Neb. highway 10 with an unnumbered high. 
way near Newark, Neb., over Neb. highway 10, serving no 
intermediate points. : 

New Jersey (Paterson)—-MC 668, Sub. 37, Inter-City Trans. 
portation Co. Certificate proposed. Passengers and their bag- 
gage, between junction Grand View Boulevard and Passaic Ave- 
nue, Hasbrouch Heights, N. J., and Wright Aeronautical Cor- 
poration plant No. 7, Wood Ridge, N. J., over a described regu- 
lar route, and return, serving all intermediate points. 

_- Ohio (Niles)—MC 106427, Louis Marchionte, contract car- 
rier. Denial of permit proposed, for want of prosecution. Malt 
beverages, from Detroit, Mich., and Pittston, Pa., to Niles, 0, 


and empty malt-beverage containers on return, over irregular 
routes. 


New York (Olean)—-MC 106414, Elsbeth McIntosh, com- 
mon carrier. Certificate proposed. Grain and grain products, 
and bags, between Olean, on the one hand, and, on the other, 
Shinglehouse, Port Allegany, Kane, Smethport, Mt. Jewett, 
Bradford, Emporium, St. Marys, Warren, and Wellsboro, Pa., 


‘over irregular routes. 


North Carolina (Raeford)—-MC 106274, John W. McPhaul, 
common carrier. Certificate proposed. Building materials, seed, 
farm products, grain products, livestock, cottonseed products, 
and hardware, from Raeford to specified points in S. C.; and 
building materials, hardware, cottonseed, feed, grain, and live- 
stock, from specified points in S. C. to Raeford. 

Virginia (Roanoke)—MC 103954, Sub. 7, Roy Baldwin 
Willett and John Eldridge Willett. Certificate proposed. Petro- 
leum products, in bulk, in tank trucks, from Cabin Creek, 
W. Va., and points within 3 miles thereof, to Roanoke, Char- 
lottesville, Lynchburg, East Lexington and Waynesboro, Va., 


over irregular routes, with no transportation for compensation 
on return. 


New Jersey (Long Branch)—MC. 2255, Sub. 3. Howard W. 
Brown and Charles Zigenfuss. Certificate proposed. Frozen 
foods and foods requiring the use of refrigerated equipment 
from points in the New York, N. Y., commercial zone to Florida 
City, Fla., over a specified route, from Florida City to points 
in the New York commercial zone over a specified route; and 
from points in the New York commercial zone to Florida City 
over an alternate route. 


Maryland (Baltimore)—-MC 1168, Sub. 19, Baltimore Trans- 
fer Co. Certificate proposed. General commodities, between 
Washington, D. C., and Marlboro, Md.; between Washington 
and Brandywine, Md.; and between Collington and Popes Creek, 
Md., with service at specified intermediate and off-route points. 





Passenger Fare Adjustments for 
Strike Period Not Opposed 


The Commission will interpose no objection to adjustments 
made by railroads with their passengers for service lost be- 
cause of the railroad: strike, according to a letter written by 
Secretary Bartel, of the Commission, to the New York, Susque- 
hanna & Western. 

The railroad has asked to refund the proportionate price of 
4 rides in the case of 14 ride weekly tickets. In the case of 
46 and 60 ride monthly tickets (issued at any time and good to 
the corresponding date of the following month), the railroad 
proposed,.when they were unexpired, to honor them two days 
beyond the stamped expiration date. Where they had exzired 
and were presented at the time of purchase of a new ticket, to 
make the new ticket good for two additional days. 

It was learned at the Commission that one of the railroads 
serving the New York City area had raised the question of re 
funds for the strike period. It was said that tariffs covering 
that service had been examined and that, as practically all of 
them carried provisions for adjustments, no authority was re- 
quired from the Commission. 
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June 15, 1946 


Galveston en Protest 
Higher Cotton Rates 


Referring to expiration June 30 of provisions for rates 
and transit at Galveston on cotton from Oklahoma 
points on the M-K-T and the Santa Fe, they assert those 
two railroads need routes through Texas in order not to 
be short-hauled. Anticipate counter claims of their 
competitors in Memphis 


Arguing that the Santa Fe and the M-K-T are entitled to 
a long haul through Texas to Galveston on cotton for the south 
and to transit privileges at Galveston, and anticipating as to a 
number of matters what they say will probably be the reply 
of competitive Memphis interests, the Galveston Chamber of 
Commerce and the Galveston Cotton Exchange and Board of 
Trade have asked the Commission to suspend schedules carrying 
an expiration date of June 30. Expiration of schedules, they 
said, would result in increased rates and charges and the can- 
cellation of transit privileges on cotton, in carloads, from points 
in Oklahoma on the Santa Fe and M-K-T lines to southern mill 

oints. 

P The protested schedules were listed as item No. 262 and 
section 3-A, of supplement No. 81 to Agent D. Q. Marsh’s I. 
C. C. No. 3563; section 3-A and item No. 265 of Agent Marsh’s 
I. C. C. No. 3711, and Agent Ira D. Dodge’s I. C. C. No. 681. 

Inclusion of the expiration date at the time the schedules 
were published was at the insistence of the southern railroads, 
said the protesting Galveston interests, after prolonged efforts 
on their part to obtain the adjustment. The southwestern rail- 
roads, they asserted, had favored the proposal. 

The schedules were established March 4 under authority of 
the Commission’s fourth section order No. 15460, notwithstand- 
ing requests for suspension filed by Memphis cotton interests. 
The Galveston protestants added that “the present rates are 
seven cents per 100 pounds higher than the rates in effect from 
and to the same points via direct routes through Memphis, 
renn. «<> 

“The turmoil surrounding the cotton-rate adjustment prior 
and subsequent to the early 30’s was fully explained by the 
Commission in Cotton From and To Points in Southwest and 
Memphis, 207 I. C. C. 677,” said the Galveston protestants. 
“For reasons there stated we now have ‘any quantity’ and ‘car- 
load’ rate adjustments within the southwest and from the south- 
west to the southeast. 

“Joint through any quantity rates currently in effect and 
prior to the establishment of carload rates, apply from points 
in Oklahoma to the southeast via routes through Texas and 
New Orleans, La., from and to the same points and generally 
over the same routes of respondents as do the present carload 
rates which are scheduled to expire June 30, 1946.” 


They continued by saying carload rates did not apply from 
points in. Oklahoma to the southeast via routes through Texas, 
with the exception of the present rates from the few points, in 
southwestern Oklahoma, on the M-K-T and the Santa Fe, sched- 
uled to expire June 30. Yet, they said, while these facts did not 
prove the present voluntary rates, scheduled so to expire, were 
in any respect unlawful, the Memphis interest would undoubt- 
edly allege they were unlawful and point to the Commission’s 
refusal to prescribe rates sought by complainant in the South- 
western Cotton Case as they (the Memphis interest) had in their 
protests against the granting of fourth section relief, without 
success, The Galveston interests continued: 


That case is not applicable here as the important difference, which 
has been repeatedly upheld by the Commission and the courts, is that 
the railroads can voluntarily establish rates which the Commission 
cannot compel them to do, so long as they do not result in undue 
preference or place an undue burden on other traffic. As the rates 
your petitioners seek to have continued beyond June 30, 1946, are 
seven cents higher than the rates via Memphis, there cannot be any 
unlawfulness or undue prejudice against Memphis, or, in fact, any 
damage to the southern railroads, who, by the way, are responsible 
for the present expiration date. 


After referring to negotiations which led to the expiration 
date, the Galveston protestants set forth what they said would 
be examples of the “proposed” rates, which, they added, would 
be subject to the addition of 3 cents per 100 pounds on ship- 
ments transited at Galveston. A table showed, to Columbia, 
S. C., minimum weight 50,000 pounds, present rate from Okla- 
homa City on the Santa Fe of 74 cents, and a proposed rate 
of 93 cents; and from Vici, on the M-K-T to Columbia, present 
rate, 74 cents, proposed rate 103 cents. In each case the present 
rates via Memphis were shown to be 67 cents. 

“The proposed rates will result in a barrier against our 
cotton merchants buying cotton from Oklahoma producers in 
Competition with the Memphis cotton merchants, thereby giving 
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the latter the same monopoly they now have on cotton produced 
in Oklahoma on railroads other than the Santa Fe and M-K-T, 
and which they have had for many years,” continued the Gal- 
veston interests. 


This was so, they said, because when cotton merchants 
bought cotton they did not know the ultimate purchaser or 
destination, and must consequently buy in producing areas from 
which the cotton can be handled to their facilities and sold and 
shipped to domestic or foreign mills without incurring prohibi- 
tive losses, “such as would be the result under the proposed 
rates.” 


In the case of both the Santa Fe and the M-K-T, the Gal- 
veston interests said that, if either was to receive its long haul, 
routes through Texas must be provided. These assertions were 
supported by extensive exhibits intended to show that those 
routes through Texas were not unduly circuitous and, in fact, 
below the 33% per cent of circuity that they said was generally 
permitted in Commission fourth-section orders. Also, they said, 
routes from the Panhandle of Texas and from south Texas 
through Memphis were in many instances substantially longer 
than the routes from the origin territory in issue to the south- 
east via routes through Texas and New Orleans. This data 
as to circuity was intended as an answer to what the Galveston 
protestants said had been the allegation of the Memphis in- 
terests, that the routes through Texas were unduly circuitous. 


In a further discussion of circuity, the Galveston protestants 
noted that, in Routing Via Quanah, A. & P. Ry. Co. 211 I. C. C. 
443, the circuity formula there set out contained the proviso 
that no higher rates were to be charged the traffic moving over 
the longer route within the circuity limits. That condition was 
entirely different from the issue here, they said, because of the 
fact that the rates through Texas and New Orleans were seven 
cents higher than via Memphis. 


Before setting forth their conclusion that the proposed rates 
and cancellation would result in unreasonably high rates and 
undue prejudice to the Galveston interests, and undue prefer- 
ence of cotton interests at Memphis and others who warehoused 
and otherwise handled cotton at Memphis and at points in 
Arkansas, the Galveston protestants said: 


We submit that the existing’ routes, rates and transit privileges in 
connection with the carload rates on cotton from Oklahoma points on 
the Santa Fe and M-K-T to southern mill points are necessary and 
in the public interest; that the present routes and distances are not 
unduly circuitous or unreasonable; and, that in considering said routes 
and distances they should be compared with other ‘‘practicable routes’’ 
via Memphis, Tenn., in keeping with the provision of sec. 15(4), clause 
(a) instead of being considered in connection with short-line distances, 
irrespective of the tariff routing or measured by any circuity formulas 
as those formulas operate where rates are the same and are not, 
therefore, analogous in any respect to the situation here for the simple 
reason that the present rates via routes through Texas and New Orleans 
are seven cents plus a transit charge of three cents on transited ship- 
ments, making a total charge of 10 cents per 100 pounds higher than 
the rates via the so-called direct routes through Memphis, Tenn., and 
connections. 


Rates subject to expiration dates place cotton merchants in a 
position of uncertainty, especially on a commodity such as cotton, 
which requires handling different from other commodities before it 
can be sold and shipped to its ultimate destination. Such a condition 
prohibits the cotton merchant from being in a position to make proper 
plans for conducting his business and to make regular purchases in a 
given production area because his ability to operate in such an area 
is always circumscribed as to time by the expiration date. Stated 
otherwise, he is always confronted with the fact that when the rates 
expire he is out of the particular market affected by the expiration date. 


O. P. A. and Southern Traffic 
League Protest Motor Rates 


The Price Administrator, for himself and for the Economic 
Stabilization Director, and the Southern Traffic League, have 
asked the Commission to suspend tariffs of the Central and 
Southern Motor Freight Tariff Association proposing an in- 
crease of 20 per cent, subject to a maximum of 20 cents per 
100 pounds, on shipments weighing less than 2,000 pounds, and 
an increase of 10 per cent, subject to a maximum of 10 cents 
per 100 pounds on shipments weighing from 2,000 pounds to 
4,999 pounds, between Southern and Central territories. The 
petition of the O. P. A. also named Central States Motor Freight 
Bureau and Southern Motor Carriers Rate Conference tariffs, 
in which it said the increases had been published. The Cen- 
tral and Southern tariffs were allowed to go into effect but 
were made subjects of investigation. 

The O. P. A. said the association had not submitted oper- 
ating statistics for the carriers parties to its tariffs and that 
the high operating ratios cited by the association support of 
the need for the increases might not be representative of the 

































carriers operating interterritorially between Central and South- 
ern territories. 

It also observed that increases in the reconversion period 
were of particular importance because of scarcities of goods. 
Except for such scarcities, said the O. P. A., many shippers 
would be able to take advantage of lower truckload or carload 
rates. The O. P. A. also made its customary allegation that the 
proposal was inconsistent with the emergency price control act. 

The Southern Traffic League asked that its protest against 
the earlier filed increases of the Southern Motor Carriers Rate 
conference be considered as if directed specifically to the in- 
creases in all less-truckload rates between Southern territory 
and Central and Illinois territories. 

The association tariffs protested were: Supplement No. 163 
to tariff 1-B, MF-I. C. C. No. 58; supplement No. 165 to tariff 
1-B, MF-I. C. C. No. 58; supplement No. 22 to tariff 2-F, 
MF-I. C. C. No. 71; supplement No. 11 to tariff 9-A, MF-I. C. C. 
No. 68; supplement No. 10 to tariff 11-A, MF-I. C. C. No. 69; 
and supplement No. 4 to tariff 12-C, MF-I. C. C. No. 72, effective 
June 20. 


Protestants Ask Denial of 
Lecrone-Benedict Extension 


File exceptions to examiner’s report that proposed 
motor general commodity authority in five states. As- - 
sert conditions under which case was tried no longer 
prevail and that applicant seeks expansion to parallel 
Interstate Motor Freight System 


Protestant motor carriers have filed with the Commission 
exceptions to the proposed report of Examiner Cantrell in MC 
3602, Sub. 16, in which he recommended that Lecrone-Benedict 
Ways, Inc., be granted a certificate for extensions of operating 
authority for hauling general commodities, with exceptions, be- 
-tween certain points in Indiana, Michigan, Ohio, Pennsylvania, 
and New York, over 15 specified routes. 

Transamerican Freight Lines, Inc., and the Cleveland and 
Chicago Motor Express Co. asked denial of the application, say- 
ing LeCrone-Benedict had failed to prove that its proposed ex- 
tensions of route were required by public convenience and ne- 
cessity; that the protestants proved that their respective services 
in the involved territory were more than reasonably adequate; 
and that Lecrone-Benedict failed to prove that it was fit, tinan- 
cially or otherwise, to receive the additional operating author- 
ity 1t sought. 

Exceptions also were filed by the Cleveland, Columbus & 
Cincinnati Highway, Inc., Motor Express, Inc., Lincoln Storage 
and Carting Co., and Lyons Transportation Co., Inc. 

Transamerican and Cleveland and Chicago averred that 
since the wartime conditions under which the case was tried 
no longer prevailed, the record provided no reasonable basis 
for finding with respect to the adequacy or inadequacy of the 
presently authorized service in the involved territory under 
present conditions, or with respect to the present or future pub- 
lic convenience and necessity. 


“Since the testimony in this case is now obsolete, as meas- 
ured by conditions at the present time,” said Transamerican 
and Cleveland and Chicago, “the examiner’s findings with re- 
spect to the public convenience and necessity are also obsolete. 

“There being no testimony of record pertaining to the 
present, except that of a speculative character, the adoption of 
the examiner’s findings at this time, as though they were based 
on present conditions, would be wholly improper, would be 
prejudicial to protestants, and would do violence to the clear 
intent of the law.” 

These protestants said the examiner erred in finding that 
present and future public convenience and necessity required 
11 specified extensions of Lecrone-Benedict’s regular-route op- 
erations between Cleveland, O., and Toledo, O., Cleveland and 
Fremont, O., Fremont and Sandusky, O., Cleveland and Buffalo, 
N. Y., Buffalo and Syracuse, N. Y., Buffalo and Rochester, N. 
Y., Buffalo and Lockport, N. Y., Buffalo and Niagara Falls, N. 
Y., Niagara Falls and Syracuse, Erie, Pa., and the junction of 
U. S. highway 20 and New York highway 5 near Avon, N. Y., 
and between Buffalo and the junction of New York highways 
78 and 263 near Millersport, N. Y., all over specified routes. 


Say Shipper Testimony Misappraised 


The examiner, said the protestants, grossly misappraised 
the testimony of the shipper witnesses, and arrived at conclu- 
sions entirely foreign to those called for by the record and by 
the principle announced by the Commission in the case of 
Craig Trucking, Inc., MC 55811, Sub. 2, decided March 22, 
1945, in which, they said, the Commission fully decided the 
basic issue in the instant case. In the Craig case, said the pro- 
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testants, the Commission held, among other things, that there 
was no doubt a grant of authority to perform the proposed 
operations would be a convenience to the applicant and to the 
shippers but that that alone was not sufficient to prove pub. 
lic convenience and necessity. The showing made by Lecrone. 
Benedict, said the protestants, was very similar to that made by 
Craig Trucking, Inc. They continued: 


Regardless of the fact that he had the benefit of that decision 
throughout the entire hearing, the examiner chose to disregard it, and 
he proceeded to apply the same reasoning as that applied by the exam- 
iner in the other case, which was clearly and unmistakably repudiated 
by the Commission. 


The protestants recalled that they had raised in this case 
‘a very serious question” concerning the applicant’s fitness, 
financial and otherwise. They noted that John Bridge controlled 
six corporations, all of which, except the applicant in the in- 
stant proceeding, were not regulated by the Commission, al- 
though all were actively engaged in Mr. Bridge’s transporta- 
tion enterprise. The corporations, said the protestants, were: 


(1) Lecrone-Benedict Ways, Inc., an Ohio corporation, the appli- 
cant in this case; (2) Lecrone-Benedict Ways, Inc., an Indiana corpo- 
ration; (3) Lecrone-Benedict Ways, Inc., a Michigan corporation; (4) 
Bridgeways Terminal and Equipment Corporation, a Michigan corpora- 
tion; (5) Bridgeways, Inc., an Ohio corporation; and (6) Bridgeways, 
Inc., an Indiana corporation. 


With respect to stock ownership, said the protestants, the 
record disclosed that Mr. Bridge owned all stock of the Bridge- 
ways Michigan corporation, which, in turn, owned all stock of 
the Bridgeways Indiana and Ohio corporations and the Lecrone- 
Benedict Indiana and Michigan corporations, and had an option 
at the time of hearing to purchase the stock of the Ohio Le- 
crone-Benedict corporation, the operating company. They 
added: ~ 


The record in this case and the files of the Commission show clearly 
that Mr. Bridge is following a very definite plan of expansion, his ulti- 
mate objective being the obtaining of operating rights paralleling those 
of the company with which he was formerly connected, Interstate 
Motor Freight System. 


“Battle Ground for Existence” 


Lincoln Storage and Lyons Transportation, in their excep- 
tions brief, said: 

If there has ever been before your Commission an application to 
which there should be attached a strict application of the rules of evi- 
dence, this is it. It was tried at a time during which competing car- 
riers had suffered and labored through five years of war time opera- 
tions. It was tried at a time and for the purpose of rounding out a 
new war-born enterprise of John Bridge, whose determined purpose 
is the creation of a second ‘‘Interstate.’’ These basic facts are impor- 
tant in that they throw light upon the moves of this applicant in 
endeavoring to profit handsomely by the sad plight of existing carriers 
at the tail end and during World War II. One would never know from 
a reading of.the examiner’s report that a war was either going on or 
had existed. 


Noting that they themselves were short-haul carriers, Lin- 
coln and Lyons said: 


To these protestants this proceeding is a battle ground for their 
existence. If there be established by your Commission as a precedent 
that midwest carriers, such as is this applicant, can push its boundaries 
beyond the Buffalo gateway and tap the very heart of the western 
New York industrial cities, then your protestants might just as well 
look to even a blacker future than that which is upon them, inasmuch 
as 40 per cent to 50 per cent of their tonnage is interlined freight 
through the Buffalo gateway. 


Denial of Authority Asked 


Lincoln and Lyons said that had the examiner applied the 
“consistent thinking’ demonstrated by the Commission’s de- 
cisions in the Craig case and in Robert A. Etzler, Extension— 
Canned Goods, MC 26970, Sub. 13, he would not have arrived 
at the conclusions he made. The protestants urged the Com- 
mission to find that Lecrone-Benedict had not met the required 
burden of proof on which it should be privileged to extend its 
operations into western New York territory beyond Buffalo, 
and deny the application with respect to that part “to which 
these protestants are so vitally concerned.” 

The Cleveland, Columbus & Cincinnati Highway, Inc., and 
Motor Express, Inc., noting that the instant proceeding was an 
extension application, said no reliance was made by Lecrone- 
Benedict on any “grandfather” rights and that consequently 
there was one important issue: Does the public convenience 
and necessity require the services of the applicant in the terTl- 
tory applied for? They said the acid test was a showing and 
definite proof that there was an inadequacy of existing service. 
This, they said, Lecrone-Benedict had failed to do with respect 
to the operating authorities between Toledo and Cleveland via 
the described routes. They asked the Commission to find that 
public convenience and necessity did not require the proposed 
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operations between Cleveland and Toledo, over Ohio highway 
2; between Cleveland and Fremont, over U. S. highway 20; and 
between Fremont and Sandusky over U. S. highway 6, and all 
intermediate points. They said the examiner erred in recom- 
mending that Lecrone-Benedict be granted authority to oper- 
ate over those routes and to serve those points. These protest- 
ants also asked the Commission to uphold the examiner’s find- 
ing and conclusion with respect to denial of operating routes 
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American Lighterage Corporation, of New York., N. Y., 
has asked the Commission, in W-102, Sub. 1, for authority to 
institute a new operation as a contract carrier of commodities 
generally, but lumber in particular, over irregular routes, in 
the season between April and November. 

The applicant said it would not have any established routes 
or regular call, but intended to operate as the demand for move- 
ments of commodities, especially lumber, demanded. It asked 
4 permit for Hudson River, all points to and including Troy, 
N. Y., East River and Long Island Sound, and all points north 
to and including New London, Conn. : 

The applicant, according to the application, now engages 
in general lighterage and transportation of freight in and about 
New York harbor and contiguous waterways. It said it had no 
special contracts or agreements covering the new proposed serv- 
ice, but had been asked by various companies to quote rates to 
the points mentioned, especially in connection with lumber. 


Household Goods Rate 
Relationships Criticized 


The Commission should not permit suspended rates for 
the carriage of household goods to become effective imme- 
diately pending final determination, as asked by the Household 
Goods Carriers Bureau in I. and S. M-2627, said the Price 
Administrator in a reply to the petition. He said no such 
action should be taken on “a record which falls so short of 
supporting their position.” 

That position, according to the Administrator, was that 
removal of suspension of the proposed rates was needed be- 
cause of increased expenses. While expenses had undoubtedly 
increased, said he, that fact alone did not justify rate increases, 
adding that under section 216 (i) of the interstate commerce 
act, shippers were entitled to rates and charges at the “lowest 
cost” consistent with the carriers’ need for revenues to provide 
adequate and efficient services. 


The Administration criticized the evidence introduced by 
the bureau to show the need for the increases. He said that 
“an outstanding conclusion to be drawn from the record is 
the fact that respondents have attempted to prove the law- 
fulness of a long-distance scale of rates by means of the ex- 
penses of short-haul operations.” The proposed rates, lower 
for distances under 100 miles than published in other tariffs 
by the same agent, he said, contradicted the allegation that 
the respondent carriers were in immediate and urgent need of 
the increases proposed. 
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Materials Used in Building - 
“Victory” Freight Cars 


“The total amount of steel allowed under War Production 
Board specifications for a Victory Design freight car, exclusive 
of wheels, varied from 31,400 pounds for a 50-ton box car to 
53,100 pounds for a 70-ton gondola,” says the Civilian Pro- 
duction Administration, adding: 
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There were 19 different Victory designs which car builders were 
permitted to produce between January, 1944, and June, 1945. These 
designs represented a relaxation of the earlier war-time restrictions 
on the use of steel in freight cars and a virtual restoration of prewar 
standards of construction. 








The steel, cast iron, and lumber allowances for each design 
were presented in an accompanying tabulation. The data were 
stated in gross weights, which. included estimates for materials 
lost in fabrication. In addition to steel, cast iron, lumber, small 
quantities of materials not shown on the table, principally mal- 
leable iron and brass castings, were also used in building these 
cars, said the C. P. A. It continued: 


These statistics are based on “‘bills of materials’’ filed by manu- 
facturing companies with the War Production Board (now C. P. A.) 
during the war period. Such bills of materials consisted of statements 
of the quantities of various metals and other materials required to 
Produce a particular end product, whether the final producer or his 
suppliers of parts and components used the material. 
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Many of the War Production Board personnel who were familiar 
with the bills of materials, including their limitations, have left gov- 
ernment service. It is not possible, therefore, to appraise the accuracy 
or reliability of the data. They are being published, however, with the 
thought that they will prove to be of value as a general guide, partic- 
ularly in view of the fact that no similar data are available. 


Canadian Coal Rerouted Because 
of Lake Service Stoppage 


By service order No. 530, effective June 13, at 7 a. m., to 
June 27, at 7 a. m., the Commission, division 3, has ordered the 
B. & O. on reconsignment by the owners of coal from points of 
origin south of Fairmont, W. Va., moving via Baltimore & Ohio, 
now held at Charlotte Docks, Rochester, N. Y., or in transit 
to Charlotte Docks, (1) to forward that coal via Genesee Dock, 
Ontario Car Ferry to Cobourg, Ont., so that it may move there- - 
from; or (2) in the event the car ferry ceases operation, then 
via all-rail routes to junctions with Canadian railroads so that 
it may move therefrom to Canadian destinations. 

The division said that as a result of a dispute between the 
management and employes on lake cargo carriers operating 
under Canadian registry on the Great Lakes, vessels plying 
between Charlotte Docks and Canadian ports had ceased oper- 
ation stopping the transportation by lake vessel of coal in bulk 
from Charlotte Docks to Canadian. destinations. 

The order applies only to foreign commerce and to cars 
of coal shipped prior to its effective date. ; 

The rate applicable to traffic so forwarded is to be the 
lowest joint all-rail single factor rate applicable via any all-rail 
route from origin to final destination. The order contains the 
usual provision as to divisions. 


1. C. C. ACCIDENT REPORTS 


A loose wheel caused derailment of a passenger train, and 
a collision between the derailed cars of the train and a yard 
engine standing on an adjacent track, on the Erie Railroad, at 
Hammond, Ind., April 4, according to the Commission’s report 
of the accident, investigation No. 2982. 

The report said the accident had resulted in the death of 
one train-service employe, and the injury of 18 passengers, 7 
dining-car employes, one employe off duty, and 4 train-service 
employes. 





SERVICE ORDER No. 95 IS AMENDED 


Pursuant to service order No. 95, as amended, Agent Tay- 
lor, of the Commission, on June 11, granted permission to the 
railroads to disregard the provisions of Taylor’s second amended 
order No. 413 insofar as it applies to the furnishing of refriger- 
ator cars for the transportation of concentrated citrus juice to 
any destination in the United States. The waybills are to show 
reference to this general permit, which is effective at once, to 
expire with the expiration date of the order. 

Agent Taylor also further amended order No. 413, of 
August 16, 1945, to read as follows: 


It is ordered, That effective 12:01 a. m., June 14, 1946, and con- 
tinuing until 11:59 p. m., October 14, 1946, no common carrier by rail- 
road . . . shall furnish or supply a standard (not giant) RS type 
refrigerator car for the loading of, or transport, or move a standard 
(not giant) RS type refrigerator car or cars loaded with canned goods, 
as described below, bottled beer or other bottled malt liquors, bottled 
bn or empty beer containers without a permit from Agent C. W. 

aylor. 

Canned goods as used herein means canned or preserved foodstuffs 
(not cold pack) and other articles as described in Items No. 18145 to 
18948 inclusive in the Consolidated Freight Classification. 


The order will not apply to shipments of the commodities 
named when originating east of and destined to the states of 
Arizona, California, Utah, Nevada and Idaho, nor to shipments 
moving under service order No. 104. 


O. P. A. Regulation of Rates 
for Transportation Services 


Both the “freeze” on rates and adjustable pricing procedure 
covering tug boat and transportation services in New York Har- 
bor have been extended to include carriers operating outside 
New York Harbor who employ members of the United Marine 
Division, I. L. A., Local 333, the Office of Price Administration 
has announced. In its statement, the O. P. A. said: 


This extension of coverage, effective as of March 19, 1946, includes 
these carriers’ operations on the Hudson River, New York State Canal 
System, Great Lakes, Long Island Sound and coastwise offshore. 

When the original rate ‘‘freeze’’ became effective March 19, 1946, 
it was intended to block rate increases by changing the 30-day notice 
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procedure pending determination of any increases justified by approved 
wage awards, arbitration of which was pending. Since that time, how- 
ever, the arbitration chairman has resigned and a proposal by the 
Employers Wage Scale Adjustment Committee has been accepted by the 
membership of Local 333. Approved by the National Wage Stabilization 
Board is being sought. 

The new wage agreement affects carriers operating outside New 
York Harbor, so it was necessary to extend coverage of both the tem- 
porary ‘‘freeze’’ on rates and the adjustable pricing authorization. 
Under the latter provision, sellers of towing services and other trans- 
portation services may, with the buyer’s consent, collect present maxi- 
mum rates for these services subject to an agreement that the buyer 
will pay the additional amount permitted following the price adjustment. 

(Revised Order No. 1 under Revised Supplementary Regulation 
No. 11 to the General Maximum Price Regulation—effective as of 
March 19, 1946.) 


BOX CAR DEMURRAGE ORDER REESTABLISHED 

By service order No. 369-B, Demurrage Charges on Closed 
Box Cars, the Commission, division 3, effective 7:00 a. m., 
June 15, has vacated service order No. 369-A, which suspended 
the original order, and reestablished the original order. 

Service order No. 369, made effective last November, estab- 
lished on box cars, after free time, demurrage charges of $2.20 
per car per day for the first two days; $5.50 for the third day; 
$11 for the fourth day; and $16.50 for each succeeding day. 

The reestablishment of the order was made to apply to cars 
actually or constructively placed on or after the effective date 
of service order No. 369-B. 

By service order No. 370-B, Demurrage on State Belt Rail- 
road of California, the Commission, division 3, vacated service 
order No. 370-A, and reestablished in effect, on the same date 
as No. 369-B, the same scale of demurrage on box cars on the 
State Belt. 

Scarcity of equipment was given, at the Commission, as the 
reason for reestablishing the order. 


CAR UNLOADING. ORDERS 


By service order No. 528, the Commission, division 2, has 
ordered the Terminal Railroad Association of St. Louis to 
unload 25 cars containing steel on hand at Granite City, II, 
consigned to National Enameling & Stamping Co., and to re- 
port wheri, by whom, and where unloaded, on receipt of which 
information the order will expire. 


Transport Jurisdiction of Senate 
Committees Subject to Debate 


Senator Overton, of Louisiana, argues against aboli- 
tion of commerce committee and transfer of its func- 
tions to new committee on interstate and foreign 
commerce, as proposed in S. 2177, the La Follette bill 
on reorganization of Congress, but Senator White, of 
Maine, points to declaration of policy in transporta- 
tion act of 1940 and contends that “certainly” all 
functions relating to various modes of transportation 
should have rested in one committee, rather than two, 
since that year 


Controversy over proposed abolition of the Senate com- 
merce committee and over transfer of its present jurisdiction 
with respect to legislation affecting aviation and merchant ma- 
rine matters to a new Senate committee on interstate and for- 
eign commerce arose in the course of Senate debate on S. 
2177, the La Follette bill to provide for “increased efficiency 
in the legislative branch of the government,” which embodied 
those proposals (see Traffic World, May 18, p. 1509, and June 
8, p. 1718). The bill had been prepared by a special committee 
on the reorganization of Congress. 

Principal opponents in the verbal clash in the Senate with 
respect to abolition of the commerce committee were Senator 
Overton, of Louisiana, member and at present the acting chair- 
man of that committee, who urged its retention, and Senator 
White, of Maine, a member of the Senate interstate commerce 
committee and. according to his own statement, a former as- 
sistant clerk of the commerce committee. 

Senator Overton wondered why the title of “interstate and 
foreign commerce” had been selected for the proposed new 
committee into which four existing committees, including the 
commerce committee, were to be merged. He asked why the 
title “ecommerce committee” was not selected. 

“The word ‘commerce’ is all embracing,” he said. “It in- 
cludes domestic commerce, foreign commerce, and commerce 
of every other kind, nature and description. over which the 
Congress has jurisdiction. The regular standing committee on 
commerce of the Senate is a much older committee than is the 
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committee on interstate commerce. Why the commerce com- 
mittee is to be abolished and its duties assigned to the commit- 
tee on interstate and foreign commerce, I cannot understand. . .” 


Objective of Reorganization 


Senator La Follette said that the name “interstate and for. 
eign commerce” had been selected for the proposed new com- 
mittee because the federal government did not have control over 
“certain types of commerce,” particularly intrastate commerce, 
What his special committee had tried to do, he said, in prepar- 
ing the considered bill, was to combine the jurisdiction of com- 
mittees in such a way as to gather together related subjects. 

Senator White referred to his experience of many years ago 
as assistant clerk of the commerce committee and said that the 
present interstate commerce committee had a large jurisdiction 
in the field of transportation, while the commerce committee 
had a relatively limited jurisdiction. The question before the 
joint committee on reorganization of Congress, he said, was 
“whether we should superimpose the larger on the smaller, or 
attach the smaller to the larger.” 

Senator Overton said that the jurisdiction of the commerce 
committee covered the following matters, which the bill would 
transfer to the proposed new committee: Civil aeronautics; mer- 
chant marine; registering and licensing of vessels and small 
boats; navigation and the laws relating thereto, including pilot- 
age; rules and international arrangements to prevent collisions 
at sea; merchant marine officers and seamen; measures relat- 
ing to the regulation of common carriers by water and to the 
inspection of merchant marine vessels, lights and signals, life- 
saving equipment, and fire protection on such vessels; Coast 
and Geodetic Survey; the Coast Guard: the U. S. Coast Guard 
and Merchant Marine Academies; Weather Bureau; inland wat- 
erways. ‘ 

Moreover, he said. the bill would take from the commerce 
committee its jurisdiction over legislation relating to rivers and 
harbors and flood contro] and would transfer such jurisdiction 
to a new committee on public works. 


Overton Sees Hodge-Podge 

Under provisions of the bill, the proposed Senate committee 
on interstate and foreign commerce would consist of 13 senators. 

“Consider the number of subcommittees there would have 
to be in such a tremendous hodge-podge of jurisdiction conferred 
on one committee,” said Senator Overton. “All these different 
items of legislation . . . would require subcommittees, and the 
subcommittees would have meetings at various and often con- 
flicting times. . . There is nothing ... to be gained. . . The 
present committees have grown up as a result of years of ex- 
perience. Thev represent not our wisdom alone but the collec- 
tive wisdom of all those who have gone before us. . .” 

Senator White said the 1940 transportation act dealt with 
regulation of rail, bus, truck and water transportation. par- 
ticularly water -transport, “in order that we might attain this 
goal of the Congress, namely, a coordinated and integrated 
transportation service meeting the needs of the people of these 
United States.” He suggested that there had been little ac- 
tivity on the part of the Senate commerce committee in recent 
years with respect to legislation affecting navigation and pilot- 
age, marine officers and seamen, and inspection of merchant 
marine vessels and ship safety devices. 

“There is justification for the proposed transfers,” he said. 
“The proposed transfers tend to lodge in one single place ple- 
nary authoritv with respect to all these matters, and all to the 
utmost end of a coordinated and efficient system of transporta- 
tion. for the people of the United States. Bv the provosed trans- 
fers. no offense is intended and no real offense is done; but bv 
making the transfers and in making these changes we shall have 
rendered a real public service.” 

Senate Passes Bill 


The Senate nassed S. 2177, the La Follette bill to nrovide 
for “increased efficiency in the legislative branch of the gov- 
ernment,” on a roll call vote, 49 to 16, the afternoon of June 10: 


Rev. Reed Assails Burlington 
Plea Concerning D. & R. G. W. 


Addressing the House, June.11. Representative Reed, of 
Tllinois, opposed a request he said had heen made in a memoran- 
dum distributed to many members of Congress by Karl Fischer. 
assistant to the president of the Burlington. for amendment of 

‘pending bills providing means for return to their original owners 
of railroads nominally insolvent but regarded bv the authors of 
this legislation as actually solvent, so as to exclude the Denver 
& Rio Grande Western from the provisions of these hills—H.R. 
5924, introduced by Mr. Reed and S. 1253, introduced by Chail- 
man Wheeler, of the Senate interstate commerce committee. 

“The argument advanced by Mr. Fisher,” said Mr. Reed, 
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“is to the effect that the Burlington desires ultimately to ac- 
quire partial ownership in the Rio Grande, and in any event 
desires to have that railroad operated as a neutral independent 
carrier. . . . The Burlington does not want the Rio Grande 
returned to its present- owners, the Missouri Pacific and the 
Western Pacific, for even a temporary period—as the Reed 
bill would provide—during which its owners would have an 
opportunity to effect a speedy, sound businesslike adjustment 
of its obligations . . . and emerge from bankruptcy. The Mis- 
souri Pacific interchanges traffic with the Rio Grande through 
the Pueblo gateway. The Burlington—and the Rock Island also 
—interchanges traffic with the Rio Grande through the Denver 
gateway. The Western Pacific interchanges traffic with the 
Rio Grande at the latter’s western gateway at Salt Lake City. 

“The Burlington—fears that if legislation typified by H.R. 
5924 and S. 1253 is enacted, its relationship with the Rio Grande 
at Denver may deteriorate. The Burlington apparently fears 
also that continued ownership of the Rio Grande common stock 
by the Missouri Pacific and Western Pacific would result in 
the deliberate restriction of traffic through the Denver gateway 
in favor of the Pueblo gateway. 

Continuing, Mr. Reed said: 


In the memorandum... it is contended that the Rio Grande should 
be exempted from this pending legislation in order to keep it out of 
control of the two railroads which, with the approval of the Commis- 
sion, purchased and row hold its common stock. In effect, Mr. Fischer 
requests Congress to declare by legislation that this railroad shall be 
independent carrier without control by any other carrier.... 

Obviously .. . Congress could not possibly legislate intelligently upon 
such matters without first holding protracted hearings. ... Appropriate 
procedure is provided in the interstate commerce act for any application 
which the Burlington or any other carrier may care to make for 
authority to acquire partial ownership of the Rio Grande. The Bur- 
lington should not be permitted to avoid that statute through the 
special legislation it here seeks to secure.... i 

Operation of that railroad (the Rio Grande) in a manner that would 
restrict the fullest and most profitable use of all its facilities, including 
the Denver as well as the Pueblo gateways on the east and the Salt 
Lake City gateway on the west, would constitute a violation of existing 
law and would result in a fraud upon the creditors and other stock- 
holders of the Rio Grane and the public which it serves. It is not to 
be assumed that the Missouri Pacific and the Western Pacific would 
operate this carrier thus illegally and ‘wrongfully... . 

There is not reason for the Burlington to suppose that its oppor- 
tunity to become a purchaser of stock in the reorganized Rio Grande 
will be any different or less advantageous under the Commission- 
approved reorganization pursuant to,the Reed bill or the Wheeler. bill 
than under the present forfeiture plan pending in the courts.... 


He said he was not opposed to the Burlington acquiring a 
partial interest in the Rio Grande, but was opposed only to the 
course the Burlington was now pursuing. 


“SLEEPER” TICKET BLACK MARKET 


Speaking in the House, Representative Lane, of Massachu- 
setts, commended the Chesapeake & Ohio for bringing to public 
attention, in advertisements, the ‘scandalous practice” of black- 
marketing sleeping-car tickets, and declared that this was a 
matter for the Interstate Commerce Commission to attend to 
and act on. : 

“I believe that failure to make appropriate recommendation 
carrying adequate weight or the failure to take action which 
would be effective would constitute negligence,” he said. “This 
is, I repeat, a matter of the responsibility and jurisdiction of the 
I.C. C. I will be pleased to learn of any means the Commission 
has taken or will take to effect positive action .... This... is 
more than a question of inconvenience and expense to the 
2a. It is another vicious manifestation of the flouting 
om law. 

He said he did not agree with the C. & O. proposal of 
“a 25 per cent forfeiture” on tickets not cancelled within a 
reasonable time, but that he did agree with the C. & O. pro- 
posals that block sales of sleeping-car space be stopped, that 
all space be reserved or sold in the name of the individual who 
intended to use it, and that tickets be non-transferable. 


RACIAL SEGREGATION ON TRAINS 


Representative Powell, of New York, Negro member of 
the House, in an extension of remarks in the Congressional 
Record, called attention to a bill he had introduced (H. R. 
1925) to “abolish Jim Crow on interstate transportation” and 
declared that if he did not get favorable action on the bill by 
the House interstate commerce committee “within the next few 
days” he would place a discharge petition on the Speaker’s 
desk. He said that the chairman of that committee (Represen- 
tative Lea, of California) had told him, after the bill had lain 
dormant for many months in the committee that the commit- 
tee was “too busy” to hold a hearing on-it, but that he (Repre- 
sentative Powell) had been assured by other committee mem- 
bers that they would have been willing to meet any time to 
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consider the bill. He praised a U. S. Supreme Court decision 
holding invalid a Virginia law requiring racial segregation of 
bus passengers (see Traffic World, June 8). He declared that 
“it is ridiculous that Negro veterans who have fought all over 
the earth for democracy, returning to the United States must 
ride in inferior; separate Jim Crow cars while prisoners of war 
from Germany are allowed first-class accommodations on all 
trains.” 


BARNARD AND JOHNSON CALL ON TRUMAN 


Chairman Barnard, of the Commission, and Director John- 
son, of the Office of Defense Transportation, and member of 
the Commission, called on President Truman, June 11. Chairman 
Barnard said this was his first courtesy visit to President Tru- 
man. 


BULWINKLE BILL MEETING 


Chairman Wheeler, of the Senate interstate commerce 
committee, announced June 12 that the committee would meet 
in executive session June 14 to consider the Bulwinkle bill to 
exempt from application of the anti-trust laws. I. C. C. ap- 
proved agreements between carriers. Amendments to the bill 
would be considered by the committee, it was indicated. Hear- 
ings on the bill were concluded by the committee May 3. 


1. ©. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


John Wood Anthony, Bogalusa, La.; A. Stephen Bastiaans, Chicago, 
Ill.; Fate J. Beal, Lenoir, N. C.; Hugh M. Bland, Fort Smith, Ark.; 
Fred H. Booth, Denver, Colo.; L. W. Bruemmer, Kewaunee, Wis.; 
Vachel Thomas Chears, Jr., Charlottesville, “Va.; Frank G. Clement, 
Nashville, Tenn.; Frank J. Comfort, Des Moines, Ia.; Ray Cox, Kansas 
City, Mo.; Maupin Cummings, Fayetteville, Ark.; Thomas Albert 
Doucher, Columbus, O.; Ewing. Emison, Vincennes, Ind.; Harry Russell 
Farebrother, New York, N. Y.; Frank M. Farris, Jr., Nashville, Tenn.; 
Stanley L.’ ‘Fildew, Detroit, Mich.; J. Carter Fort, Jr., Washington, 
D. C.;- Robert C. Geyer, Tucson, Ariz.; John Patrick Gilsenan, Kearny, 
N. J.; George E. Green, Jr., New York, N. Y.; Joseph Francis Green, 
New Haven, Conn.; Milo Fowler Hamilton, Washington, D. C.; Haskell 
A. Harris, Waterbury, Conn.; James Bernard Humble, Atlanta, Ga.; 
Edward John Janesch, Chicago, Ill.; William James Kane, San Fran- 
cisco, Calif.; R. Richard Kreuger, Santa Monica, Calif.; Eugene E. 
Laird, Salem, Ore.; Robert Albert Lane, San Francisco, Calif.; Law- 
rence Stanley Lesser, Washington, D. C.; Robert Fahl Maskey, 
Cleveland, O.; John Joseph McGovern, New York, N. Y.; Sam S. 
Minter, Houston, Tex.; Edward L. Nehez, New York, N. Y.; Prime 
Francis Osborn, III, Mobile, Ala.; George Edward Overbey, Murray, 
Ky.; Donn D. Parker, Flint, Mich.; James T. Paulantis, Albuquerque, 
N. M.; Charles C. Peters, Jr., Washington, D. C.; George A. Ranney, 
Jr., Chicago, Ill.; George Edward Seitter, Kansas City, Mo.; George 
D. Stevens, Flint, Mich.; Bascom Destrehan Talley, Jr., Bogalusa, La.; 
John H. Tanner, Denver, Colo.; Howard Martin Tehan, Kansas City, 
Kan.; Thomas Leo Toole, Philadelphia, Pa.; Clifton Wade, Fayette- 
ville, Ark.; Frank O. Westerfield, Albuquerque, N. M.; Arthur Wright 
Wiles, Columbus, O.; Yale Wilner, New York, N. Y.; George Walter 
Wood, Charleston, W. Va.; Joseph F. Woodbury, Silver City, N. M.; 


John Davis Wooten, Tullahoma, Tenn., and Wendell Wyatt, Portland, 
Ore, , 


HARRIMAN SAFETY MEDAL TO C. & O. 


The E. H. Harriman memorial gold medal for the best 
safety record in 1945 among the larger railroads of the country 
has been awarded to the Chesapeake & Ohio Railway, the 
American Museum of Safety announces. 

A silver medal has been awarded to the Duluth, Missabe & 
Iron Range Railway and a bronze medal to the Pittsburg, Shaw- 
mut & Northern Railroad, for safety leadership in their respec- 
tive classes. The Union Pacific Railroad has been awarded a 
certificate of special commendaticn for its continuous high rec- 
ord of safety. ' 

The medals will be presented by Robert V. Fletcher, vice- 
president, Association of American Railroads, and chairman of 
the award committee, American Museum of Safety, at a dinner, 
June 19, at the Hotel Ambassador, New York City. George M. 
Barnard, chairman, Interstate Commerce Commission, will be 
the principal speaker. Among those accepting the awards will 
be Robert J. Bowman, president of the C. & O.; P. H. Van 
Hoven, president of the, Iron Range; Thomas C. Buchanan, re- 


ceiver of the Shawmut & Northern; and G. F. Ashby, president 
of the U. P. 





TRAINED HIGHWAY TRAFFIC EXPERTS 


“Traffic is no longer a problem which can be solved by the 
layman,” said Professor Kent T. Healy, chairman of Yale’s 
committee on transportation, in commenting on the fact that 
21 men had just completed a graduate course in traffic engi- 
neering at Yale University. ‘The complexities of gaining safety 
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and efficiency of movement in highway transportation requires 


’ special skills and demands professional training and experience.” 


Pyke Johnson, president of the Automotive Safety Founda- 
tion, said that the course required a full academic year of 
graduate study in such matters as the basic theory and practice 
of traffic regulation, design, planning and administration, deal- 
ing with problems of safety and expeditious movement in high- 
way transportation. Referring to the graduates, Mr. Johnson 
said: 

These men represent various branches of state highway departments 
and city agencies. They came from state highway traffic engineering 
departments as well as planning, design, maintenance and bridge divi- 
sions. The men from urban areas came from traffic engineering divi- 
sions, departments of public safety, and city planning commissions. 

These men will go out to join 131 men already in the field who 
have completed the course of study of the Yale Bureau of Highway 
Traffic. The great majority of these men, once having specialized in 
traffic work, are challenged more:than ever with the need for such 
work and continue in active service. 


CULBERSON SPEAKS TO SOUTHWEST BOARD 


A protest against the proposed increases in railroad freight 
rates sought in Ex Parte 162 was made by Olin Culberson, 
chairman of the Texas Railroad Commission, last week before 
the Southwest Shippers’ Advisory Board. The state commission 
will oppose the increase before the Interstate Commerce Com- 
mission, he said. 

“The act passed by Congress creating the Interstate Com- 
merce Commission gave the states the right to regulate intra- 
state rates,’ Culberson said, “but the federal Supreme Court 
came along and rendered a decision in the famous Shreveport 
rate case that knocked out the rights of states to regulate rates 
within their own borders. 

“The commission has already entered objections to the 
application by the railroads for a 25 per cent rate increase. 
I approve of any compensatory rates, but I certainly object to 
any confiscatory rate. The latter builds up industries of other 
states at the expense of Texas industries,’ Culberson declared. 

Scott McConnell, president of the Fort Worth Traffic Club, 
said that the Texas railroads have a serious problem in getting 
sufficient cars to move grain. 


U. P.-WABASH “CITY OF ST. LOUIS” 


With thousands of spectators lining the right-of-way, the 
new Union Pacific-Wabash streamliner, “City of St. Louis,” 
began daily operation June 2, between that city and the west 
coast. Operating between St. Louis and Denver, the new 
streamliner carries through cars for Los Angeles, San Francisco 
and Portland for transfer to Union Pacific transcontinental 
trains at Cheyenne, Wyo. Officials of the two roads said the 
service will be the fastest available between St. Louis and the 
coast, reducing running times to Los Angeles by over 17 hours, 
to San Francisco by over 13 hours, and to Portland by 14 hours. 
At a dedicatory program held at the St. Louis Union Station, 
Mayor A. P. Kaufmann called the event “a new day in rail- 
roading.” 

Present schedule for the train calls for daily departure from 
St. Louis at 3:30 p. m., arrival in Kansas City at 8:25 p. m., 
arrival in Denver at 6:45 the following morning, in Los Angeles 
ee any p. m., in San Francisco at 2:20 p. m., and Portland 

oo D.. mM. 


MIDWEST COAL RATE SUITS DISMISSED 


The federal court for the southern Indiana district, In- 
dianapolis division, has dismissed two suits brought to set aside 
the order of the Commission in I. and S. No. 5139, Coal to Be- 
loit, Wis., and Northern Illinois, embracing No. 28881, Bitumi- 
nous Coal Rates Within Illinois. The proceedings involved an 
adjustment of rates on bituminous coal from Illinois, Indiana, 
and western Kentucky to Rockford and other destinations in 
northern Illinois, and to Beloit and other destinations in south- 
ern Wisconsin, and 13th-section allegations as to rates required 
to be established by the Illinois Commerce Commission on intra- 
state.-movements of coal, 263 I. C. C. 179 (see Traffic World, 
July 21, 1945, p. 151). 

The court, in its conclusions of law, said, among other 
things, that the findings of the Commission had substantial 
support in the record before the Commission and afforded a ra- 
tional basis for its conclusions. It said the Commission’s report 
and order were lawful and valid in all respects. 


NORTH SHORE BONDHOLDERS APPROVE PLAN 
Bondholders participating in the plan of reorganization of 
the Chicago, North Shore & Milwaukee Railroad Co. voted 
overwhelmingly to accept the trustees’ plan, according to a re- 
port filed June 10 with the district court in Chicago by Austin 
Pam referee in bankruptcy, as special master on claims and 
ots. 


TRAFFIC WORLD 


Of the class {I first mortgage gold bondholders, 98 per cent 
accepted the plan, and of the class III first and refunding mort- 
gage gold bondholders, 99 per cent accepted the plan, the re- 
port stated. . 

The reorganization has been approved by the Interstate 
Commerce Commission, the Illinois Commerce Commission, the 
Public Service Commission of Wisconsin, and the Securities; 
and Exchange Commission. 

Counsel for trustees stated that a hearing: to confirm the 
plan would be held within a few weeks. 


Rock Island Plan to Be 
Decided in June, Says Igoe 


Following a two-hour hearing, June 11, on confirmation of 


_ the reorganization plan of the Chicago, Rock Island & Pacific 


Railroad, Federal Judge Michael L. Igoe, of Chicago, asked 
all parties to file their briefs, memoranda or objections within 
ten days, and said he would dispose of the case before the end 
of the month. 

Arguments against confirmation of the plan were advanced 
by several convertible bondholder groups, which had previously 
unsuccessfully appealed the district court’s approval of the re- 
organization plan to the United States circuit court. Counsel for 
the convertible bondholders argued June 11, as they had be- 
fore the circuit court, that the plan is unfair and inequitable, 
and that the railroad has $80,000,000 in cash on hand, plus $41,- 
000,000 in securities, which might permit one of the bondholder 
groups to be paid off completely, leaving some equity to pre- 
ferred stockholders and unsecured creditors. They pointed out 
that 75 per cent of the votes received from that class of security 
holders opposed the plan. Approximately $10,000,000 of the 
$30,000,000 issue were voted. Preferred stockholders, although 
having no equity under the plan, also requested Judge Igoe to 
refuse to confirm the plan and to send it back to the Interstate 


Commerce Commission. 


Counsel representing the two first mortgage bondholders, 
principal supporters of the plan, asked the court to approve 
the plan without limitation. 

Both proponents and opponents of the plan referred to the 
June 10 ruling of the United States Supreme Court, upholding 
the Commission’s plan for reorganization of the Denver. & Rio 
Grande Western Railroad Co., arguing that certain aspects of 
that case supported their views, of the Rock Island reorganiza- 
tion plan. 

Two appeals for rehearing of the case before the circuit 
court were filed with that court last Friday, and counsel for 
convertible bondholders asked that any confirmation by the dis- 
trict — be contingent upon the circuit court’s ruling on those 
appeals. 


PENNSYLVANIA’S NORTHERN ARROW IN SERVICE 


Discontinued during the war, the Northern Arrow of the 
Pennsylvania Railroad. is now in service between Cincinnati 
and north Michigan summer resort centers. At the present time 
once-a-week service is being provided. Regular daily service 
will begin June 25, and continue through the summer, until 
September 8, at which time the once-a-week service will be 
returned. Through room and berth cars to and from numerous 
resort centers are operated on the Northern Arrow for the con- 
venience of Cincinnati patrons. 


CHANGES IN DOCKETS 

Hearing in MC 106661, assigned for June 7, at Peoria, Ill., was 
cancelled. 

Hearing in MC 105666, Sub. 3, assigned for June 10, at Amarillo, 
Tex., was transferred to June 10, at Amarillo Hotel, Amarillo, Tex., 
before Jt. Bd. 170. 

Hearing in MC 35556, Sub. 3, assigned for June 10, at Amarillo, 
Tex., was transferred to June 10, at Amarillo Hotel, Amarillo, Tex., 
before Jt. Bd. 233. 

Hearing in |. & S. M-2656, assigned for June 10, at Washington, 
D. C., was cancelled and reassigned for June 19, at Washington, D. C., 
before Examiner Lawton. 

Hearing in MC 3647, Sub. 69, assigned for June 12, at Newark, N. J., 
was cancelled. 

Hearing in MC 105757, Sub. 2, assigned for June 11, at Spokane, 
Wash,, was canceled. 

Hearing in MC 3705, Sub. 10, assigned for June 12, at Newark, N. J., 
was canceled. 

Hearing in MC 55878, Sub. 1, now assigned for June 11, at Newark, 
N. J., is postponed to June 28, at State Comm., Newark, N. J., before 
Jt. Bd. 283. 

Hearing in MC 74618, Sub. 9, now assigned for June 11, at Pitts- 
burgh, Pa., is transferred to June 11, at Fed. Bldg., Pittsburgh, Pa., 
before Examiner Colfer. n 

Hearing in MC-F 3129, now assigned for June 11, at Pittsburgh, Pa., 
is transferred to June 11, at Fed. Bldg., Pittsburgh, Pa., before Exam- 
iner Clifford. 
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Cla Rate Injunction Stands 


The motion filed by the Commission and others to vacate 
the injunction against the “interim” order in the class rate case 
pending appeal was denied, June 10, by the Supreme Court of 
the United States. The court merely entered a notation deny- 
ing the motion, without comment. (See Traffic World, June 
8, p. 1721). 

” The injunction entered by the federal district court at 
Utica, N. Y., restraining enforcement of the Commission’s “‘in- 
terim” order in No. 28300, class rate investigation, 1939, as the 
result of the action of the Supreme Court, will remain in effect 
at least for the period of 60 days from May 27. If the complain- 
ants in the suit attacking the Commission’s order perfect their 
appeal to the Supreme Court in the period of 60 days, it pointed 
out, the injunction will continue in effect until the Supreme 
Court hands down its decision in the case. 

So far as the contention made by the: government in its 
motion asking the Supreme Court to vacate the injunction that 
the existence of the injunction was interfering with the Com- 
mission coming to a conclusion in ex parte 162, the increased 
rate case, the action of the Supreme Court in refusing to vacate 
the injunction was seen as clearing the way for the Commission 
to act in ex parte 162. As the complainants against the Com- 
mission’s “interim” order are expected to perfect their appeal 
and the ban against the order will continue in effect until the 
appeal has been decided, the Commission faces a situation in 
rate making just as if it had not decided what it did in the 
class rate case and may go ahead with making public its de- 
cision in ex parte 162. In other words, it was pointed out, with 
the injunction in effect, the situation is that the action of the 
Commission in the class rate case has been set aside for the 
time being, at least, and there can be no basis for delaying 
action in ex parte 162 because of what the Commission did in 
the class rate case. 


D. & R. G. W. Reorganization Plan 
Upheld by Supreme Court 


Appeals court reversed, district court's decision ap- 
proving Commission’s plan affirmed, in proceeding 
raising question whether war-inflated earnings of 
debtor railroad entitled holders of general mortgage 
bonds to greater participation in new securities of re- 
organized company. Petitions for review of lower 
court decisions in cases involving similar issues denied 


In an opinion delivered by Justice Reed, the Supreme Court 
of the United States, June 10, upheld the Commission’s re- 
organization plan for the Denver & Rio Grande Western Rail- 
road Co. .The decision was handed down in No. 278, Recon- 
struction Finance Corporation et al., Petitioners, vs. Denver & 
Rio Grande Western Railroad Co. et al.; No. 279, Same vs. 
Denver & Salt Lake Western Railroad Co. et al.; No. 280, Same 
vs. City Bank Farmers Trust Co., Trustee Under the Debtor’s 
General Mortgage; No. 281, Same vs. Denver & Rio Grande 
Western Railroad: Co. et al., and No. 282, Same vs. Guy A. 
Thompson, Trustee, Missouri Pacific Railroad Co., Debtor. 


The cases came before the Supreme Court on writs of 
certiorari to the United States Circuit Court of Appeals for the 
Tenth circuit. The highest court reversed the judgment of the 
Circuit Court of Appeals and affirmed the orders of the district 
court of October 25, 1943, approving the plan, and of November 
29, 1944, confirming the plan. The cause was remanded to the 
district court for further proceedings. The opinion stated that 
Justice Frankfurter dissented and would set forth the detailed 
grounds for his dissent in an opinion to be filed hereafter. 
Justice Jackson took no part in the consideration or decision 
of the cases, it was stated. 


Justice Reed said that the circuit court held, contrary to 
the Commission and the district court, that free cash in excess 
of operating capital needs and large earnings from war busi- 
ness after the date of the plan should be for the benefit of the 
general mortgage bondholders. He pointed out that the reor- 
ganization plan eliminated unsecured claims and allocated com- 





mon stock in the face amount of 10 per cent of their claim to 
the general mortgage bonds of the debtor, the stockholders 
receiving nothing. 

The appeals court further held, he said, that decreases in 
debt by cash payments, with the consequent reduction of se- 
curities that were required to be issued under the plan to cover 
such debt claims, should inure to the benefit of the same gen- 
eral mortgage bondholders, and disagreed with the treatment 
of certain collateral deposited behind the first consolidated 
mortgage of the Rio Grande Western Railway Co. and sec- 
ondarily behind other issues of the debtor. 

“These differences from the conclusions of the district 
court,” said Justice Reed, “led the circuit court to hold that 
the general bondholders were ‘reasonably justified’ in rejecting 
the plan and that the district court was without authority to 
confirm the plan over their veto.” 


Elimination of Valueless Claims 


He discussed the problems with which section 77 of the 
bankruptcy act was designed to deal, referred to U. S. Supreme 
Court decisions in the Western Pacific and Milwaukee reorgan- 
ization cases, and added: 


At this point, we restate our conclusion reached in the former 
cases that the Congressional authority to the Commission to eliminate 
valueless claims from participation in reorganization is a valid exercise 
of the federal bankruptcy power. Section 77 was directed at the relief 
of debtor railroads....Liquidation in depression periods meant that 
large portions of debts, as well as stock interests in the propérties, 
would be irretrievably lost to their holders, while reorganization on a 
capitalization that estimated what normal income would support meant 
the salvage of sound values. We see no more constitutional impedi- 
ment to the elimination of claims against railroad debtors by the Inter- 
state Commerce Commission’s determination of values with judicial 
review as to the sufficiency of evidence and compliance with statutory 
standards than we do to their elimination by an accepted bid in a 
depression market. There is no occasion here to reexamine further 
these recent holdings of this court in the Western Pacific and Milwaukee 
reorganizations. 


Justice Reed said that, although the results of reorganiza- 
tions under section 77 as construed by the U. S. Supreme Court 
in March, 1943, had been criticized as unfortunate and although 
changes had been suggested, no different legislation had been 
enacted, except that legislation enacted in 1939 and terminated 
in 1941 and comparable legislation enacted in 1942 and allowed 
to lapse on November 1, 1945, had provided opportunity for 
voluntary adjustment of railroad debts with their creditors. 

“This situation,” he continued, leaves clear the duty of the 
agencies of the government entrusted with the handling of re- 
organizations under section 77, including this court, to admin- 
ister its provisions according to their best understanding of the 
purposes of Congress as expressed in the words of section 77 
read in the light of the contemporaneous discussion in Con- 
gress. Changes in economic conditions cannot effect the powers 
of the reorganization agencies even though such changes may 
require a reexamination into the present fairness of the former 
exercise of those powers.” 

Justice Reed said the court noted the contention that the 
possibility of a national income much higher and interest rates 
much lower than before World War II should affect valuation 
based on prospective earnings, and added the comment that 
“those factors, we think, were before the Commission when it 
made its earnings estimate.” 


Allocation of Securities 


In discussion of the allocation of securities under the re- 
organization plan in question, Justice Reed included the fol- 
lowing: 


It is clear that when the Commission made its allocations it had 
definitely in mind that one thing that gave the senior creditors com- 
pensation for the admission of junior claimants to participation in 
securities before the seniors obtained full cash Payment was their 
chance to share in the unlimited dividends that might be earned and 
paid on the common stock to have a part in the “‘lush years.’’ It shoula 
be noted that income applicable to dividends was at its highest in 1942 
prior to the approval of the plan by the Commission in June, 1943. 
Therefore the abnormal earnings of 1942 were in the Commission’s 
contemplation when it spoke of the opportunities for ‘‘unlimited divi- 
dends.’’ Its discussion of the plan assumed that in 1943 available earn- 
ings might be as large. 


Justice Reed quoted a part of the appeals court’s opinion 
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with respect to cash and war earnings, including the observa- 
tions that the senior bondholders were “paid in full”; that 90 
per cent of the general mortgage bondholders’ claims were 
wiped out; that the working capital of the debtor had increased 
from a deficit of $9,727,230 as of December 31, 1935, to a sur- 
plus of $12,125,863.50 as of December 31, 1944; that it was “ob- 
vious” that surpluses would continue to pile up for a reasonable 
time yet to come, and that “any plan which fails to take this 
into account and which gives the senior bondholders their claims 
in full by substantially delivering the road to them, and gives 
them surplus cash actually on hand and further enables them 
to receive in addition the excess war profits which are rea- 
sonably sure to come, is inherently inequitable and unfair, so 
long as there are classes of creditors whose claims are not fully 
satisfied,” 
“Error” by Circuit Court 


“In our judgment,” said Justice Reed, “this holding is er- 
roneous. . . The error of the circuit court in its holding .. . lies 
in its assumption that the senior bondholders were paid in full 
by the securities allotted to them without also accepting the 
determination of the Commission that: the assets represented 
as of January 1, 1943, and all subsequent earnings were a 
part also of the common stock that was awarded to the senior 
bondholders.” 

He noted that the appeals court had concluded that the gen- 
eral mortgage bondholders were reasonably justified in reject- 
ing the plan, but said that a provision in section 77 for con- 
firmation of a plan despite rejection by a class of security hold- 
ers appeared in the draft for the 1935 amendments to the bank- 
ruptcy act and, apparently, caused no particular comment. 

‘We think that the provisions for confirmation by the courts 
over the creditors’ objection are within the bankruptcy powers 
of Congress,” said Justice Reed. “Those powers are adequate 
to eliminate claims by administrative valuations with judicial 
review and they are adequate to require creditors to acquiesce 
in a fair adjustment of their claims, so long as the creditor gets 
all the value of his lien and his share of.any free assets, adding: 


The grounds accepted by us in former sections of this opinion as 
sustaining, as of January 1, 1943, the valuation of the road, the allo- 
cation of securities, and the treatment of cash, war earnings and capital 
reductions establish that for the act of confirmation on November :29, 
1944, over the objection of the general bondholders, the finding of the 
judge that the plan then made ‘‘adequate provision for fair and equi- 
table treatment’”’ of the dissenters was justified. . . . In view of the 
district judge’s familiarity with the reorganization, this finding has 
especial weight with us. . . . There is no doubt that the plan then 
conformed to subsection (b) and the other requirements of the first 
varagraph of subsection (e) (of section 77). 


Rejection of Plan by Class of Creditors 


This leaves for consideration the question of whether, the plan 
being fair and equitable as of June, 1943, effective January 1, 1943, the 
Generals were reasonably justified in rejecting the plan by ballots cast 
between April 26 and July 15, 1944. 

As we have pointed out . . . the Commission’s plan was adopted 
after 1942, the year of greatest profit and with anticipation on the part 
of the Commission that there might be other ‘‘big’’ years but with 
realization that the war profits were not a sound basis for higher valu- 
ation. Current reports of earnings were a part of the record. Nothing 
that respondents have called to our attention indicates any improvement 
in economic conditions or prospects in July, 1944, or any date since, 
over June, 1943, the date of the Commission’s approval of the plan, 
which would justify a treatment different from that accorded the claim- 
ants in 1943. The challenge to the reasonableness or the unreasonable- 
ness of the rejection of the plan is not based on any change of con- 
ditions since its approval by the district court October 25, 1943. ... 

A rejection would not be reasonably justified unless the dissenters 
had a valid reason for their vote. . . . Their reasons were the payment 
of the senior obligations with consequent claimed release of capitaliza- 
tion for junior securities and the inadequate valuation, particularly in 
view of the large additions to plants from earnings. We think that 
we have demonstrated that there was an adequate basis for the valu- 
ation . . and that the decreases in senior debt were not for the 
account of the junior creditors. .. . Respondents offer no other ground 
for their votes in rejection. 

Congress with its purpose to stop the blockade of sound reorganiza- 
tion by classes of creditors with thé veto power of the 1933 statute... 
certainly did not intend to‘leave a class with the same power of inter- 
ference because in its reasonable judgment that class thought the valu- 
ation was erroneous or the senior creditors were paid in full by the 
face value of securities. If a plan gives fair and equitable treatment 
to dissenters, the elements which make the plan fair and equitable 
cannot be the basis for a reasonably justified rejection. If only those 
elements are .relied upon, as here, the rejection is not reasonably 
justified. = 

Of course, this does not mean‘that if a plan is approved as fair 
and equitable by the Commission and court, there cannot be a reason- 
able justification for its rejection by a class of claimants on submission. 
Reasons to make their rejection reasonable may arise thereafter. For 
example, unanticipated, large earnings might develop. We see no rea- 
sonable justification here for the action of the general bondholders. 


Question of Public Interest 
Justice Reed concluded the opinion as follows: 


In conclusion, we shall add that the foregoing opinion has been 
written without heavy reliance upon the duty of the Commission to 
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plan reorganizations with an eye to the public interest as well as the 
private welfare of creditors and stockholders. ‘Tjie Commission had this 
duty in mind. Our failure to comment more upon that feature of the 
plan should not be interpreted as an intimation upon our part that it is 
not important. These respondents cannot be called upon to sacrifice 
their property so that a depression-proof railroad system might be 
created. But they invested their capital in a public utility that does 
owe an obligation to the public. The Insurance Group Committee, with 
fiduciary responsibility to the myriad holders of policies, and the other 
investors or speculators in senior bonds as well as the holders of 
General bonds or other investors or speculators in junior security 
issues, by their entry into a railroad enterprise assumed the risk that 
in any depression or any reorganization the interests of the public would 
be considered as well as theirs. That public interest in an efficient 
transportation system justifies the Commission’s requirements for rea- 
sonable maintenance and improvement of the properties and for a capi 
talization with fair prospects for dividends on all classes of securities. 

The judgment of the Circuit Court of Appeals is reversed and the 
orders of the district court of October 25, 1943, approving the plan, 
and of November 29, 1944, confirming the plan, are affirmed. 

The cause is remanded to the district court for further proceedings. 


Review Denied in Similar Cases 


Having handed down this opinion, the U. S. Supreme Court 
denied petitions for certiorari in several other railroad reorgan- 
ization cases involving similar issues with respect to allocation 
of securities to creditors of the debtor road. 

Two of the proceedings which the highest court refused 
to review were companion cases to Nos. 278-82. One was ‘No. 
286, Denver & Rio Grande Western Railroad Co. Petitioner, vs. 
Reconstruction Finance Corporation,.in which there was made 
the contention, among others, that any reorganization which 
gave recognition to junior creditors and stockholders was unfair 
and inequitable unless the senior creditors were given full com- 
pensatory treatment, or were made whole. The other case was 
No. 291, Guy A. Thompson, Trustee, Missouri Pacific Railroad 
Co., Debor, Petitioner, vs. Reconstruction Finance Corporation 
et al., in which the petitioner, holder of title to 50 per cent of 
the common stock of the debtor, $608,000 of the preferred 
stock, and $1,000,000 of refunding and improvement bonds, com- 
plained of having‘ been denied the right to participate in the 
reorganization plan. 

The U. S. Supreme Court also denied certiorari in Nos. 
1108-1110, St. Louis-San Francisco Railway Co., Debtor, vs. 
Fort Scott Bondholders Committee et al., in which elimination 
of unsecured creditors and stockholders from participation in 
the reorganization plan of the debtor was assailed, and No. 1111, 
St. Louis-San Francisco Railway Co., Debtor, Petitioner, vs. 
The Chase National Bank of the City of New York et al., a 
companion case to Nos. 1108-1110. In those two cases the high- 
est court had been asked to review decisions of the U. S. Circuit 
Court of Appeals for the Eighth circuit, handed down Febru- 
ary 8, 1946. 


Review of “Panagra” Air Route 
Case Granted by Highest Court 


The Supreme Court of the United States on June 10 granted 
petitions for certiorari in the so-called “Panagra” air route 
cases, No. 1251, Pan American Airways Corporation, Pan Amer- 
ican Airways, Inc., and Eastern Air Lines, Inc., Petitioners vs. 
W. R. Grace & Co., Civil Aeronautics Board, National Airlines, 
Inc., Chicago & Southern Air Lines, Inc., TACA, the Department 
of Justice of the United States of America, and Pan American- 
Grace Airways, Inc., and No. 1258, Eastern Air Lines, Inc., Pe- 
tioner, vs.-W. R. Grace & Co., Civil Aeronautics Board et al. 

The petitioners asked the Supreme Court to review an 
opinion and decree of the U. S. Circuit Court of Appeals for the 


Second circuit, issued January 28, 1946, reversing an order of © 


the Civil Aeronautics Board by which the board dismissed, for 
lack of jurisdiction, a proceeding in which Pan American-Grace 
Airways (Panagra) sought extension of its South American sys- 
tem of routes from Balboa, Canal Zone, to the United States 
(see Traffic World, June 1, p. 1682). W. R. Grace & Co. and 
Pan American Airways Corporation, controlling stock owners 
-of _— were parties to the controversy in the C. A. B. case, 
No. 4 


Supreme Court Accepts C. of N. J. 
Tax Claim Case for Review 


In its session June 10, the Supreme Court of the United 
States vacated an earlier order by which it had denied cer- 
tiorari, and granted petitions for rehearing and certiorari in 
No. 1143, Walter P. Gardner, Trustee of the Central Railroad 
of New Jersey, Petitioner, vs. State of New Jersey, a case 
involving issues affecting a claim of New Jersey against. the 
Central of New Jersey, in reorganization, for unpaid taxes for 
the years 1932-1939. 

One question for determination by the Supreme Court in 
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the proceeding, according to documents filed with it in No. 
1143, is whether the federal district court of jurisdiction in the 
railroad’s bankruptcy case has jurisdiction under section 77 
of the bankruptcy act to determine the nature and extent of 
the state’s lien for taxes on a claim filed by it in the reorgani- 
zation proceedings and, in particular, the rate of interest or 
penalties to be allowed thereon after bankruptcy of the road. 
This and other issues arose after the state legislature enacted 
so-called tax settlement acts by which railroads in the state 
would be forgiven part of their tax debt to the state. The tax 
settlement laws, attacked in suits by the attorney general of 
the state, were declared unconstitutional after the district 
court had entered an order fixing the amount due the state 
from the Central of New Jersey. The trustee of the road then 


asked the district court to adjudicate the relative rights, © 


claims, liens and priorities in assets of the railroad; the dis- 
trict court referred the matter to a special master, who made 
a report in favor of the court’s jurisdiction, and the court 
confirmed this report. The U. S. Circuit Court of Appeals for 
the Third circuit, on November 15, 1945, reversed the lower 
court, holding that the jurisdiction of. the latter was limited 
to passing on mathematical error in computation of the taxes 
or legal error in assessment. 


Highest Court Refuses to Review 
B. & O. Debt Adjustment Plan 


Efforts of certain security holders of the Baltimore & Ohio 
to obtain review by the Supreme Court of the United States 
of a district court decision upholding a debt adjustment plan 
of the B. & O. under the McLaughlin act (chapter XV of the 
bankruptcy act) were unsuccessful, June 10, as the Supreme 
Court denied certiorari petitions in No. 1220, Matter of Balti- 
more & Ohio Railroad Co., Randolph Phillips, Amy Phillips 
and Darius Phillips, Petitioners, vs. Baltimore & Ohio Railroad 
Co., and No. 1221, Crozier et al., Petitioners, vs. Baltimore & 
Ohio Railroad Co. 

The petitioners in No. 1220 were owners of more than 
$100,000 of B. & O. convertible 4% per cent bonds due in 1960 
which, in the voluntary debt adjustment process, were ex- 
tended to 2010 as to maturity date, with the interest made 
contingent on annual earnings (see Traffic World, May 18, p. 
1503). By the petitions, the Supreme Court was asked to re- 
view a decision of the federal district court for the Maryland 
district, of November 20, 1945, adverse to the petitioners. No. 
1221 was a companion case to No. 1220. 


Negative Reparation Order of 
Michigan Commission in Issue 


Great Lakes Steel Corporation, denied reparation on 
intrastate shipments of scrap iron, asked writ of man- 
damus in Supreme Court of Michigan which has 
ordered state commission to show cause why writ 
should not issue. Conflict with decision of Supreme 
Court of United States on “negative order” doctrine seen 


The Great Lakes Steel Corporation, Ecorse, Mich., in pro- 
ceedings against the Michigan Public Service Commission grow- 
ing out of denial by the regulatory body of an award of repara- 
tion to the corporation on 319 carloads of scrap iron shipped 
from various points in the Upper Peninsula of Michigan to 
plaintiff's plants in the Detroit area between September 18, 
1942, and August 20, 1945, has placed before the Supreme Court 
of Michigan the question whether or not the so-called ‘“nega- 
tive order” doctrine approved in Sparta Foundry Co. vs. Michi- 
gan Public Utilities Commission, 275 Mich. 562 (decided 1936) 
is to remain law in Michigan while the Supreme Court of the 
United States, as it says, has repudiated that doctrine. 


The steel corporation filed its complaint for reparation as 
to the particular shipments involved, September 18, 1944, with 
the Michigan commission, following refusal of the commission 
to reopen an earlier proceeding. In this case the commission or- 
dered established on and after August 20, 1945, rates sought by 
plaintiff, but refused to award reparation-on shipments as here- 
inbefore indicated. The commission held it would not award 
reparation “unless it clearly appears that the rates paid in the 
past have been exorbitant and not merely unreasonable.” It 
said the record did not conclusively show that the rates in ques- 
tion were irregular or exorbitant. Therefore, it said, it was not 
incumbent on it to find what in its judgment would have been 
a reasonable rate or charge for the service complained of. 

The steel corporation holds that the commission is in error 
in refusing to award reparation. It contends that the court has 


1791 


the power to review the order of the commission to determine 
whether or not the defendant’s conception of its statutory pow- 
ers is correct and whether or not the order is based on sub- 
stantial evidence. 

“If the court finds that the order is deficient on either or 
both grounds, then the court should vacate and set aside the 
order, and remand the case to the defendant for further pro- 
ceedings in accordance with the correct legal principles an- 
nounced by the court,” it says in its brief in support of its pe- 
tition for writ of mandamus filed in the Supreme Court of 
Michigan. 

The court has granted the petition and ordered defendants 
to show cause why the writ of mandamus should not issue, re- 
turnable July 9. 

In its answer to the petition for writ of mandamus, the 
state commission, among other things, said it was doubtful if 
plaintiff had any right of appeal from the order complained of 
and further that the court was without jurisdiction in the sub- 
ject matter and was wholly without power or authority to grant 
the relief prayed. It said that there was now pending before 
the Circuit Court of the County of Ingham, in Chancery, pro- 
ceedings involving the same subject matter and the same par- 


ties and that the plaintiff had an adequate remedy in that court 


in this matter. The circuit court proceedings referred to, said 
the corporation in reply, was instituted subsequent to the filing 
of the petition for writ of mandamus and were not intended as 
an abandonment or waiver of this proceeding, but the suit in 
the lower court was filed only to guard against the possibility 
that the Supreme Court of Michigan might hold that plaintiff’s 
remedy was by appeal’to the circuit court. 

The corporation said that if by the language, “It is doubt- 
ful if plaintiff has any rights of appeal from the order com- 


. plained of,” it was meant that the defendant’s order was not 


subject to judicial review in any court or was not subject to 
judicial review because it was a “negative order,” a granting of 
the state commission’s motion to dismiss on such grounds would 
be to deprive plaintiff of its property without due process of 
law contrary to the provisions of the state and federal consti- 
tutions and of the equal protection provisions of the federal 
Constitution. 

In its brief in support of its petition for a writ of manda- 
mus, the steel corporation deals with the “negative order” doc 
trine approved in the Sparta case cited—that the court did not 
have authority to review a negative order denying reparation. 

“This doctrine has always seemed to us erroneous and un- 
reasonable.” said the corporation. “In adopting the “negative 
order’ doctrine this court relied on a line of decisions of the 
Supreme Court of the United States and quoted at length from 
three of them. Unquestionably those decisions supvorted this 
court’s decisions. But thev have since been reversed: The Su- 
preme Court of the United States has repudiated the ‘negative 
order’ doctrine as erroneous and unreasonable. . . The negative 
order doctrine. first announced by the Supreme Court of the 
Tinited States in Procter & Gamble Co. vs. United States, 225 
U. S. 282. 56 L. Ed. 1091, and followed in the cases relied upon 
by this court in the Sparta case was reversed and repudiated 
in Rochester Telephone Corporation vs. United States, 307 U. 
S. 125. 83 L. Fd. 1147 (decided 1939).” 

The corporation said that the Michigan court having adopted 
the negative order doctrine from the Supreme Court of the 
United States, should now follow that court and repudiate it. 


Sniecel Tniunction Suit Aaainst 
River Road Heard. Continued 


A two-dav hearing before Sunerior Judge Donald S. Mc- 
Kinlay. at Chicago. on a motion by Spiegel, Inc., for a vre- 
liminary injunction avainst the Chicago River & Indiana Rail- 
road Co.. to comvel it to perform rail service to and. from 
the pJaintiff’s warehouses. ended June 11. Judge McKinlay con- 
tinued the case to 32 pv. m.. June 18. and ordered the defendant 
carrier to file its answer within five days. 

The suit was filed bv Spierel on June 8. The vnlaintiff 
contends that on May 31 the railroad informed the mail order 
comvany that it would no longer deliver goods to or accent 
goods from the nlaintiff.. and that since that date it has ceased 
to handle Spiegel’s shinments. In the defendant’s vards and on 
its tracks are approximatelv 62 freight cars containing mer- 
chandise having a market value of about $1.000.000. and on the 
plaintiff’s snurs and switch tracks are 19 cars containing mer- 
chandise valued at about $500.000. In addition. on plaintiff’s 
ryremises are shipments valued in excess of $1.000.000 awaiting 
shipment to customers, the complaint states. A vortion of the 
merchandise is of 4 seasonable character, and delay will cause 
deterioration. the plaintiff contends. 

The complaint calls attention to embargo No. 1050. given 
out June 6 by the car service division of the Association of 
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American Railroads, against all carload and l.c.l. shipments to 
Chicago, consigned, reconsigned or to be reconsigned to Spiegel, 
Inc., account of strike, with no exceptions: The plaintiff asks 
a temporary injunction compelling the railroad to deliver and 
accept shipments of merchandise, and asks $1,000,000 damages. 

In the course of the hearing, it was brought out that the 
Warehouse Union Local 743, affiliated with the A. F. L. Inter- 
national Brotherhood of Teamsters, is attempting to organize 
employes at Spiegel’s, and has maintained a picket line for 
several weeks at Spiegel warehouses. Employes of the railroad 
have respected the Local 743 picket line, it was stated, which 
was a reason for the congestion. 

This is the second recent suit stemming from a labor dis- 
pute in which the River Road, a subsidiary of the New York 
Central, has been involved “in the middle” as defendant. On 
February 12 the Baltimore & Ohio Railroad Co. and seven 
other railroads led an injunction suit in the federal district 
court in Chicago, asking for a restraining order to end “unlaw- 
ful‘ operating practices in the handling of traffic to and from 
the Union Stock Yards. This suit is an outgrowth of changed 
operating practices on the River Road, following settlement of 
a dispute between the road and the Brotherhood of Railroad 
Trainmen (see Traffic World, May 25, p. 1577). 


Second Suit Against Unions 


On June 11 Spiegel, Inc., filed a second suit, asking $1,000,- 
000 damages from five Chicago local unions of the AFL Inter- 
national Brotherhood of Teamsters, and one independent union, 
based on non-delivery of merchandise to and from the com- 
pany’s Chicago warehouses. The suit asks that all defendant 
unions be enjoined from picketing warehouses where the Ware- 
housemen’s Union Local 743 is on strike. Other unions named, 
in addition to Local 743, are: Furniture Chauffeurs Union Lo- 
cal 711; Drivers Union Local 705; Milk Drivers Union Local 753; 
and the independent Chicago Truck Drivers Union Local 705. 


Motor Act Prosecutions 


(Digests ot statements. issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
requlations thereunder, appear below.) 


Northern Texas district, Lubbock division, at Lubbock. 
Fines totaling $700 were imposed, May 27, on Jeff R. Graham, of 
Lubbock, and Higginbotham-Bartlett Co., of Dallas, Tex., fol- 
lowing entry of their separate pleas of guilty to an information 
charging them with violations of part II of the interstate com- 
merce act. Each of the defendants was fined $350, which was 
paid in full. The defendant Jeff R. Graham was charged with 
operating as a common carrier of property by motor vehicle 
without a certificate having been issued him by the Commission 
authorizing the particular operations described in the informa- 
tion, without having on file with the Commission, and without 
having published any rates and charges applicable to such 
transportation, and without having on file with the Commission 
and in effect security for the protection of the public. The de- 
fendant Higginbotham-Bartlett Co., a wholesaler and distributor 
of building materials and supplies using the facilities of the 
carrier, was charged with aiding and abetting him in such op- 
erations. 

Southern Mississippi district, western division, at Vicksburg. 
McDonough Motor Express, Inc., Meridian, Miss., was fined a 
total of $300, May 28, following entry of its plea of guilty to an 
information charging violations of nart II of the interstate com- 
merce act. The fine was paid in full. The defendant was charged 
with falsifying certain monthly reports of hours of service that 
it had filed with the Commission and also with inducing and 
a certain drivers in its employ to falsify their drivers’ 
ogs. 

Middle North Carolina district, at Greensboro. L. F. Green, 
dba L. F. Green Transfer, of Greensboro, was fined $250. June 
3. and placed on probation for 12 months following his plea of 
nolo contendere to an information charging him with transport- 
ing property as a common carrier for compensation without a 
certificate having been issued to him by the Commission au- 
thorizing the particular operations which were described in the 
information. 


Court Grants Shippers 
Receiver for T. P. & W. 


Federal Judge J. Leroy Adair, at Peoria, Ill., on June 6 
granted the request of shippers that a receiver be named for 
the strikebound Toledo, Peoria & Western Railroad. Fred 
Windish, of ,Galesburg, Ill., auto dealer, was named receiver. 
The ruling in the case, described by the judge as “without legal 
precedent,” enjoined railroad officials and strikers from inter- 
fering with the operation of the road by the receiver. 
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Holding that shippers have a lawful right to be supplied 
with efficient transportation, Judge Adair said that railroad 
officials have a higher duty to the public than their private 
duty to stockholders. In their suit, the shippers claimed they 
suffered financial loss because of the railroad tie-up. They also 
asked appointment of a receiver for the striking unions, which 
was denied. 

Representatives of the 13 railroad unions which have been 
on strike since last October 1, when the road was returned 
by the federal government to its owners, said they would begin 
negotiations immediately with the receiver. 

Several weeks ago, at the close of the trial of the shippers’ 
suit for a receiver, Judge Adair had urged George P. McNear, 
Jr., president of the road, and the unions to meet and settle 
the dispute out of court. In his ruling June 6 he criticized both 
sides for “failure to get together.” 


COURT SAYS T. P. & W. ORDER STANDS — 
Federal Judge J. L. Adair, of Peoria, Ill., on June 12 re- 
fused to withdraw or change his order appointing a receiver for 
the strike-bound Toledo, Peoria & Western Railroad. Judge 
Adair declined a motion by Clarence W. Hey], railroad attorney, 
and said his order was carefully prepared. Any amendment, 
said he, would defeat the purpose which had guided him through 
the hearing in which a shippers’ group sought appointment of a 
receiver to bring about resumption of operations. Judge Adair 
gave the railroad one week in which to appear before the circuit 
court of appeals in Chicago to ask for a stay of execution. 
Negotiations between the receiver and the striking railroad 
unions has begun, a spokesman for the receiver said. 


House Passes Bill Carrying Funds 


for Mediation, Retirement Boards 


The House has passed and sent to the Senate H.R. 6739, 
the labor-federal security appropriation bill for the fiscal year 
beginning July 1, 1946, including money for the National Media- 
tion Board, the National Railroad Adjustment Board and the 
Railroad Retirement Board. 

As passed by the House, the bill provided $431,200 for the 
Mediation Board, $280,000 for the Adjustment Board and $300,- 
995,000 for the Retirement Board. 

The bill was passed on a roll call vote, 202 to 134, only a 
few hours after it had been reported by the House appropria- 
tions committee. In its report, that committee showed that the 
amount provided for the Retirement Board was the same as 
that recommended by the Budget Bureau but was $6,300,000 
more than had been appropriated for that board for the current 
fiscal year. 

For the National Mediation Board, the amount recom- 
mended for the fiscal year 1947 was $32,200 below the budget 
estimate for 1947 but only $13,800 less than the amount provided 
for the fiscal year 1946, according to the committee report. 
The report indicated, further, that the appropriation proposed 
for the Adjustment Board was $1,400 below the budget estimate 
and $3,750 above the total provided for that agency for the 
current fiscal year. 

The increase in the figure for the Retirement Board, ac- 
cording to the report, was attributable to “the increase in taxes 
estimated to accrue as a result of larger railroad payrolls.” 
It was explained in the report that the money provided for the 
board was paid from receipts accuring to the Treasury from 
taxes imposed on the carriers and employes pursuant to pro- 
visions of rail retirement legislation. The committee said that 
the board was planning in the next fiscal year to process about 
24 per cent more applications for retirement and death benefits 
than in the current year and that this was to be accomplished 
in spite of a slight over-all decrease in personnel. It said the 
board expected -to achieve this record through improved and 
more efficient procedures of claims handling in its bureau of 
retirement claims. Because many railroad workers eligible for 
retirement in the: war period had deferred their retirement 
applications “as a patriotic duty” and in the next fiscal year 
planned to take advantage of their retirement rights, it was 
expected that there would be a 15 per cent increase in cases 


filed with the board next year as compared with this year, the 
committee said. 


With respect to the Mediation Board, the committee said 
it appeared that some additional employes would be required 
to bring the work current and to handle a less sizeable increase 
in new cases than the board had estimated, and that the com- 
mittee therefore was providing funds for four additional media- 
tors and two additional clerical assistants. In discussion of the 
Adjustment Board item, the committee said it had inserted in 
the bill a provision preventing the use of appropriated funds to 
pay for the service of a referee,” if such referee at the same 
time shall be receiving compensation incident to his duties as a 
federal, state, or local government employe.” 
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June 15, 1946 


Maritime Labor Negotiations 
and House Committee Inquiry 


The spotlight on the maritime labor negotiations confer- 
ence in Washington shifted briefly on June 7 to the House Labor 
Committee where Representative Augustine B. Kelley, of Penn- 
sylvania, chairman of a special subcommittee investigating la- 
bor problems, held a preliminary hearing with respect to the 
maritime situation. 

After hearing John W. Gibson, Assistant to the Secretary 
of Labor, Commissioner John M. Carmody, of the Maritime 
Commission, and Edgar L. Warren, director of conciliation for 
the Labor department, in executive session, Chairman Kelley 
opened the meeting for a discussion in public. - 

Representative Alexander J. Resa, of Illinois, a subcom- 
mittee member, suggested that because of the “delicate situa- 
tion” existing the committee should avoid any action that might 
impede progress in the negotiations but that it should hold it- 
self in readiness for any action that was needed. Chairman 
Kelley and other members approved that course and the hear- 
ing was adjourned until Tuesday, June 11, at 2:30 p. m. At 
that time, said Mr. Kelley, representatives of the maritime 
unions would appear. He said his’ subcommittee was investi- 
gating problems of labor and management generally and that 
in that connection it sought information with respect to the 
maritime industry’s difficulties. 

Mr. Warren, of the Labor department, stated to the sub- 
committee the demands of the unions with respect to hours and 
wages and introduced “background” material for the record. 
Commissioner Carmody explained the position of the War Ship- 
ping Administration in the negotiations and detailed the opera- 
tion of ship subsidies. 

The Labor Department said that at a meeting June 7, of 
the Pacific coast operators, the marine cooks and stewards, 
the marine firemen, and the Marine Engineers’ Beneficial As- 
sociation, the discussion encompassed all the issues involved in 
the disputes between the unions and the Pacific coast operators. 

Methods were discussed by which the results of the Na- 
tional Maritime Union negotiations with the east coast opera- 
tors could be applied as a basis for a settlement of the disputes 
between each of the west coast unions and the Pacific coast 
operators. The department observed that the situation between 
the unions and the Pacific coast operators varied because of 
different contract expiration dates. and varying collateral is- 
sues. It said the parties were working on a solution of those 
points. The ship operators prepared a proposal on the issues 
for submission to each of the respective unions. 

Meetings were also scheduled between Frank P. Foisie, 
president of the Waterfront Employers Association of the Pa- 
cific coast, and Harry Bridges, international president of the 
International Longshoremen and Warehousemen’s Union. 

The continued presence in Washington of two of the Pa- 
cific coast shipping representatives, J. B. Bryan, president of 
the Pacific American Shipowners Association, and Gregory Har- 
rison, attorney for the Waterfront Employers’ Association of 
the Pacific coast, has caused some irritation among American 
Federation of Labor representatives on the Pacific coast who 
desired their presence on the coast for negotiations in progress 
there. The two representatives in Washington had been in- 
formed by Secretary Schwellenbach that the services of one 
of them were desired on the coast and that there would be 
no objection to one of them leaving the Washington negotia- 
tions to return to the coast. However, the two representatives 
have remained in Washington. 


A special meeting of the National Maritime Union was held 
in a Washington hotel. It was reported that the members en- 
dorsed an editorial in a Washington newspaper criticising the 
administration’s censorship with regard to the negotiations and 
that the members would ask the Committee for Maritime Unity 
to request the lifting of the closed meeting rule. 


Labor Department conciliators participating in the behind- 
closed-doors negotiations of the maritime industry’s labor trou- 
bles suggested, on June 10, a discussion of the possibility of pay- 
ment in cash for time worked over a certain number of hours as 
a possible method of solving the problems arising from the 
56-hour work week at sea. 

If, said the negotiators, the parties indicated that they re- 
garded this as an appropriate method for settlement of the 
problem, the discussion could then move on to the question of 
the point at which this extra payment would start and the man- 
ner and method of payment. 

This proposal was given to the union and ship operator 
representatives as they resumed negotiations June 7. ; 

Previously, it was reported, the National Maritime Union 
rejected a compromise proposal from the Government and the 
ship operators that seamen be given one day off in port for 
every 14 days at sea. 

For several days the conference had been deadlocked on the 
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union’s demand for a reduction in the 56-hour week which the 
operators had maintained was necessary. The unions’ last pro- 
posal was for a 44-hour week at sea. The operators’ last re- 
ported offer with respect to wages was to raise seamen’s wages 
$12.50 a month and overtime pay rates to 90 and 95 cents and 
$1 an hour. The Committee on Maritime Unity, representing 
the C. I. O. unions and one independent union, had asked for 
a 30-per-cent pay raise, on wages that ran from $127.50 a 
month for ordinary seamen to $212 a month for electricians. 


‘The C. M. U. asked for west coast longshoremen a raise from 


$1.15 an hour to $1.50 an hour. 

In the meantime it was understood the National Maritime 
Union had set in motion the machinery for a nationwide mari- 
time strike on June 15. 

Harry R. Bridges, president of the International Long- 
shoremen and Warehousemen’s Unions, told a special House 
labor subcommittee that the maritime unions might strike 
against the Government if the Government were operating ships 
for “private profit” but that they would not be likely to strike 
— the Government if it were operating the ships for the 
people. 

The answer came after a series of questions from Repre- 
sentative Fisher, of Texas, as the subcommittee resumed its 
hearings on the maritime industry’s labor troubles. 

Mr. Fisher asked Mr. Bridges if, in the event the Govern- 
ment took over the ships and. operated them, he would “still 
persist” in asking laborers in other countries to strike against 
the United States. ; 

Mr. Bridges said he would not consider action by the mari- 
time industries of other countries as a strike. Labor in many 
countries was “a little ahead of us,” he said, adding that for- 
eign labor organizations would probably refuse, on their own 
accord, to handle U. S. shipping in the event of a strike here. 

Explaining the situation with respect to the Committee for 
Maritime Unity’s appeal to the World Federation of Trade 
Unions for world support in the event of a maritime strike in 
the United States, Mr. Bridges said “You pick your factories 
where you can catch them.” He used the word “factories” to 
describe the ships, which were the plants the men worked in and 
which might be distributed in ports all over the world. The 
maritime industry was different in this respect from other in- 
dustries, he said. In the event of a strike it would be neces- 
sary to call in these men from many ports of the world. These 
men, he said, were acquainted with the seamen of other na- 
tionalities in these ports. 

The appeal to the world federation was “not an overnight 
subversive plot,” he said, but a plan that had been worked 
out long ago. 

Mr. Bridges said the negotiations now in progress under the 
auspices of the Department of Labor were not taking place on 
the merits in dispute; that the ship operators had refused to 
make concessions; and that the unions had agreed to modify 
their working hour demands. The unions, he said, felt they 
were “about at the end of their rope” in the negotiations. 


Says Operators Are Agents of U. S. 


The ship operators, he said, impressed on the unions that 
the operators were the agents of the Government; that they 
had their orders from the Government, and that their orders 
were to “give you nothing.” He said the operators could not 
make any concession in the negotiations without permission 
from the War Shipping Administration. He said the W. S. A. 
and Maritime Commission had held that less than 56 hours at 
sea was impossible; therefore, that the 40-hour week was im- 
possible, and that the operators, refusing to reduce the hours, 
had said Congress did not favor it. 

If the minimum wage act were passed and coverage made 
to extend to the maritime industry, there would be no strike, 
said Mr. Bridges, adding that maritime labor asked for mini- 
mum wages set forth in the fair labor standards act. It had al- 
ready compromised on hours, he said. 

Asked whether, in the event the Government took over and 
operated the ships, the maritime unions would enter into di- 
rect negotiations with the Government, Mr. Bridges said they 
“would not expect to be treated worse than John Lewis.” 

In a discussion of seamen’s wages in relation to the fact 
that they received their board while at sea Mr. Bridges, in an- 
swer to a question, said the food consumed by a seaman was 
worth about a dollar a day. 

Mr. Bridges was asked to file a written statement of the 
unions’ demands. 


WAGE INCREASE FOR LAKE TUGBOAT WORKERS 


Acting under terms of the war labor dispute act, the Na- 
tional Wage Stabilization Board has ordered into effect a wage 
increase of $1.53 a day for tugboat workers of the seized fa- 
cilities of the Great Lakes Towing Co., and ordered that a union 
claim for pay, based on charges of a lockout and dismissals pre- 
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ceding the seizure last November 29, be submitted to arbitration 
for a final and binding decision. 

The board’s announcement followed approval of the action 
by the President. Under the existing laws, wages and work- 
ing conditions in seized plants may be changed only upon ap- 
plication to, and order by, the Wage Stabilization Board, sub- 
ject to presidential approval. 


The order was issued as a result of an application filed by 


the Tug Firemen, Linemen, Oilers and Watchmen’s Protec- 
tive Association, ILA AFL. The Office of Defense Transporta- 
tion, seizing agent of the government, did not join in the ap- 
plication to the board but did not oppose the union’s requests, 
said the board. 


House Members Criticize W. S. A. 
Attitude in Ship Strike Threat 


Contending that the merchant ships affected by the threat- 
ened strike in the maritime industry were owned by the United 
States government and not by the ship operators who served 
as general agents for the War Shipping Administration, Repre- 
sentative Coffee, of Washington, in an address in the House on 
June 11, voiced dissatisfaction with the participation of ship 
operators in collective bargaining with the unions in the mari- 
time labor dispute, in which a strike of seamen at all U. S. 
ports had been called for June 15. _ . 

He maintained that the federal government, through the 
W. S. A., had not done all in its power to reach a peaceful set- 
tlement in the dispute, and that there had been no active in- 
tercession by the W. S. A. in the collective bargaining pro- 
ceedings “except to publicize its planning, with other interested 
government agencies, in the event of government operation and 
direct government negotiation.” He said that “some 2,400 of 
the 3,100 ships in the merchant marine are today owned by the 
United States government.” 

“In the maritime industry,” he averred, “there is no need 
for government seizure before government negotiations could 
be held., In the maritime industry the most that is required is 
to destroy the mirage of private operation, to pierce the legal 
fiction under which the private owners are now operating. The 
W. S. A. could simply dispense with its private operators now 
acting as its agents, negotiate its own contracts, and operate the 
vessels which it owns with the personnel manning them at 
present.” 

Representative Patterson, of California, declared that Presi- 
dent Truman’s recent statement that he would use armed forces 
to run the maritime industry in event of a strike had seri- 
ously hampered efforts of the unions and Labor Department 
conciliators to avert a strike. He said he thought the strike 
could be averted “if the government, the real owner of 80 per 
cent of the merchant marine, takes a firm stand in forcing 
genuine collective bargaining by the ship operators.” 

The seamen, said Representative Havenner, of California, 
were asking for a 40-hour workweek as opposed “the present 
inhumanly long 56-hour and 63-hour week,” but, he asserted, the 
operators regarded that as an unreasonable request. He said 
a second point in disagreement was the seamen’s demand for a 
wage increase, and he said that the shoreside equivalent for 
“the basic wage aboard an American vessel of 56 cents an 
hour for skilled labor” was $1.03 to $1.20 an hour. 

“Shipowners are not reluctant to accept operating subsi- 
dies for themselves but they resist every attempt to divert a 
fair amount of these subsidies into the pockets of maritime la- 
bor where they rightfully belong,” Mr. Havenner declared. 

Representative Delacey, of Washington, contended that “all 
talk of strike” would end if the government directed those who 
served as agents of the W. S. A. to “operate the people’s ships 
to reduce the inhumanly long work week, to bring seamen’s 
wages up within sight of shoreside wages, and make the settle- 
ment retroactive to the dates of expiration of the old agreements 
with the unions. 

“There is a possibility that railway workers will refuse to 
transport freight into docks for loading if it will mean cross- 
ing longshoremen’s picket lines,” Mr. Delacy said. ‘We must 
not let this happen. It need not happen.. .” 


TRUMAN VETOES CASE LABOR BILL 


President Truman vetoed H. R. 4908, the Case bill providing 
for adjustment of labor disputes, June 11, and the same day the 
House sustained the veto by a vote of 255 to override the veto 
to 135 to sustain the veto. The vote to override was 5 votes 
short of the necessary two-thirds required. President Truman’s 
chief objection to the bill, his veto message disclosed, was that 
he did not think the bill, if made law, would help to stop strikes 
and work stoppages and prevent other practices that adversely 
affected our economy. He urged a congressional study of the 
whole field of labor relations. 


TRAFFIC WORLD 


The Case bill included the so-called Hobbs truck anti- 
racketeering bill that had been passed by the House as a sep- 
arate measure. The Hobbs bill was added as an amendment 
to the Case bill in the Senate. With respect to that part of 
the Case bill, embodied in section 7, the President said: 


On its face this section does no more than prohibit all persons, 
whether union representatives or employers or others, from interfering 
with interstate commerce by robbery and extortion. 


I am in full accord with the objectives which the Congress here 
had in mind. . 

However, it has already been suggested that some question may 
arise from the fact that section 7 omits from the original act the pro- 
vision that it was not to be construed so as to “impair, diminish or 
in any manner affect the rights of bona fide labor organizations in 
lawfully carrying out the legitimate objects thereof.’’ 

It should be made clear in express terms that section 7 does not 
make it a felony to strike and picket peacefully, and to take other 
legitimate and peaceful concerted action. 


Friction Develops in House Debate 
on Rail Employe Benefit Bill 


Supporters of committee-approved version of H. R. 
1362 tangle with backers of Crosser measure at June 10 
session. Consideration of legislation to amend railroad 
retirement, unemployment insurance and carrier taxing 
acts to be resumed after three-day interval. Possible 
attack on-constitutionality of present and proposed law 
suggested. Chairman Latimer, of Railroad Retirement 
Board, criticized for partisan discussion of bill at hear- 
ings. One House member proposes coverage of rail 
workers by social security act 


As the House on June 10 began consideration of legislation 
to amend the railroad retirement, unemployment insurance and 
carrier taxing acts, as set forth in a bill recommended by the 
House interstate commerce committee as a substitute for the 
text of the so-called Crosser bill, H. R. 1362, and in the Crosser 
bill itself, tempers of several House members appeared ruffled 
and widely diverging opinions as to the merits of the original 
Crosser bill and of the committee’s substitute were expressed. 

When the first day of debate by the House, in session as 
the Committee of the Whole House on the State of the Union, 
was concluded the immediate question before that body— 
whether the committee bill should take precedence over the 
original Crosser bill in consideration for amendment and pas- 
sage—had not been subjected to a vote. The debate was sched- 
uled to be resumed the afternoon of June 14. Under the rule 
granted by the House rules committee, permitting expedited 
consideration of the legislation, five hours was allowed for the 
debate, and the Republican and Democratic spokesmen support- 
ing the committee bill had agreed to give an hour of their re- 
spective time allotments of 24 hours to Representative Crosser, 
of Ohio, author of H. R. 1362 in its original form, and his sup- 
porters, so that the Crosser group would have two hours for 
presentation of its contentions. The majority and minority 
spokesmen in support of the committee bill were Representative 
Bulwinkle, of North Carolina, ranking Democratic member, and 
Representative Wolverton, of New Jersey, ranking Republican 
member, of the House interstate commerce committee. Chair- 
man Lea, of that committee, was not present on the first day 
of debate on the bill. 

Representative Halleck, of Indiana, member of the inter- 
state commérce committee, in an explanatory statement about 
the legislation said that in the preparation of H. R. 1362 no 
effort had been made to bring about a meeting of minds as be- 
tween management and employes. 

“Of course,” he said, “in the original enactment of the leg- 
islation the Congress was in the position of simply plac- 
ing its stamp of legislative approval upon the agreement that 
had been arrived at. That was a fortunate situation. The Con- 
gress is not in that fortunate situation today.” 


Criticism of Latimer 


Mr. Halleck said that Chairman Latimer, of the Railroad 
Retirement Board, an agency whose members, he said, “would 
normally be expected to maintain themselves in that impartial 
attitude under which a committee of Congress .. . could seek 
of them advice as to this proposition or that proposition,” had 
been an extreme partisan in behalf of the bill as originally in- 
troduced and had been “more vigorous in-his support of it than 
anyone else” who appeared before the interstate commerce 
committee. 

“So the committee necessarily found and felt and believed 
and knew that instead of the agency being in an impartial po- 
sition to advise us as to what the costs might be and what the 
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effect of this extension or that extension might be, it was de- 
prived of that unbiased advice,” said Representative Halleck. 
“That is the reason that after a subcommittee was appointed to 
begin the actual detailed consideration of the measure, the sub- 
committee in its wisdom found it necessary to direct the chair- 
man of our committee ...to employ an actuary to make an 
independent, unbiased study of this whole program .. . to the 
end that our committee might be apprised as to the cost of the 
various suggestions and make such levies as might be necessary 
to meet such extensions as we might see fit to write into the 
bill.” 
Discharge Petition Assailed 


Mr. Halleck referred to the fact that a discharge petition, 
to bring the bill out of the House interstate commerce commit- 
tee, had been placed on the Speaker’s desk by Representative 
Neely, of West Virginia. 

“T have heard varying stories about some of the representa- 
tions that were made to members as that petition was being 
signed up,” he continued. “I have heard it suggested that the 
committee was refusing to act and had refused to act and was 
not going to do anything about the bill. Let me give you the 
facts. . .” 

He then related that the subcommittee had worked long 
and diligently on details of the bill, that the full committee had 
adopted the revised draft of the bill on April 11, by a vote of 
16 to 8, and that on April .16 the discharge petition was put 
on the Speaker’s desk. 

“It has been suggested,” he said, “that the committee re- 
ported the bill only because the discharge petition was signed 
up. That just is not true... 

“If discharge petitions are to be used in this manner and 
if the work of legislative committees, after they have given 
careful consideration to all of the arguments pro and con and 
after they have labored for days, weeks and months to draft 
proper legislation, is to be thrown out the window and the 
proposal taken as introduced, then we might as well fold up 
the committee system and just forget about it. . . It may be that 
part of that 47 million will be turned loose on me. I do not 
know. If it is, I just cannot help it because I have done my 
level best to discharge my responsibility to the railroad men of 
my district and my state and in the nation, as well as the people 
whose money is invested in the railroads... and to our economy 
generally—because I think there must be some consideration 
of the interlocking of all the segments of our people in all of 
our industries to the end that we bring about some harmoniz- 
ing of the benefits that each is to receive. . .” 


Differences Between Two Bills 


Representative Bulwinkle said that the first difference be- 
tween the two considered bills was the coverage. He declared 
that the Crosser bill would extend rail employe benefits to em- 
ployes of private icing plants, by which rail refrigerator cars 
were iced; to creosoting plants, over 50 per cent of whose work 
was creosoting ties and telegraph poles and that the full ex- 
tent of the proposed broader coverage could not be explained 
even by “Mr. Latimer, who proceeded to draft the bill that the 
gentleman from Ohio introduced, and who wanted to make the 
social security out of the railroad retirement bigger than the 
social security paid down at the end of Independence Avenue.” 

“One of the greatest faults I found in it (the Crosser bill),” 
said Mr. Bulwinklé, “is that the present retirement fund is ac- 
tuarily unsound.” Mr. Latimer said it would take 1% per cent 
to make it sound. The Crosser bill provided for 1% per cent, 
but .. . the railroads said it would take 3 per cent. . . 

“As to disability benefits, Mr. Latimer concocted a. new 
scheme of things, disability benefits for injuries resulting any 
time within 12 months after a man left the service of the com- 
pany. No matter how he was injured, no matter what happened, 
with the employer having nothing whatsoever to do with the 
J the company would have to pay under the Crosser 

11 Oa. 

Mr. Bulwinkle said the committee decided that the total 
tax on both employers and employes for the support of the re- 
tirement system should not reasonably be more than 12 per 
cent, “meaning a tax of 6 per cent on each.” Continuing, he 
said, in part: 


To increase the tax on the railroads for retirement purposes to 
6 per cent, with no change in the present 3 per cent: tax for un- 
employment insurance, would add about $110,000,000 per year to their 
operating costs, ultimately to be passed on to the shippers of the 
country. It would make the total tax on the railroads for both retire- 
ment and unemployment insurance 9 per cent, amounting to nearly 
$400,000,000 per year, as’ compared with an average tax of less than 
3 per cent now being paid for both purposes by other industries, 
including competitors of the railroads. By substituting a sliding scale 
of tax rates for the present flat 3 per cent tax imposed on the railroads 
for unemployment insurance, the committee was able to avoid an 
immediate increase in the combined tax rate of 6% per cent now being 
paid by the railroads for both purposes. At the same time, the pro- 
visions under which the sliding scale is to operate will insure the 
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solvency of the unemployment insurance system. At this proposed 
combined tax rate of 6% per cent proposed by the committee, the 
railroads will have to pay well over $275,000,000 per year for the sup- 
port of the two systems of railroad social insurance. I think that all 
will agree with me that that is a pretty stiff tax for any purpose... . 

If every railroad man had had this bill before him and there had 
not been the misrepresentation about it that has gone out, he would 
gladly have accepted it. . . . Remember this, that when costs are piled 
up on transportation companies there is only one way they can get 
them back, and that is from increased freight rates. The committee bill 
is fair both to employers and employes, it is a just one, and it should be 
passed as the committee reported it out. 


Mr. Bulwinkle and Mr. Wolverton both expressed displeas- 
ure when, after the former had stated that he “would like to 
hear” from Mr. Crosser, Representative Crosser said, “I am 
going to use my time when I feel like it.” Representatives Bul- 
winkle and Wolverton averred that Mr. Crosser’s attitude was 
not in consonance with an agreement in the House rules com- 
mittee meeting to which he had been a party. 


Question of Constitutionality 


Mr. Wolverton said that there were some who were still 
doubtful that the present laws on railroad-retirement were con- 
stitutionally valid in all respects, but that “the (railroad) com- 
panies are bound not to make such a test on existing laws.” 

-“However,” he continued, “from the strong opposition that 
the carriers made in the hearings before our committee and 
from the knowledge that their agreement cannot be held to 
bind them as to a changed law—a law changed without any at- 
tempt to consult the companies—I am fearful that if we should 
pass the original Crosser bill instead of the committee amend- 
ment that we would be placing the entire railroad retirement 
act in jeopardy of an attack on its constitutionality. We may, in 
short, be taking everything the employes have gained away 
from them under the guise of helping them to further benefits.” 

Representative Gifford, of Massachusetts, said he wanted to 
call attention to the fact that the railroad industry was one 
segment of industry that was being treated entirely apart and 
differently than others and that “the social security act which 
has taken months of our time on the committee on ways and 
means this year could better provide for them.” 


Wage Increase for “Dry Cargo” 
Licensed Seamen 


The national Wage Stabilization Board announced June 13 
approval of a recent arbitration award calling for wage in- 
creases of from $5 to $45 a month for an estimated 30,000 
licensed seamen on “dry cargo” ships to bring total postwar 
increases in line with those granted licensed personnel on 
tankers, and to restore historical differentials in rates on the 
two types of vessels. The increases were retroactive to Janu- 
ary 4, 1946, date on which the parties agreed to submit their 
differences to an arbitration board, said the board, adding: 


The arbitration award which was presented to the board affected 
77 companies operating government-owned ships as general agents of 
the War Shipping Administration. Representing the employes were the 
National Organization of Masters, Mates and Pilots of America, AFL, 
and the National Marine Engineers Beneficial Association, C. I. O. 

In approving the increases for purposes of computing government 
costs, the Wage Stabilization Board found that inequities had developed 
since V-) Day between the wages of licensed seamen on the dry cargo 
ships and those employed on tankers as a result of increases ranging 
up to $90 a month which have been placed into effect voluntarily by 
large private corporations operating tanker lines. 

The arbitration case grew out of an order of the former National 
War Labor Board last August 31, in which a $45 a month increase was 
granted to an estimated 128,000 unlicensed seamen on cargo ships and 
later extended to licensed seamen, all to be effective October 1, 1945. 
In the case of the licensed personnel, however, the WLB issued later 
instructions for the parties to negotiate further on the wage issues 
and to submit the matter to arbitration in event of disagreement. The 
increase also was extended by the general agents to licensed personnel 
on government-owned tankers. 

Subsequently, however, various private firms-on October 1, granted 
increases of from $50 to $90 a month to licensed seamen on tankers, 
widening the disparity in rates between the tanker and dry cargo 
employes. The arbitration award averaged 5.78 per cent and provided 
$5 a month for third officers; $10 for second officers, $15 for the first 
officers, $40 for the chief engineer and $45 for masters. These adjust- 
ments restored the previous differential. The unions had asked increases 
of 45 per cent before the arbitration board. 


Rail Wage Increases 


Chairman H. H. Schwartz, of the National Railway Labor 
Panel, has authorized carriers subject to the railway labor act 
to grant to employes not covered by the settlement of the recent 
rail wage dispute an increase in pay of such employes 2% cents 
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an hour ©n and after May 22. Authority to grant an increase 
of 16 cents an hour to such employes had been previously granted 
by Chairman Schwartz. 

The order is not applicable to any carrier subject to the 
act whose wage-setting practices follow the movements of any 
industry other than the railroad industry. In the case of 
organized employes with duly recognized bargaining represen- 
tatives, the approval conveyed herein is applicable only in the 
event that the terms of the increase meet with the concurrence 
of such recognized representatives of the employes. 

“This authorization is permissive in nature and shall not 
be construed as directing or ordering payment of such increases 
as are herein approved,” said Chairman Schwartz. 


Increased Wages to Cost Rails 
$725,000,000 in 1946 


Commission's Bureau of Transport Economics and 
Statistics bases figure on 95 per cent of 1945 rail em- 
ployment. Also estimates what cost would have been 
in 1945. Rail expenditures for improvements in first 
three 1946 quarters estimated to total over $400.- 
000,000 


Giving effect to the 16-cent increase granted railroad op- 
erating and nonoperating brotherhoods by arbitration boards, 
retroactive to the first of the year, and to the 2%-cent increase 
granted as a result of the strike of two of the brotherhoods, 
effective May 22, with the agreement there would be no changes 
in rules for a year, the Commission’s Bureau of Transport 
Economics and Statistics, in its monthly comment on trans- 
portation statistics, dated June 10, estimated $725,000,000 as 
the cost to the railroads in 1946. 

The estimate was made on the assumption of 95 per cent 
of 1945 employment. The payroll increase, the bureau said, 
would be about $685,000,000, and payroll taxes would approxi- 
mate $40,000,000. 

The comment was issued as information with the note that 
it had not been considered or adopted by the Commission. 

Comment of the bureau on the effect of the wage increases 
follows: . 


Recent wage agreements signed by representatives of railroad man- 
agement and of the operating and nonoperating railroad employe 
brotherhoods following the strike of certain operating employes.adds an 
additional 2.5¢c per hour to the 16c per hour increase previously awarded 
by arbitration boards. ~The original awards of 16c per hour were made 
retroactive to January 1, 1946, and the additional 2.5c per hour increase 
went into effect as of May 22. 

The 1945 payroll of Class I line-haul steam railways would have 
been increased approximately $102 million and payroll taxes by about 
$6 million as the result of a 2.5c raise in basic wages. As indicated 
in the April 10, 1946, issue of these Comments, an increase of 16c per 
hour in wages would have raised the 1945 payroll by $658 million 
(exclusive of additional payroll taxes amounting to about $39 million). 
Thus, if the 18.5¢c per hour increase had been in effect throughout 1945, 
the cost of the carriers would have been $805 million. : 

Preliminary figures for the first three months of 1946 indicate 
that the total employe ‘‘hours paid for’’ of Class I steam railways was 
about 5 per cent below that of the same period in 1945. Assuming 
that total ‘‘hours paid for’’ in the calendar year 1946 will be 95 per cent 
of the 1945 total and allowing for the 16c per hour increase in wages 
for the full year plus the additional 2.5c per hour beginning as of 
May 22 (with adjustment for time paid for in excess of straight time 
rates), it is estimated that the carriers’ 1946 payroll will be increased 
about $685 million as the result of these wage adjustments. Payroll 
taxes on this amount would be approximately $40 million or a total 
estimated cost of $725 million. 


Rail Taxes Down 


The bureau said Class I line-haul steam railways had re- 
ported total tax accruals for 1945 at $825,000,000, compared with 
$1,846,000,000 in 1944, a decrease of 55.3:per cent. The change, 
it said, was the result of a decrease of $999,000,000 in federal 
income and excess profits taxes and a drop of $22,000,000 in all 
other taxes, including federal payroll taxes for old age retire- 
ment and unemployment insurance, miscellaneous federal taxes 
and state and municipal taxes. 

“Because of large tax credits resulting from abnormal 
charges to operating expenses in 1945 for accelerated amortiza- 
tion of defense projects, claims for refunds on account of 
‘carry-back’ provision of the tax laws, adjustments of accruals 
for prior years, and lower taxable income, the combined federal 
income taxes in 1945 were 76.6 per cent below those of 1944,” 
said the bureau. “The normal tax and surtax accruals in 1945 
were 25.2 and 20.4 per cent, respectively, lower than in 1944, 
morerg excess profits declined about $931,000,000, or 91.5 per 
cent.” ‘ 

The bureau said the first 4 months’ federal income taxes 
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of those railroads amounted to $17,600,000 as compared with 
$371,700,000 in the same period of 1945, a decrease of 95.3 per 
cent. It observed that the excess profits tax was: eliminated 
as of January 1, 1946, adding that the 1946 figures included 
tax credits applicable to prior years. For 1945 it said, 46 roads 
had reported net debits for excess profits taxes and 35 roads 
had reported net credits for such taxes. 


Loadings Forecast 


The bureau had the following to say about loadings in June 
and for the balance of the year: 


Loadings of grain and grain products are expected to average 
51,100 cars weekly in June. The production and marketing administra- 
tion of the Department of Agriculture points out that while the forecast 
is 6.6 per cent below the unprecedentedly high levels of 1945, it is 
higher than similar loadings in 1942, 1943, and 1944. Demand, both 
domestic and foreign, is very strong, and, if present uncertainties 
relating to price and the disposition of farmers to sell are resolved 
in the near future, both June and July levels may approximate those 
of last year. Average weekly loadings in July and August are expected 
to be 60,200 and 55,300 cars, respectively. ; 

According to P. M. A. live stock loadings have been slowed up 
recently by rail and coal difficulties, feed supply, price relationships, 
and market uncertainties. June loadings are expected to average 
13,200 cars per week, or 3.8 per cent below the corresponding month 
of last year. July and August shipments, however, are forecast at 14,200 
and 16,300 cars per week, or 9.1 and 6.8 per cent above loadings in 
July and August, 1945. : 

Demand for transportation of perishable and semi-perishable domes- 
tic commodities that normally move in refrigerator cars is estimated 
by P. M. A. to total 187,000 cars in June, an increase of 5,300 cars 
over estimated movement in June, 1945. Fresh fruits and vegetables 
are expected to show an increase of about 10,000 cars, or 12.8 per cent, 
with heavy shipments of cantaloupes and potatoes from California, 
and watermelons from Florida accounting for a large part of the addi- 
tional traffic. Canned foodstuffs likewise are expected to show an 
increase of about 1,300 cars. However, an estimated 20 per cent decrease 
in loadings of beverages cuts the net increase for all perishables 
considerably. 

For the balance of the year movement of coal by rail, while perhaps 
no greater in terms of carloadings than in the past, will require more 
car-days and car-miles than usual, owing to the curtailment of coal 
shipping on the Great Lakes in April and May. Coal dumpings at 
lower lake ports totaled 4.4 million tons on June 3, as compared with 
12 million tons on the same date of 1945. The prospects of making 
up any considerable portion of this slippage by the use of water trans- 
portation during the current navigation season are poor, and much 
of the 7.6 million ton difference will be carried long distances by rail, 
with a resultant increase in turn-around time for coal cars. 

Lower lake and furnace stock piles of iron ore are currently some 
40 per cent greater than last year. This situation combined with a 
curtailed production of iron and steel during April and May indicates 
that movement of ore down the Great Lakes this season may. be some- 
what under the 62 million tons expected at the end of April. No revised 
estimate has been made at this time, in view of the possibility of 
further disturbances in transportation of the ore by water. 


Explosives Revenue 


The bureau said railway freight revenue from the trans- 
portation of explosives had increased from about $3,600,000 
in 1939 to over $432,000,000 in 1944, and dropped to about 
$410,000,000 in 1945. It said the revenue per car originated 
on “Explosives, N. O. S.” during the war period exceeded that 
of any other commodity class, reaching a peak of $1,289 per car 
in 1945. Preliminary figures for the first two months of 1946 
indicated that revenue “from this profitable traffic” had declined 
about 75 per cent, said the bureau, in comparison with such 
revenue for the same 1945 period. 


Comparative Freight Car Service 


Saying average net ton-miles, including revenue and non- 
revenue freight, per car day was a useful measure of efficiency 
in freight car performance, the bureau carried a table in the 
comment comparing the average for the first three months of 
the years 1929-1946. Commenting on the table, it said: 


The average which is affected by such factors as volume of traffic, 
load per car, length of haul, and number of unserviceable and ‘‘surplus”’ 
ears, is low in periods of light traffic and high when traffic is heavy. 
Net ton-miles per freight car-day increased consistently in each of 
the six first-quarter periods from 1938 (average 433) through 1944 
(average 1,055), but declined somewhat in 1945 and dropped sharply 
in 1946. The average of 897 for the first 3 months of 1946, however, 
is much higher than that for the same period in any of the fourteen 
years 1929-1942. 


Gross Weights of Trains and Cars 


Under the heading, “Gross weights of freight and passenger 
trains and cars in transit,” the bureau had this to say: 


The gross weight of rolling stock in transit is governed by (1) the 
tare weight of the equipment; (2) the load carried; and (3) the relative 
amount of empty movement. The gross weight is computed by relating 
the gross ton-miles to the number. of car-miles. 

The gross weight of trains is governed not only by the factors 

























































Jur 


cars 
com 


ser 
rep 
hea 


exc 
of | 
exc 
an 


ave 
tra 


ton 
tio! 
cor 
cal 


aan Goh bt Be oe fed OO 


YORLD 


ed with 
95.3 per 
minated 
included 
46 roads 
35 roads 


-in June 


/ average 
iministra- 
> forecast 
945, it is 
ind, both 
ertainties 
resolved 
ate those 
expected 


lowed up 
tionships, 
- average 
1g month 
, at 14,200 
adings in 


le domes- 
estimated 
3,300 cars 
regetables 
per cent, 
valifornia, 
the addi- 
show an 
, decrease 
erishables 


e perhaps 
uire more 
t of coal 
npings at 
ared with 
f making 
ter trans- 
ind much 
Ss by rail, 


ntly some 
d with a 
indicates 
-be some- 
No revised 
sibility of 


ne trans- 
3,600,000 
to about 
riginated 
ded that 
9 per car 
; of 1946 
declined 
vith such 


and non- 
efficiency 
le in the 
10nths of 
id: 

of traffic, 
‘“‘surplus”’ 
is heavy. 
n each of 
ough 1944 
d sharply 
_ however, 
e fourteen 


oassenger 


by (1) the 
he relative 
yy relating 


he factors 


June 15, 1946 


named above pertaining to rolling stock but also by the number of 
cars that are hauled in the train. The gross weight of the train is 
computed by relating the gross ton-miles to the number of train-miles. 

Beginning with 1937 gross ton-miles run off in passenger-train 
service, allowing 150 pounds for each passenger and his baggage, were 
reported and compiled. The passener train gross ton-miles also include 
head-end service, such as express and mail. 

In 1937, the average gross weight of a passenger train (locomotive 
excluded) was 515 tons, which in 1944 became 687 tons or an increase 
of one-third. The average gross weight of a freight train (locomotive 
excluded) in 1937 was 1,902 tons, which rose to 2,409 tons in 1944, or 
an increase of a little over one-fourth. The 1944 freight train was 
thus 34% times as heavy as a 1944 passenger train, owing to the longer 
average freight train of 53 cars as compared with an average passenger 
train of 9.6 cars. 

The average gross weight of a passenger train car in 1937 was 69.6 
tons, which increased only 0.7 per cent to 70.1 tons in 1944, a retarda- 
tion attributable in a great measure to the introduction of light-weight 
construction. In the meantime the number of passengers per passenger- 
carrying car had advanced from 13 in 1937 to 32 in 1944. 

The average gross weight of a freight train car (caboose included) 
was 39.7 tons in 1937 and 44.4 tons in 1944, an increase of 11.8 per cent, 
which was the combined result of an increase in the per cent loaded 
of total car-miles from 58.7 in 1937 to 65.8 in 1944 and an increase 
in the average load (net ton-miles per loaded car-mile) from 27.1 tons 
in 1937 to 32.6 tons in 1944. 

The 1944 passenger train car gross weight of 70.1 tons was over 
1% times as heavy as that of the freight train car gross weight of 
44.4 tons. 


Rail Capital Expenditures, 1946 


The bureau said railroads had recently been asked to fur- 
nish certain information regarding 1946 capital expenditures. 
A table compiled from the returns showed actual and estimated 
capital expenditures for the first three quarters of 1946 (first 
quarter actual, the other two quarters estimated) of $174,- 
802,711 for road, and $236,639,327 for equipment, a total of 
$411,442,038. Actual and estimated capital expenditures for 
roads that reported data for all three quarters showed $163,- 
037,333 for road, and $219,869,926 for equipment, a total of 
$382,907,259. 

Commenting on the returns, the bureau said: 


For all reporting roads, the actual and total estimated expen- 
ditures for the first three quarters of 1946 are in excess of $411 
million, or at the rate of a little over $133 million a quarter. For the 
123 roads for which the reports for all three quarters were complete 
the total is about $30 million lower. For all three quarters combined, 
the total figures for equipment greatly exceed those for roadway prop- 


erty, and the same is true of the estimates for the second and third. 


quarters in both sets of figures. No such considerable difference 
between equipment and roadway property, however, occurs in the 
expenditures actually reported for the first quarter. It is possible, 
though only a conjecture, that the large excess of the estimated equip- 
ment expenditures in the second and third quarters, as compared with 
the actual of the first quarter, reflects anticipated deliveries of equip- 
ment on order. 

The estimates for the second quarter are consistently higher than 
the first quarter actual for both road and equipment in both sets of 
figures and the third quarter estimates are higher than those for the 
second. What effect on the actual expenditures in the second and third 
quarters as compared with the estimates may be anticipated as a 
result of the wage increases and other increases in costs is, of course 
a matter of conjecture. In this connection, however, it is appropriate 
to note that Circular No: 31 was dated April 12, 1946, and asked for 
a report by May 15. The circular, therefore, did not go out for more 
than a week after the original wage awards of 16c per hour. With the 
exception of a few roads, all reports here tabulated, however, were 
received prior to the May 25 announcement of an additional 2.5c per 
hour increase. The sum of the actual and estimated capital expendi- 
tures of the 123 roads which reported complete data for the first three 
quarters of 1946 is 19.6 per cent above the total actual expenditures 
of the same roads for the corresponding period in 1945. For road the 
increase is 13.0 per cent, and for equipment 25.0 per cent. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,307,251 at the middle of 
May, a decrease of 8.38 per cent compared with May, 1945, 
and a decrease of 2.98 per cent compared with April this year, 
according to a rail employment compilation based on prelimi- 
nary reports, prepared by the Commission’s bureau of Transport 
Economics and Statistics. The May, 1946, employment was re- 
ported as follows: 

Executives, officials, and staff assistants, 14,997; profes- 
sional, clerical, and general, 224,187; maintenance of way and 
structures, 259, 350; maintenance of equipment and stores, 353,- 
183; transportation (other than train, engine and yard), 172, - 
792; transportation (yardmasters, switchtenders, and hostlers), 
16, 565; transportation (train and engine service), 266,177. 


STATISTICAL COMMODITY GROUP REVISION 


An increased postwar interest in possible revisions of the 
commodity groups, used by the Commission in its statistical 
reports, has taken the form of asking governmental departments 
to submit their ideas. 
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It was said at the Commission that the matter had been 
under discussion, “in spurts,” for several years, but that war 
conditions had caused the matter to be set aside. 

The most recent activity in that connection, prior to the 
departmental requests, it was said, had been about two years 
ago when reports of water carriers were under consideration 
and the general subject had been given some attention. 


Carloading Week of June 8 
Shows Large Increase 


Loading of revenue freight the week ended June 8 totaled 
830,126 cars, according to the Association of American Rail- 
roads. This was a decrease below the corresponding week of 
1945 of 54,532 cars, or 6.2 per cent, and a decrease below the 
same week in 1944 of 43,048 cars or 4.9 per cent. 

Loading of revenue freight for the week ended June 8 in- 
creased 203,241 cars or 32.4 per cent above the preceding week. 

Miscellaneous freight loading totaled 357,223 cars, an in- 
crease of 36,572 cars above the preceding week, but a decrease 
of 42,430 cars below the corresponding week in 1945. 

Loading of merchandise less than carload lot freight to- 
taled 126,898 cars, an increase of 19,148 cars above the pre- 
ceding week, and an increase of 18,604 cars above the corre- 
sponding week in 1945. 

Coal loading amounted to 173,291 cars, an increase of 111,- 
500 cars above the preceding week but a decrease of 2,065 
cars below the corresponding week in 1945. 

Grain and grain products loading totaled 43,506 cars, an 
increase of 4,203 cars above the preceding week but a decrease 
of 9,505 cars below the corresponding week in 1945. In the 
western districts alone, grain and grain products loading for 
the week of June 8 totaled 29,254 cars, an increase of 2,681 
cars above the preceding week but a decrease of 7,865 cars 
below the corresponding week in 1945. 

Live stock loading amounted to 15,179 cars, an increase of 
1,747 cars above the preceding week and an increase of 711 cars 
above the corresponding week in 1945. In the western districts 
alone loading-of live stock for the week of June 8 totaled 11,- 
362 cars, an increase of 1,250 cars above the preceding week, 
—. an increase of 781 cars above the corresponding week in 
1945. 

Forest products loading totaled 47,135 cars, an increase of 
5,325 cars above the preceding week and an increase of 588 
cars above the corresponding week in 1945. 

Ore loading amounted to 58,493 cars, an increase of 21,093 
cars above the preceding week but a decrease of 14,248 cars 
below the corresponding week in 1945. 

Coke loading amounted to 8,401 cars, an increase of 3,653 
cars above the preceding week, but a decrease of 6,187 cars be- 
low the corresponding week in 1945. 

- All districts reported decreases compared with the corre- 
sponding weeks in 1945 except Pocahontas and Southern and 
all reported decreases compared with 1944 except Pocahontas, 
Southern and Central Western. 


1946 1945 1944 

4 Weekes OF JORGALY  ..6 soo ck. cus 2,883,620 3,003,655 3,158,700 
4 weeks of February ................. 2,866,710 3,052,487 3,154,116 
Been OE MORON. 5. occ eae 3,982,229 4,022,088 3,916,037 
ee | is eee 2,604,552 3,377,335 3,275,846 
I, Sis 5 seis arb.ok Soe dct vase 2,616,067 3,456,465 3,441,616 
Week of June l1 ............. stetedble dae eh 626,885 837,886 810,698 
ID hoes oo 5.8 o.Sned cd ke SRG ae 830,126 884,658 873,174 

NN 305 ka Ch kena sas waeecene ewes 16,410,189 18,634,574 18,630,187 


Decline in Average Tonnage a Car 
Affects Car Supply—Kendall 


Commenting on statistics compiled by the Commission’s 
staff with respect to “tons per car’ by major commodity group- 
ings, W. C. Kendall, chairman of the car service division of the 
Association of American Railroads, made the point that any sub- 
stantial loss in tonnage a car “may seriously affect the ability 
of the railroads to provide an adequate car supply.” 

The statistics in question showed that, for the year 1945, 
average tons per car, carload traffic, by major commodity 
groups, were as follows: Products of agriculture, 35.4; ani- 
mals and products, 15; products of mines, 55.5; products of 
forests, 34.4, and manufactures and miscellaneous, 30.7; all 
commodities, 39.9. In his comment Chairman Kendall said: 


The outstanding feature of these statistics is an increase of 24% tons 
per car in the loading of products of agriculture comparing 1945 with 
1944, and it will be observed that since 1929 there has been an icnrease 
in the average tonnage per car of products of agriculture of 10.8 tons. 

On the adverse side of the ledger there is a loss of % ton per car 
in the commodities grouped in the manufactures and miscellaneous 
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classification, comparing 1945 with 1944, and in this group the gain since 
1929 amounts to only 4.2 tons per car. 

The average tonnage per car of all carload traffic in 1945 of 39.89 
tons per car represents a loss of .38 of a ton compared with 1944. 
Even this fraction of a ton as applied to the total loading means, in 
effect, that the 1945 traffic required 329,848 more carloads than would 
have been needed if the average tonnage per car of 1944 had prevailed. 

Based on the 1945 turn-around time this means that 13,430 freight 
cars were required during the entire year to handle the volume of ton- 
nage which is represented by the loss in average tonnage per car, com- 
paring the two years. 

To a large extent the heavier loading of cars which has existed 
during the war years has been due to the requirements of ODT General 
Order 18-A. While this order is still in effect its benefits will likely be 
lost with the dissolution of the Office of Defense Transportation, unless 
similar orders are made effective by some other agency. Many shippers 
and receivers who complied with this order during the stress of the 
war emergency are now urging that it be cancelled. From the stand- 
point of car supply, which as to certain types is, and will continue to 
be, tight, it is clearly evident from these statistics that any substantial 
loss in the tonnage per car, thus requiring more units of equipment 
to handle a given tomnage, may seriously affect the ability of the rail- 
roads to provide an adequate car supply. 

Railroads are again urged to analyze their own statistics as to 
tonnage per car, and to actively follow the matter to the end that recent 
gains in this connection may be maintained for the future. 


Block Signal Tabulation 
Issued by I. C. C. 


Secretary Bartel, of the Commission, has issued the fol- 
lowing memorandum showing a tabulation of block signal sys- 
tems as of January 1, 1945, and January 1, 1946: 


The annual tabulation of statistics pertaining to block signals, 
interlocking, automatic train control, and the use of the telegraph and 
telephone for transmission of train orders on the railroads of the 
United States as of January 1, 1946, has been compiled and is available 
for reference at the offices of the Bureau of Safety of the Commission. 

These tables are compiled from reports submitted by the carriers 
and contain information concerning railroad signal systems for the 
individual roads and for the country as a whole. The following is a 
statement of the total miles of road and track equipped with automatic 
signals, non-automatic block signals and the total miles of road and 
track operated by automatic and non-automatic block signal systems 
as of January 1, 1945, and January 1, 1946, and indicates increases or 
decreases as of the latter date: 


Total, automatic 


Jan. 1 Automatic Non-automatic and non-automatic 

Road Track Road Track Road Track 
PPL “tea. d wd sa eae 69,839.9 101,389.4 39,435.9 40,878.5 109,275.8 142,268.0 
1945 


etinsiae teas ded 68,222.5 99,736.3 44,308.1 45,899.6 112,530.6 145,635.9 
eer 1,617.4 1,653.1 
Decrease 


4,872.2 5,021.1 3,254.8 3,367.9 

There are 7,736.4 miles of road, 14,120.8 miles of track and 6,606 
locomotives and motor cars equipped with automatic train stop or train 
control devices, with or without automatic cab signals, and in addition 
there are 2,853.1 miles of road and 6,489.1 miles of track, and 4,244 
locomotives and multiple-unit electric cars equipped with automatic 
cab signals only without automatic train control devices. A total of 
4,316.4 miles of road and 8,944.5 miles of track are equipped for opera- 
tion of locomotives with automatic cab signals. 

On January 1, 1946, there were 4,407 interlockings in service, an 
increase of 20 during the year. Also, there were 328 installations of 
centralized traffic control on 6,495.0 miles of road. This indicates an 
increase during the year of 21 installations and 1,329.7 miles of road. 
The installations now in service include a total of 1,161 passing sidings, 
3,607 switches and 11,228 controlled signals. 

The miles of road over which train orders are transmitted by tele- 
graph decreased from 74,946 on January 1, 1945, to 71,572 on January 1, 
1946, and the miles of road over which train orders are transmitted 
by telephone. decreased from 150,608 to 145,647. 


Retirement Board April Figures 


Railroad Retirement Board benefit payments continued to 
grow, reaching $13,367,000 in April, or almost $1,200,000 more 
than a year earlier. The separate amounts paid with respect to 
employe annuities, survivor annuities, and lump-sum death bene- 
fits were in each case the highest figure ever attained for a 
single-month, the board reported. Survivor annuities and death- 
benefit annuities in force at the end of the month stood at 4,057 
and 421, and averaged $31.67 and $34.57, respectively. Lump- 
sum death benefits certified in April numbered 1,969. Employe 
annuity applications received for the month numbered 2,600. 
Pensioners remaining on the rolls at the end of April declined 
to the average amount payable rising by 10 cents to 
$59.49. 

The board stated that unemployed railroad workers filed 
more applications for certificate of benefit-rights and more 
claims for benefits during April than in any preceding month 
of the current benefit year, and more than in any other month 
since the winter of 1940-41. A total of $3,179,433 was paid for 
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unemployment in 110,873 two-week registration periods, as 
compared with $3,217,569 paid for 112,948 periods in March. 
Principal cause for the rise in registered- unemployment was 
stated to be the soft coal strike which began April 1. An esti- 
mated 61,050 workers received benefits during April for cur- 
rent-year unemployment, with approximately 23 per cent each 
in the Cleveland and New York regions. Current-year benefit 
rights were exhausted during April by 2,741 workers. Unem- 
ployed railroad workers filed 30,169 applications for certificate 
of benefit rights in April, over four-fifths more than the number 
in March. The largest rise in applications occurred in the Cleve- 
land region, with other large increases registered in Atlanta, 
Minneapolis, Chicago, and New York. The 125,354 claims for 


benefits filed during April represented only a small increase 
over the March total. 


Openings for railroad workers at the end of the month num- 
bered 18,534, or 17 per cent below the figure for March 31, the 
board reported. A large proportion of the jobs available was 
reported to be as trackmen or freight handlers. Field offices 
reported a total of 10,054 placements, about nine-tenths as many 
as a month earlier. Unfilled openings for track workers for four 
large western carriers were set at 5,936 at the end of April, 
a decrease of 1,051 from March. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 40,806 
freight cars, and a daily average shortage of 2,834 freight cars, 
for the week ended June 1, according to the car service division 
of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 5,980; auto 
box, 1,015; flat, 2,178; gondola, 16,577; hopper, 7, 206; and mis- 
cellaneous, 7,850. 

The shortage was made up as follows: Plain box, 2,329; 
auto box, 93; flat, 28; gondola, 174; hopper, 117; and miscel- 
laneous, 93. 


Calumet Canal Project Unwanted 
by Public, Senate Group Told 


Lack of interest by the people should be a determining fac- 
tor in deciding whether $25 million of their money should be 
spent for widening by 65 feet the 30- mile Calumet-Sag Channel 
in Illinois and Indiana, Eaton Adams, of Chicago, Ill., general 
attorney of the Rock Island Lines, told the Senate commerce 
committee June 12, as he testified in a hearing by that commit- 
tee on the House-approved rivers and harbors bill (see Traffic 
World, June 8, p. 1719). 


Only one shipper, Mr. Adams said, had appeared in favor 
of the proposal. No individual taxpayers had endorsed the ex- 
penditure of this amount of money, and community governments 
were only luke warm toward the project, he asserted. 


He described the Calumet-Sag channel project as one for 
increasing by 65, feet the width of a 160-foot channel that did 
not yet exist and for making other changes proposed by the 
Board of Engineers for Rivers and Harbors of the War Depart- 
ment. He said that this proposal supplemented a plan author- 
ized by Congress in the river and harbor act of March 2, 1945, 
whereby the existing Illinois Waterway and the Calumet-Sag 
Channel in Illinois, the Grand Calumet River in: Illinois and 
Indiana and the Indiana Harbor Canal in Indiana would be 
widened to 160 feet and deepened to 9 feet. The cost of the two 
projects would be in excess of $100 million and carrying charges 
would be more than $4 million, based on present day costs, ac- 
cording to railroad engineers’ estimates, he said, adding: 


The report of government engineers is merely evidence that the 
project is desirable. It is not, nor does it purport to be, evidence that 
it is desired. The chief of army engineers based his recommendation 
upon a mathematical ratio. No factor was used to represent the relative 
strengths of the sentiment in favor.and the sentiment against the 
further modification of the Calumet-Sag Channel. We do not say 
this in censure of the army engineers nor are we attacking the engi- 
neers for overriding the wishes of the people of the localities affected. 
It is not the function of the corps of engineers in these’ matters to 
decide what the people want, or what they should have whether they 
want it or not. In short, the inquiry now being conducted is broader 
than that conducted by the army engineers and in this inquiry the 
Army should not be regarded as the representative of the proponents. 

The additional works proposed do not constitute an integral part 
of a larger plan in the sense that they are essential to provide 
a connecting link between other waterways or to open up to water 
transportation a section of the country not now enjoying it. Nor are 
they essential to provide a water route from the Great Lakes to 
the Gulf. There is now a channel via the Chicago River which enters 
Lake Michigan about 15 miles from Indiana Harbor. It is 160 feet wide 
at its narrowest point and has depths and vertical bridge clearances 
sufficient to accommodate the largest barges in use on the Tiinols 
and Mississippi rivers. 
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I have read many complaints from 

shippers about the ‘motor carriers 
rates being obsolete and ‘unreasonable 
I, for one, agree with these complaints, 
although I am employed by a motor car- 
rier. I am going to list some of the rea- 
sons why I think the present system of 
rates is outmoded. 

It is generally agreed among truck 
operators (a few may disagree) that the 
over-the-road cost of moving freight is 
a constant figure mile by mile. That is, 
on a 400-mile haul of a certain class or 
load of freight the cost for the last mile 
is almost exactly. the same as the cost 
for the first mile. If the actual over-the- 
road cost for 200-miles on a specific load 
is 20 cents per mile or $40 for the trip, 
the same load moved 400 miles will cost 
$80, or just double the cost for 200 miles. 
In spite of this fact, a graph drawn to 
show the present rates will display 
some amazing facts. On fourth-class 
freight, for instance, the rate reaches 
49% cents at the 120-mile mark and re- 
mains at this same figure for another 
100 miles until it reaches the 220 mile 
mark. 

In other words, on a_ 5,000-pound 
shipment of fourth-class freight, the car- 
rier receives 4944 cents per 100-pounds 
for transporting it 120 miles and, if the 
shipment is destined to that point, he 
makes a profit on it. If on the other 
hand, it is consigned to a point 220 miles 
from the point of shipment, the carrier 
graciously runs his unit the extra 100 
miles with no hope of receiving any 
pay, or “just for the fun of it.” 

On a shipment of 5,000 pounds of steel 
forgings, this situation is even more 
striking, because the rate reaches 49% 
at the 210 mile mark and stays at that 
figure up to the 380 mile mark. The car- 
rier handles the shipment 170 miles ‘for 
fun.” Add to this the fact that, in this 
last 170 miles, the carrier probably 
breaks bulk or transfers the shipment 
to another trailer, handling it across the 
dock besides, and you see why motor 
carriers run “in the red.” 


Present Inconsistencies 


Another instance of the inconsistencies 
of the present rate system will be re- 
vealed by a check the rate on four 
1. t. 1. shipments. of steel of exactly 
5,000 pounds each. The revenue from 
Chicago to Pittsburgh would be 54% 
cents per hundred pounds, or $109 for 
the four shipments weighing a total of 
20,000 pounds. 

On any other truck-load shipment, ex- 
cept a few moving on commodity rates, 
the same carrier would receive $106 for 
20,000 pounds in one shipment. This 
forces the carrier to make three extra 
pickups and three extra deliveries for a 
total of $3, plus the possibility of han- 
dling the entire load across the dock 
twice or more. ; 

The lowest possible commodity rate 
between Chicago and Pittsburgh, so far 
as I know, is 48 cents, which produces 
an absolute minimum revenue of $96 on 
20,000 pounds with only one pickup and 
one delivery and no dock handling. 

One of the results of the existing sys- 
tem of rates has been the maze of in- 
dividual carrier restrictions as to joint 
rates as well as local rates. Many of the 
long-haul carriers have been forced to 
place in effect third-class restrictions to 
protect themselves on the long hauls. 
_ This has the effect of penalizing the 
short-distance shipper when the long- 
haul carrier with the third-class restric- 
tion is the only carrier serving the short- 
haul destination. The carrier, to protect 





Common carrier truckers have long faced the problem 
of moving long-distance freight at less than cost. 

Here is a constructive suggestion for a simple but 
radical method of recasting the entire truck rate 
structure so as to insure a fair distribution of costs 
and a profitable highway transportation operation. 


A New Plan for a Highway 


Freight Rate 


By F. S. Thompson 


The author of the accompanying 
article has given much thought and 
study to the prob- 
lem of compensa- 
tory rates for 
common carrier 
highways trans- 
porters. He has 
here embodied 
what he puts for- 
ward as a logi- 
cal and sensible 
plan for the build- 
ing ofanewtruck 
rate structure de- 
signed to assess 
costs against 
types of traffic 
which incur them, 
with the result 
that non-profitable operations are elimi- 
nated. We recommend a careful read- 
ing to all those interested. 

Mr. Thompson, still a young man, 
has observed highway transportation 
from the truck driver’s cab, from the 
rate clerk’s desk, and with the critical 
eye of the salesman. He drove trucks 
for Silver Fleet Motor Express, and 
studied rates on the side. As a result, 
he became rate clerk for the Hayes 
Freight Lines, for which operation he 
also did part-time terminal manage- 
rial work, and broadened his studies to 
include terminal operation, dispatching, 
O. 8S. and D. work and claims and claim 
adjusting. 

In 1945 he was made traffic manager 
for the Transport Motor Express, of 
Fort Wayne, Ind., where he has re- 
sponsibility also for rates claims, ac- 
counting and other phases of the oper- 
ation. 





F. S. Thompson 


himself on the long haul, places in effect 
the third-class restriction which keeps 
him from handling the short-haul move- 
ment at the applicable rate of a lower 
class, although, under the present rates, 
he could make a profit handling it at the 
lower class rating. This also forces the 
shipper to pay the same rate on a lower 
class as he would on a higher rated 
commodity. This, it seems to me, is de- 
feating the purpose of the classification 
of commodities. 

The short-haul carrier will usually say 


Ntructure 


that he is not interested in long-haul 
rates, although if his line is 160 or 170 
miles long, nearly every interline ship- 
ment he handles is subject to this incon- 
sistency in rates. 

The biggest inconsistency is the fact 
that, as the mileage lengthens and the 
classes are figured from the first class 
rate, we are operating on a percentage 
of our over-the-road cost, which can not 
be done and still leave a profit. The 
tariff bureaus have realized this fact in 
many instances and have put in rate 
“stops” but, on the average, they “peg 
the rate,” at a certain figure and apply 
this bottom rate on 1. t. l. and truck- 


load alike. The practice is wholly in- 


consistent with any rational method of 
figuring the cost of handling the vary- 
ing types of shipments. 


Blanket Increases No Cure 


What should be done about these in- 
consistencies? Every rate and traffic- 
man has his own idea. The usual method 
in attempting to bring the carriers out 
of the red is to add a blanket percent- 
age increase. This only aggravates the 
trouble. It is generally agreed that 
there is no money lost on higher class 
shipments. Take, for instance, ship- 
ments in the 140-mile bracket, where 
the first class rate is now 99% cents 
and the column 40 rate is 44% cents. 
If we add a 10 per cent increase we add 
10 cents per hundred to the rate on 
freight that is at present paying more 
than its way and only 4% cents to the 


' freight that is costing the carriers more 


to handle than the revenue derived from 
it. In the 500-mile. bracket, a 10 per 
cent increase would add 14 cents to 
first class and only 6 cents to the col- 
umn 40 rate, which would still not make 
this freight pay its way. 

I am not trying to say that all ship- 
ments should pay a fair profit, but I do 
contend that the cheapest freight should 
certainly pay the expense of handling it. 
Leave the making ofa profit to the 
higher class of freight with more ability 
to pay. I see no reason why some 
freight should be handled at a loss, as 
is now being done. 


Cost Figures Necessary 


My idea is to get some large carriers 
or organizations with complete cost fig- 
ures to calculate the actual cost of pick- 
ing up, billing, loading on the outbound 
road truck, unloading at destination, de- 
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PLANNING A NEW 


HERE’S WHAT THE ERIE AREA OFFERS 
FROM THE TRAFFIC MANAGER’S STANDPOINT 


MORE THAN 34% OF AMERICA’S POPULATION 
live in the six states of Illinois, Indiana, Ohio, Pennsylvania, 
New Jersey, and New York. Nearness to this great market 
will lower your freight costs and simplify your distribution. 


RAW MATERIALS CLOSE AT HAND... coal, oil, gas, 
iron, plastics, salt and many others . . . mean quick delivery, 
direct routings, fewer problems for you. 


‘AND BY LOCATING ON THE ERIE RAILROAD, you 
are assured dependable, low-cost transportation. The Erie is 
fully prepared and equipped to meet your every requirement. 


Write to A. B. Johnson, Vice President, Erie Railroad, 
Midland Building, Cleveland, Ohio, for your free copy of 
this detailed map and description of the six zones of 
industrial opportunity within the Erie Area. 





‘ CINCINNATI 


June 15, 1946 


5 THE HEART OF INDUSTRIAL AMERICA 
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livering, collecting charges, and all ter- 
minal and overhead chargeable against 
this part of the operation, including 
tariff, and general supervision. This 
should be figured on the lowest class of 
freight, least subject to damage or other 
expense. This figure would be. estab- 
lished as an arbitrary for this part of 
the operation. The actual over-the-road 
expense would then be established in 
terms of cost per hundred pounds, in- 
cluding drivers’ wages, gas and oil, de- 
preciation, insurance on equipment, 
garage costs; and other overhead. For 
example: Suppose we arrive at a.han- 
dling cost of 30 cents per hundred 
pounds for all terminal and city costs, 
including overhead, and a rate of one- 
tenth of a cent per mile per hundred 
pounds for the over-the-road cost. We 
would start with the 30 cents as an 
arbitrary cost and add 1 cent every 10 
miles for the over-the-road cost. 


On a graph this would very closely 
parallel the present column 40 rate up 
to 210 miles. From there the two rates 
would diverge, rapidly. At 500 miles 
this rate would be 80 cents, in com- 
parison to a present bottom lI. t. 1. rate 
at 500 miles of 57% cents. This would 
give us a base rate below which we 
could not go on 1. t. 1. shipments. The 
higher classes would be calculated up- 
ward from this rate on both costs. 


We might possibly end up with an 
over-the-road figure of 16 to 18° hun- 
dredths cents per hundred pounds per 
mile for first class freight and, possibly, 
an arbitrary terminal cost figure of 
from 48 to 60 cents. 

Under this system we could fix our 
rate stops in a fair manner. Regardless 
of the class of freight; the rates would 
then always pay cost or more and the 


MILES 


The accompanying graph shows the ex- 
isting First Class, Column 40 and Column 
70 rates motor common carrier, as pub- 
lished in Central States Motor Freight 
Bureau tariffs Nos. 220, 222 and 224; ap- 
plying on shipments of over 5000 pounds, 
compared with rates suggested by the 
author figured on an actual cost basis. 


‘They. are,’’ says he, ‘‘what I consider 
to be rock-bottom rates for the average 
cearrier.’’ These suggested rates, he con- 
tinues, ‘‘are not exactly what I would like 
to see go in effect, but they are designed 
to set up the rate structure on something 
like a cost basis, departing not too radi- 
cally from the present rates, except, pos- 
sibly, in the lower classes where the 
existing rates seem to have absolutely no 
relation to costs.’’ His further comments 
on the graph follow: 


“You will notice that the lowest rate 
shown begins with an arbitrary cost of 
24 cents. This is intended to cover pick- 
up, transfer from the pick-up to the over- 
the-road vehicle, billing, rating, manifest- 
ing, managerial and supervisory salaries, 
terminal rent, tariff. costs, insurance, and 
other overhead, including general office 
expense. To this beginning is applied an 
over-the-road cost, more or less arbitrary 
but based on considerable study, of 1 mill 
per hundred pounds per mile. This is to 
cover such things as depreciation, drivers’ 
wages, gasoline and oil, mechanics’ wages, 
garage costs, depreciation, transportation 
supervision and all other items chargeable 
to that part of the operation. 


‘Tt will be noted that, at 20 miles, this 
rate runs about 3% cents below the exist- 
ing Column 40 rate. It varies between 
3% and 7% cents below that rate until the 
length of haul reaches 260 miles, where 
it crosses and rises above the existing 
rate, At 500 miles, the rate based on cost 


_ Stands at 74 cents, compared to the exist- 


ing rate of 574% cents, showing with cer- 
tainty that, at the higher mileages, the 
existing rates are not compensatory. 

“The cost-based rate used is, of course, 
subject to modification as more accurate 
cost data become available, but the gen- 
eral trend of the comparisons between the 
cost-based rate and the existing rate would 
still be valid. For instance, if it develops 
that the 1 mill per hundred pounds per 
mile is correct for over-the-road operation, 
but that the initial terminal cost is actu- 
ally 30 cents instead of 24 cents, the result 
would be to lift the cost-based rate line 
six cents all the way across the chart, 
making it cross the actual rate line 
at about 225 miles instead of at 260 miles. 
Thus, it would be simple to increase the 
cost-based rate at any time it became 
apparent that terminal costs were rising.’’ 

Similarly, if it developed that the 1 mill 
over-the-road factor was too high or too 
low, the line could be altered to reflect 
such a cost of .9 mil, 1.1 mil, or any 
other level. If alterations in costs should 
come about after rates based as shown 
went in effect, the change in rate could 
be effected simply, and, according to the 
author, the increase or reduction ‘‘would 
be placed at the point where it belongs— 
on the over-the-road rate.’’ 

What has been said applies equally to 
the comparisons involving the Column 70 
and the First Class rate. The terminal 
cost figure used on the cost-based First 
Class rate is 52 cents, and the over-the- 
road cost 1.7 mils per hundred pounds 
per mile. 

‘“‘These figures are also subject to change 
as facts are developed through actual cost 
studies,’’ says the. author. ‘This rate 
starts at a higher point than the existing 
First Class rate and crosses the present 
rate between the 80° and 90 mile marks, 
proceeding below that line until, at nearly 
500 miles, it crosses it again.’’ 
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classes would never run together. The 
truck-load rates could be figured in the 
same way. 

Some Objections 


I have talked to several men in the 
transportation field about this system 
and the only serious objection I have 
received is the fact that it is a radical 
departure from the present system and 
that it would be a difficult job to “sell” 
the plan to carriers and shippers. I have 
received several other less serious ob- 
jections, all of which I have been able, 
so far, to explain to the objector’s satis- 
faction. 

I have had many transportation men 
tell me that they would not operate a 
truck line with a length of over 300 
miles. I do not blame them, under the 
present rate system. My proposed sys- 
tem would preserve the system of clas- 
sification as it now stands and would 
do away with the maze of carrier re- 
strictions as they are now published, 
because there would be no reason for 
restrictions. Every shipment would at 
least pay its way without having to be 


raised to a higher class through class 
rate restrictions. 

On this basis there would always be 
the same relation between classes, al- 
though not necessarily a percentage re- 
lation. A fourth class shipment would 
always pay the fourth class rate. 


No Publication Problem 


As to the argument that a change of 
this’ kind would necessitate complete 
revision and republishing of all tariffs: 
Republishing of the tariffs would not be 
necessary. For purposes of explanation, 
I have used the rate basis system now 
in use. The only revision that would be 
necessary would be of the class rate 
section. In Central States Bureau tariffs 
it is known as Section 11. The present 
tariffs could be used to ascertain the 
rate basis numbers in the usual way 
and the rates could then be found in the 
same way from the rate basis numbers. 
As a matter of fact, there are now few 
tariffs in which the original rate basis 
section is used. This section could be 
reissued in a supplement. The new sys- 
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tem could thus be published without a 
great amount of fuss and bother. 

Anytime that states might get to- 
gether to put in a standardized weight 
and length law, the over-the-road. cost 
could be revised. If the weight limits 
should be raised or “double bottoms” 
allowed, the over-the-road factor of the 
rate could be lowered, thus affecting a 
saving to the public in general. 


Discussion Wanted 


This plan is not being put forth as 
perfect, or even ideal. It is the product 
of long thought and study and is pre- 
sented here merely as a suggested solu- 
tion of what is fast becoming an in- 
tolerable state of affairs in the highway 
transportation rate structure. 

My hope is that what I have set down 
will generate discussion. Nothing but 
good can come of such discussion. The 
result may or may not be along the 
lines I have suggested. But if it will in 
any way result in improvement over 
what we have now, my slight contribu- 








tion will not have been entirely in vain. 








Cc. O. D. and Reefer Proposals 
Opposed at C. S. M. F. B. Hearing 


Shippers’ representatives appearing at the hearing of the 
standing rate committee of the Central States Motor Freight 
Bureau, June 12, at the Palmer House, Chicago, opposed changes 
in the c.o.d. rule proposed in docket No. 9415, and also opposed 
No. 9424 which proposed to establish charges for protective 
services on truckloads within central territory, on the same 
general formula contained in Middlewest Motor Freight Bureau 
tariff No. 1020. 

W. H. Ott, general traffic manager, Kraft Cheese Co., 
Chicago, appearing for the Industrial Traffic Council of the Chi- 
cago Association of Commerce, said the council opposed any pro- 
posal which would limit the liability of the originating carrier for 
failure on the part of the delivering carrier to collect or remit 
the amount collected. No. 9815 proposed that that an origi- 
nating or an intermediate carrier “will not assume any liability 
or be responsible in any degree for any failure or neglect of 
such connecting carrier or carriers nor for the failure or neglect 
or default-of the delivering carrier to collect or to remit in 
whole or in part the amount ‘designated to be collected.” 

Mr. Ott said that the present handling of c.o.d. shipments 
by motor carriers was unsatisfactory and that too much red 
tape was involved. He would agree with any proposal that 
would shorten the time between collection and remittance and 
that would remove the red tape, he said. He also expressed the 
belief that the Commission would oppose any proposal limiting 
the liability of the carriers. In response to a question from 
Chairman C. L. Lawson, Mr. Ott said that shippers don’t always 
know the identity of the delivering carrier. 


Protective Service Charge Opposed 


The proposal to establish truckload charges for artificial 
heat or cold was opposed by the American Meat Institute and 
the Institute of National Poultry Dealers, represented by G. F. 
Ford of Swift & Co. Mr. Ford said the shippers were unable to 
assume additional costs of transportation because of the price 
ceilings. He said it would be impractical to separate accessorial 
charges from truck rates, and said the shippers opposed any 
charge not included in the truck rate. Whatever charge is made 
for transporting meat should include refrigeration service, he 
said. Many motor carriers are opposed to the proposal, said 
Mr. Ford, including those engaged in hauling packinghouse 
products. Two carriers in the Middlewest territory have asked 
the Commission to suspend the tariff published by the Middle- 
west Motor Freight Bureau providing for accessorial charges, 
he said. It might be possible for some of the packers to furnish 
their own ice in the transportation of meat by truck; said he. 
The speaker estimated that 25 to 30 per cent of the traffic moves 
by truck. 

Mr. Ott, speaking for the Kraft Cheese Co., opposed the 
proposal, contending there should be one all-inclusive truck 
rate to cover line-haul movements, including any protective 
service required. This is a particularly inopportune time to pro- 
pose such a charge, said he, with both rail and truck rates con- 
fronting changes. It would be easy to place the tariff in effect, 
but difficult to remove it later, he said. 


E. F. Scott, general traffic manager, Beatrice Creamery 
Co., representing the perishable freight committee of the Na- 
tional Industrial Traffic League and the Chicago Association of 
Commerce, also opposed the proposal. He said a one-factor 
rate was more satisfactory, and that to separate the charges 
would mean additional work for the shipper, and would mean 
no uniformity in transportation charges, with the weather 
changing front week to week. If the motor carriers need an 
increase in rates, they should approach the problem directly 
rather than “through the back door,” said he. Other shipper 
spokesmen supported the above views. 


A. T. A. Executive Committee 


The executive committee of the American Trucking Asso- 
ciations, Inc., held its quarterly meeting at the Sherman Ho- 
tel, Chicago, last week. The committee spent considerable time 
discussing the need for participation by highway freight op- 
erators in industrial and civic affairs and adopted strong rec- 
ommendations that the association urge truckers to take more 
prominent part in the activities of local traffic clubs, service 
clubs, chambers of commerce and other civic organizations. 

Coupled with this action towards obtaining better public 
recognition of the work and services of the highway transporters, 
the committee determined to intensify its speaking campaign 
and to continue and enlarge its public relations work. An ag- 
gressive campaign to induce truckers to take out memberships 
in state associations, of which the A. T. A. is made up, was 
planned. 

The board adopted a resolution favoring the adoption of 
the Cole bill H. R. 3262, defining discrimination as between 
intrastate and interstate transportation via motor carrier. 

It officially terminated the existence of its War Service 
Councils, both national and state, with a reminder that these 
councils, in addition to assisting in supplying every need of 
the country for highway transportation in wartime, had also 
raised two regiments of trained motor truck operators for the 
Army in less than five days, and had furnished over 1700 truck 
transportation specialists to other branches of the armed forces 
and the government. 

The committee considered the matter of the continuation 
of the use of stencils on trucks, showing I. C. C. permits, in 
place of metal tags, but decided to defer action on the subject 
to permit further study of it. 


FEDERAL-AID ROAD FUND REVISION 


Senator Vandenberg, of Michigan, for himself and Senator 
La Follette, of Wisconsin, has introduced S. 2302, described by 
its title as a bill to “clarify the procedure for apportionment 
of federal-aid highway funds” under the federal aid act of 1916 
and the federal highway act of 1921. 

In an explanatory statement, Senator Vandenberg said 
that the bill was designed to correct an “injustice” that, he 
maintained, had grown out of elimination of lake areas from 
total areas of states in apportionment of federal-aid highway 
funds to the states on the basis of area of the states. He said 
that the census report for 1940 showed that the total area of 
the state of Michigan was 96,791 square miles, including a water 
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area of 38,575 square miles other than inland water. In the 
allocation of highway funds, he said, the Commissioner of 
Public Roads had eliminated the latter figure from the Michigan 
area and had thus penalized Michigan “by removing about 40 
per cent of its true area from the basis of his allocation.”’ Sen- 
ator Vandenberg stated that Wisconsin was “the second great- 
est sufferer’ among the states in this respect, with 15 per cent 
of its total area omitted in the apportionment of highway 
funds. He asserted that Congress, in the federal-aid airport 
act of 1946, declared that the term “area” should include both 
land and water, in connection with apportionment of federal- 
aid airport funds. 


Injunction Halts “Secondary Boycott” 
by Teamsters’ Union 


An injunction halting a secondary boycott by the Dallas 
Teamsters Union, an American Federation of Labor affiliate, 
has been awarded in district court at Austin, Texas, to the 
Zanes Freight Agency. 


Judge W. L. Thornton, after a four-day hearing, ruled that, 


under Texas law, the union, which is currently engaged in a 
dispute with Zanes and is picketing the concern, cannot legally 
interfere with the carrying out of cartage contracts the com- 
pany has with other firms. This constituted secondary boycott 
under Texas law, the judge said. The company has cartage 
contracts with 24 firms, including two railroads. 

The judge said the union had the right to picket the Zanes 
agency. 

In ruling for the freight company, the judge pointed out 
that the union could not interfere with pickup and delivery of 
freight by Zanes in carrying out contracts with common carrier 
concerns, and the common carrier firms could not refuse to 
carry freight that was handled by Zanes even though union 
contracts stipulated the members of the common carrier con- 
cerns could not cross picket lines. 

The judge further said that the 24 firms which had stopped 
doing business with Zanes because of alleged threats from the 
union were free to resume business relations. 

Both sides in the case indicated, before the hearing started, 
that they intended to take the case as high as the United States 
Supreme Court. 

Several unusual points were brought out during the four- 
day hearing. The union at one point contended that a beer- 
barbecue party at which pay raises were given employes of 
Zanes without consulting the union constituted an unfair labor 
practice. The union said it was the rightful bargaining agency 
and should have been consulted. Judge Thornton ruled that 
the point was out of his jurisdiction and was a claim that was 
under the jurisdiction of the National Labor Relations Board. 


James B. Turner, union representative, testified on the 
third day of the trial that a strike of Zanes employees was 
called April 22 after Walter B. Zanes refused to sign a contract. 
He said he conferred with seven employees before calling the 
strike. About ten employees of 140 at the firm were out on 
strike at the time of the hearing, it was brought out. Turner 
said that the union had been designated a bargaining agency 
for Zanes employees although none of the employees were 

union members at the time the strike was called. 


Cc. M. F. A. ANNUAL MEETING 


The Central Motor Freight Association, at its annual meet- 
ing, in Chicago June 7, elected the following officers: 


President, Tom McVey, Prairie State Motor Freight, Springfield, 
Ill.; first vice-president, Charles Dohrn, Dohrn Transfer Co., Rock 
Island, Ill.; second vice-president, Walter Mullady, Decatur Cartage Co., 
Chicago; secretary, Barney Cushman, Cushman Motor Express, Chi- 
cago; treasurer, C. John Viking, Viking Freight Co., St. Louis, Mo.; 
members of the board of directors: Walter Arthur, Arco Auto Carriers, 
Janesville, Wis.; A. Bonifield, Bonifield Brothers Truck Line, Metropo- 
lis, Ill.; A. G. Burgmeier, Chicago-Dubuque Transportation Co., Du- 
buque, Iowa; George Cassell, Motor Express Company of Indiana, Chi- 
cago; Harry Chaddick, American Transportation Co., Chicago; John 
Cooper, Holland Motor Express Co., Holland, Mich.; Carl Ozee, Hayes 
Freight Lines, Mattoon, Ill.; Si Fisher, Spector Motor Service, Chicago; 
K. G. Foster, Jr., Foster Freight Lines, Indianapolis, Ind.; E. L. Garri- 
son, Melvin Trucking Co., Peoria, Ill.; V. L. Garrison, Chicago-Detroit 
Express, Chicago; P. M. Greenberg, Werner Transportation Co., Chi- 
cago; James A. Hannah, James A. Hannah, Inc., Chicago; H. H. Hiland, 
Interstate Dispatch, Inc., Chicago; J. L. Hizer, Liberty Highway Com- 
pany, Chicago; William Drohan, Keeshin Motor Express, Chicago; 
Ben Leventhal, Roosevelt Cartage Co., Chicago; Ray Jones, Jones 
Freight Lines, Rockford, Ill.; H. J. Olson, Olson Transportation Co., 
Green Bay, Wis.; R. J. Olson, Fred Olson & Son, Chicago; David Rat- 
ner, Midwest Transfer Co., Maywood, Ill.; G. W. Kimble, Silver Fleet; 
Alex K. Scherer, Scherer Freight Lines, Ottawa, Ill.; A. E. Sicilia, 
O. K. Motor Service, Chicago; A. S. Sorensen, N. C. Sorensen Co., Chi- 
cago; H. J. Lee, Lee Brothers; C. F. Weilbacher, Viking Freight Co., 
St. Louis; W. C. Winkler, Winkler Motor Service, Chicago; H. B. Wor- 
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rell, Hunter Cartage Co., Streator, Ill.; T. H. DeWees, Hawkeye Motor 
“Express, Cedar Rapids, Iowa. 

_ Chester G. Moore was reelected chairman of the associ- 
ation’s board of directors. 


A. T. A. LOCAL CARTERS IN AIR PICK-UP 


Philip A. Smith, president of the Cartage Exchange of Chi- 
cago, was elected chairman of the local cartage conference of 
the American Trucking Associations, Inc., at a three-day meet- 
ing of the conference, June 6-8, at the Sherman Hotel, Chicago. 
Other officers elected are: Vice-chairman, W. E. Humphreys, 
president of Jacobs Transfer Co., of Washington and Baltimore; 
secretary, Leonard Hamm, St. Louis; and treasurer, Bert Her- 
zog, Detroit. 

One of the matters discussed by the conference was pick-up 
and delivery service for air lines. The conference’s air cargo 
conference is scheduled to meet with the air cargo committee 
of the Civil Aeronautics Board in August to work out a plan for 
more efficient movement of freight to and from air terminals. 
The conference is seeking to obtain a definition of such pickup 
and delivery service, much of which is now being handled by 


over-the-road motor carrier operators rather than local cartage 
operators. 


FRUEHAUF STAINLESS STEEL TRAILERS 


The Fruehauf Trailer Co., Detroit, has announced “tre- 
mendous expansion of facilities for production of stainless steel 
trailers.” Introduced by the company in 1940, several thousand 
stainless steel trailers were placed in service before war in- 
terrupted their manufacture. Users have been most enthusiastic 
about the trailers, citing their greater load capacity, low main- 
tenance costs, reduced fire hazard, structural advantages, longer 
life and better appearance, the company said. Several impor- 
tant improvements have been made in the new trailers, such as 
a heavier corrugated roof and steel-ribbed floor construction. 


TRAILMOBILE’S USE OF ELECTRONICS 

Electronics is being used for the first time in scientifically 
perfecting trailer construction, the Trailmobile Co., of Cin- 
cinnati, announces. Each trailer designed by the company first 
undergoes a road test, with a mobile electronometer trailing 
behind. Wires from the meter lead to countless strain-gauges 
placed at test spots throughout the trailer. By means of such 
stress-measurement, engineers may analyze most accurately the 
precise stresses occurring to the metal in the trailer. 


BIDS ASKED FOR CONVERSION OF TROOP SHIP 


Another vessel is being removed from her wartime role 
as a troopship to peacetime service as a paSsenger-cargo ship 
with the announcement that invitations have been issued for 
bids on reconversion of the S..S. Brazil, according to the Mari- 
time Commission, continuing: 


The 586 foot twin screw steamship was built by Newport News 
Shipbuilding and Dry Dock Co., Newport News, Va., in 1928 and named 
the Virginia. She served as a troop carrier during the war, operated 
by Moore-McCormack Lines, Inc., New York, for War Shipping Ad- 
ministration. 

Prospective bidders may examine the vessel in New York harbor 
from June 13 to June 18 when a representative of the commission will 
be aboard. Bidders will be required to furnish all labor and materials 
and should note that drydocking facilities will be required. 

Plans and specifications may be obtained by writing the Secretary, 
U. S. Maritime Commission, Room 4852, Commerce Building, Washing- 


ton 25, D. C. Requests for these must be accompanied by a $500 deposit 
as security. 


Bids will be opened at 12:15 p. m., E.S. T., July 8, 1946. 


M. C. OBSERVERS AT BIKINI 


The Maritime Commission has announced that observation 
of the effect of an atom bomb explosion on merchant-type ves- 
sels will be made by two commission technical representatives 
at Bikini. 

The representatives, according to the commission, are John 
Vasta, assistant head of research in the technical division, and 
Robert M. Meyer, naval architect in that section. It said they 
had been assigned to the Navy Department to represent the 
commission during “Operation Crossroads.” 


EIGHT MERCHANT SHIPS DELIVERED IN MAY 


Eight merchant vessels with an aggregate of 80,941 dead- 
weight tons were delivered under the Maritime Commission’s 
construction program in May, said the Commission, adding that 
this brought the 1946 production to 51 vessels of 471,270 dead- 
weight tons. May deliveries, it said, included five C-type cargo 
vessels, one naval tanker, one coastal cargo, and one cable 
ship. It said there were 49 vessels now contracted for remaining 
to be delivered to the commission from 10 yards. 
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House Passes River-Harbor Bill, 
Including Tombigbee Project 


Big Sandy River development is only item eliminated 
from measure authorizing appropriations totaling $600,- 
000,000. Amendment striking out Tennessee-Tombig- 
bee waterway proposal adopted by Committee of the 
Whole House, 117 to 109, but rejected in subsequent 
House consideration of bill, 184 to 164. Many authori- 
zations of new surveys added. Bill passed by vote of 
208 to 68 and sent to Senate 


Only one out of a total of 58 river and harbor construction 
projects authorized in the bill had been eliminated from it when 
the House, after having considered the legislation and amend- 
ments thereto as a Committee of the Whole House on the State 
of the Union, completed review of its action as a committee 
and passed the omnibus rivers and harbors bill, H. R. 6407, by 
a vote of 208 to 68, thus forwarding the measure to the Senate 
(see Traffic World, June 8). 

The only project stricken from the bill as it passed the 
House was one for improvement of the Big Sandy River and 
Tug and Levisa Forks, in Kentucky, West Virginia and Virginia, 
the estimated first cost of which was $82,300,000. As reported 
to the House by its rivers and harbors committee, the total 
estimated first cost of the projects proposed to be authorized 
by it was $599,445,000. Deletion of the Big Sandy project re- 
duced the total estimated construction cost figure to $517,- 
145,000, in the bill as sent to the Senate. 

Opponents of the Tennessee-Tombigbee waterway, proposed 
as an alternate “slack-water’” route between Tennessee River 
ports and the Gulf of Mexico to relieve barge traffic on the 
Mississippi, were only temporarily successful in their efforts 
to remove that project, involving an estimated first construc- 
tion cost of $116,941,000, from the bill. An amendment for its 
deletion, offered by Representative Jennings, of Tennessee, 
when the bill was considered by the Committee of the Whole 
House, was adopted by a vote of 117 to 109, but when the 
House subsequently reviewed the action it had taken as a 
committee this amendment, subjected to a separate roll call 
vote, was defeated, 184 to 164. 

With respect to the Big Sandy River improvement, the House 
affirmed the action it had taken as a committee on the amend- 
ment offered by Representative Dondero, of Michigan, to sirike 
the project from the bill, the vote on roll call being 205 for the 
amendment and 144 against it. 


Debate on Tombigbee Project 


On offering his amendment against the Tennessee-Tombig- 
bee project, Representative Jennings said that the Tombigbee 
River “does not begin even as a spring branch (of the Tennessee 
River) until you go 40 miles south of the place where they 
propose to build a canal to drain the water out of the Pickwick 
Dam, a part of the Tennessee Valley Authority dam system, 
into a canal which is to be constructed from the Tennessee 
River for a distance of 40 miles down to what is referred to 
as the headwaters of the Tombigbee River.” He said that the 
controlling depth of the Tombigbee from Demopolis, Ala., up to 
the point of connection with the proposed canal to the Tennes- 
see, a distance of more than 250 miles, was only 1 foot at low 
water and 5 feet at high water. He said that construction of 
18 locks and dams on the Tombigbee was proposed, and that it 
would cost $811,000 a year to operate those dams and locks. 

“T have had hundreds of letters from taxpayers all over 
Tennessee asking as a representative in Congress to quit wasting 
re —e and saving at the spigot and to balance the budget,” 

e said. 

Representative Rankin, of Mississippi, defending the Tom- 
bigbee waterway proposal, said the swift current on the Mis- 
sissippi River was “the great bottleneck in our river transpor- 
tation system” and maintained that the proposed new “slack- 
water” route would bring about “a tremendous saving in trans- 
portation costs and distance.” 

“In the last flood-control bill,’”’ said Chairman Mansfield, of 
the House rivers. and harbors committee, ‘$200,000,000 was 
authorized to make the channel up the Mississippi from Baton 
Rouge to Cairo 12 feet deep instead of 9, and to give it 100 feet 
additional width, and cutting out 200 or 300 miles of the dis- 
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tance by cutting off bends. That will make the current more 
than double what it is at present.” 

Mr. Rankin said figures from the army engineers showed 
that the Mississippi current sometimes flowed at the rate of 
7 or 7% miles an hour now, and that it would be swifter when 
the cut-offs were completed. 

Representative Taber, of New York, said it was “conserva- 
tive” to estimate that the projects in the bill indirectly involved 
costs totaling two billion dollars, and urged defeat of the Tom- 
bigbee project. 


Engineers’ Estimates Criticized 


Representative Engel, of Michigan, said that “we cannot 
spend a billion or a billion and-a half dollars a year for rivers 
and harbors and flood control and irrigation-reclamation projects 
in view of the condition of the national finances.” 

_ “When I examine the records of costs furnished by the 
engineers of the United States Army,” he declared, “I lose 
what faith I had in their efficiency. I came before you when 
the last civil functions appropriation bill was under considera- 
tion and pointed out that they had estimated the cost of the 
Osceola project in Missouri at $28,500,000. We were later told 
that the project would cost $65,000,000. The engineers estimated 
the cost of Hoards Creek project in Texas would cost $468,000, 
and it is costing $2,200,000. That has been the history of United 
States engineers’ estimates on these projects over a period of 
years. There is no question about the inaccuracy of those 
estimates. In practically every case they are low... .” 

Representative Bell, of Missouri, averred that the Tom- 
bigbee project would mean that “Missouri, Kansas, Nebraska, 
Iowa and those states up there’ would get their oil and salt 
and other products from the Gulf “much cheaper and easier 
than we have ever gotten them before.” He maintained that 
“by the time we get around to actually building these projects 
that are provided in this bill, the costs will have gone down 
again.” 

Representative Hoffman, of Michigan, described the Tom- 
bigbee project as ‘a raid upon the federal Treasury.” 


Discussion of “Pet Projects” 


Representative Priest, of Tennessee, spoke in advocacy of 
construction of certain dams for flood control, navigation and 
power in the Cumberland River. Representative Angell, of 
Oregon, spoke in support of a project for deepening to 30 feet 
the harbor channel at Coos Bay, Ore., at a first estimated cost 
of $5,089,000. Representatives Brooks, and Allen, of Louisiana, 
endorsed a $42,000,000 project for improvement of ‘the Red 
River in Louisiana, from Shreveport to the mouth of the river, 
for navigation purposes. 

Representative Doyle, of California, praised river and har- 
bor improvements generally. 

‘“The great harbor of Long Beach, Los Angeles county, 
Calif.,”’ he said, ‘is one of the natural assets to the west coast 
needs. It is one of the doorways to the almost unlimited 
markets of the Orient. It cordially harbors the great Fifth 
Fleet of the United States Navy; and this Congress recently 
voted funds toward completing the federal breakwater. I 
know that great harbor will need and deserve further assistance 
by Uncle Sam.” 

Representative Horan, of Washington, described the $71,- 
000,000 Foster Creek dam project in the Columbia River as 
one of “outstanding merit.” 


“Pork Barrel” Charge 


Representative Springer, of Indiana, assailed the entire 
bill as “merely another pork-barrel measure, which is sapping 
the resources of our people and of our nation, and . . . is abso- 
— preventing any possibility of balancing our federal 

udget.” 

The House adopted 13 amendments offered by Chairman 
Mansfield, authorizing surveys of river and harbor works in 
addition to the numerous survey authorizations contained in 
the bill as reported. 


U. S. SHIPS IN ALASKAN TRADE 


Delegate Bartlett, of Alaska, has filed with the Senate 
appropriations committee a statement requesting amendment 
of the appropriation bill for the Navy, the War Shipping Ad- 
ministration and the Maritime Commission for the fiscal year 
1947 so as to provide for continued operation of ships in the 
trade between Alaska and the west coast for the United States 
by the W. S. A. after December 31 of this year, the date fixed 
in the House-approved version of the bill for termination by the 
Maritime Commission of the W. S. A. functions that would be 
a to it after July 1 (see Traffic World, May 25, 
p. ; 

Delegate Bartlett told the Senate committee that the own- 
ers of the vessels serving the Alaska trade were not willing to 
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return to private operation until substantial freight rate in- 
creases were allowed, and that the rate increases they now 
projected would be ‘“‘so great as to do untold harm to Alaska.” 
He said that a Maritime Commission hearing on the problem 
had been held only in May; that a House merchant marine 
subcommittee inquiry into the problem had just been started 
and would continue with hearings in Seattle and in Juneau, 
Alaska, and that, “natyrally, it will be impossible for the 
Maritime Commission and the House subcommittee to make 
reports and for these reports to be translated into effective 
action by December 31 of this year.” 


Great Lakes Harbor Group 
Sees Seaway Action Near 


Association in annual meeting urges Congress and 
Maritime Commission to rehabilitate Great Lakes ship- 
ping. Supports I. C. C. investigation of rail-water rates 
and reaffirms belief in merits of St. Lawrence seaway 


project. La Follette says project can be passed by 
Congress 


A resolution directing the attention of Congress and the 
Maritime Commission to the fact that a large number of ves- 
sels were transferred from the Great Lakes to ocean service to 
meet the demands of the recent war, and that few if any such 
ships have been returned to lake service, and urging post-war 
rehabilitation of Great Lakes shipping, was adopted by the 
Great Lakes .Harbors Association, June 7, at the close of its 
two-day annual meeting at Palmer House, Chicago. 


Other resolutions, unanimously passed, placed the associa- 
tion on record as supporting the Maritime Commission and the 
War Shipping Administration in the effort to secure from the 
Interstate Commerce Commission a general investigation of 
rail-water rates; requested the Maritime Commission to deter- 
mine that the Great Lakes-North European trade route via 
the St. Lawrence River constitutes an “essential trade route” 
of the United States and that the commission encourage the 
establishment of American-flag steamship service on the route; 
supported S. R. 48, upholding state ownership to submerged 
tidewater lands; and recommended that port cities on the Great 
Lakes make studies through their city planning commissions to 
determine the highest beneficial use of railroad-owned water- 
front preperty, and seek cooperative action with the railroads 
to develop such property. 

The association reaffirmed its belief in the merits of the 
St. Lawrence Seaway project, and memorialized Congress and 
the President to take all measures necessary to secure early 
authorization of the project, and thanked members of the Sen- 
ate foreign relations committee for their recent action in ap- 
proving the waterway proposal. 

All officers of the association were re-elected, with the ex- 
ception of Vice-president Edward H. Hatch, of Duluth, Minn., 
who was replaced by Mayor J. H. Kaiser, of Port Washington, 
Wis. The officers re-elected are: President, Daniel W. Hoan, 
Milwaukee; honorary vice-president, William George Bruce, 
Milwaukee; secretary, H. C. Brockel, Milwaukee; treasurer, 
John C. Beukema, Muskegon, Mich.; and legal counsel,. Herbert 
H. Naujoks, Chicago. 


La Follette Says Approval Is Near 


The press of official business prevented both the scheduled 
luncheon speakers—Senator La Follette, of Wisconsin, and 
Mayor Kelly, of Chicago—-from appearing at the meeting. The 
speeches of both were presented. 


Senator La Follette said that “we are nearer to securing 
Congressional authorization now than at any time in the past” 
for the St. Lawrence seaway and power project, and prediction 
that “it can be passed when the Congress has an opportunity 
to consider it.” 

He said he supported the amendment offered by Senator 
Lucas, of Illinois, which would leave the problem of diversion 
of water from Lake Michigan in the hands of the Supreme 
Court and Congress, “where it now stands.” Continuing, he 
said: 

The ability of the Great Lakes district, particularly of Wisconsin, 
Illinois and Minnesota, located 1,000 miles or more from the seacoasts, 
to participate in the expanded foreign trade possibilities will be dis- 
tinctly limited by the higher transportation costs which we are called 
upon to pay. This disadvantage is made even more severe as the 
result of the Interstate Commerce Commission’s decision to raise the 
class rates in the northeast and lower them in the south. The only 
way this part of the country can cope with this situation and partici- 
pate to a large extent in foreign trade potentials is by lower transporta- 
tion costs through the construction nf the St. Lawrence seaway. 


Senator La Follette said that “it seems easier to obtain 
large appropriations for economic aid to foreign countries than 
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it is to obtain a comparatively small contribution to the im- 
provement of the condition of our people.” 

He questioned the arguments of Gulf ports that their trade 
could be diverted to Chicago and the St. Lawrence route, and 
said that the railroad workers of Illinois, Wisconsin and Min- 
nesota and all states west would directly benefit by the sea- 
way, “since the western railroads would become terminal roads 
directly feeding ocean navigation on the Great Lakes,” con- 
cluding: 


It costs now $20 to-$24 a ton to transport dairy products from Wis- 
consin to tidewater by rail. We can cut this cost in half to the eastern 
coast of the United States, which is our major market. I feel certain 
that the cost of transportation to foreign countries over the St. Law- 
rence seaway will be equally reduced. 


Kelly Says Chicago Backs Project 


Mr. Kelly in his speech emphasized Chicago’s position in 
favor of the seaway and of Senator Lucas’ amendment to S. R. 
104. He said most of the opposition in the mid-west centered 
around the points now covered by the Lucas amendment. Should 
the seaway be achieved, it would not be necessary to spend 
great sums to deepen harbors on the Great Lakes, Mayor Kelly 
said, adding that the Chicago harbor, with its depth of 20-21 
feet can handle all Great Lakes vessels. The seaway will 
promote the growth of all Great Lakes cities and will result 
in new traffic for all forms of transportation, said he. 

Julius H. Barnes, of New York, president of the National 
St. Lawrence Association, said the approval of the seaway proj- 
ect would redeem the good faith of this country in its relations 
to Canada and would set a much-needed example of interna- 
tional cooperation. Every agency of the federal government has 
approved the project, he said. Citing the Suez and Panama 
canals as “examples of what cheaper and shorter access means 
in the growth of earning power and expansion of commerce,” 
Mr. Barnes said that “the St. Lawrence would also surprise 
the world.” 

Maxim M. Cohen, marine manager of the North Pier Ter- 
minal Co., Chicago, speaking on the post-war outlook for Great 
Lakes package freight shipping service, said that such service 
is doomed unless the 1940 transportation act is amended by 
law to eliminate “the vicious fourth section rate cutting” by 
the railroads. While terminal costs are now “all but prohibi- 
tive,” Mr. Cohen said that mechanical handling and palletizing 
of freight would solve the problem. 


Power Aspects of Project 


Discussing the power aspects of the St. Lawrence seaway 


project, Leland Olds, chairman of the Federal Power Commis- 
sion, Washington, D. C., said that “St. Lawrence power will be 
very cheap power—-six and one-half billion kilowatt-hours of 
electricity at an average cost of about one-tenth of a cent— 
less than one-third of what it would cost to generate the same 
energy in the lowest cost steam station which could be built in 
the area.” 

A study of his commission showed, he said, “that this power 
could be transmitted to the various cities of New York and 
New England at an average cost, including interest and de- 
preciation on the entire investment on power plant and trans- 
mission facilities, of 2.2 mills per kilowatt-hour for 80 per cent 
load factor power.” He added: 


In a market now requiring some 34 billion kilowatt-hours annually 
and with a 20-year average rate of growth of more than 5 per cent, 
there is no question as to the market for St. Lawrence power as soon 
as the project can be completed: If electric rates in the region were 
reduced to perfectly feasible levels, the growth of residential and 
rural use of electricity alone could readily absorb more electric energy 
than the entire project output. 


Other speakers to address the meeting were Col. D. O. EI- 
liot, Great Lakes division engineer, U. S. corps of engineers; 
Dr. N. R. Danielian, of Washington, D. C., who had charge of 
an economic survey of the seaway project made by the Depart- 
ment of Commerce; and Leathem D. Smith, president, Leathem 
D. Smith Shipbuilding Co., Sturgeon Bay, Wis. 


BIDS FOR RECONVERTING S. S. URUGUAY 


The Maritime Commission has. announced that bids for the 
reconversion of the Steamship Uruguay from a troopship to a 
passenger-cargo vessel have been received as follows: Todd Ship- 
yard Corporation, New York, N. Y., $4,644,464; Atlantic Basin 
Iron Works, Brooklyn, N. Y., $4,994,000; Bethlehem Steel Co., 
New York, $5,206,000; and Federal Shipbuilding and Drydock 
Co., Kearny, N. J., $4,437,000. 


BIDS ON STEEL CRANE BARGES 
The Maritime Commission has announced that invitations 
to bid, number 179, are available on nine 60-ton steel crane 
barges recently declared surplus by the War Departmert. 
Sealed bids will be opened and read at 2:30 p. m., e.s.t., June 
27, said the commission. 
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S. F. Bay Carloading Conference 
Rate Boost Approved by M. C. 


All but two of respondents in proceeding involving 
charges for cargo-handling services at San Francisco 
piers found by Maritime Commission to be subject to 
its jurisdiction. Interim adjustment providing for 3314 
per cent increase in rates authorized on condition that 
respondents refund charges subsequently found by 
commission to be unfair or unreasonable 


In a report in No. 639, Status of Carloaders and Unloaders, 
a proceeding instituted by it in which it said the central issue 
was whether the respondents were within the coverage of the 


‘shipping act 1916, as amended, the Maritime Commission 


granted authority to members of the San Francisco Bay Car- 
loading Conference to increase their rates for cargo-handling 
services at the piers by 3344 per cent as an interim adjustment 
under an agreement as to which the commission withheld its 
approval, such authority being subjected to a condition that the 
respondents refund charges subsequently found by the com- 
mission to be unfair or unreasonable. 

The respondents, members of the carloading conference, 
the commission said, comprised four common carriers by water, 
two companies affiliated with such carriers, three terminal 
operators, twelve stevedoring companies, and seven so-called 
“independent” carloaders and unloaders. 

The car service involved in the proceeding, said the com- 


‘ mission, was accorded water-borne traffic at piers of the Board 


of State Harbor Commissioners for San Francisco Harbor, and 
these piers, served by the board’s belt railroad, were assigned 
on a month-to-month basis to steamship companies or terminal 
companies who acted as their agents. 


Level of Rates Proposed 


_ Discussing the rate level here under investigation, the com- 
mission said, in part: 


This proceeding stems directly from the termination by the War 
Shipping Administration of an emergency subsidy granted certain re- 
spondents during the war. They were paid cost plus a fixed fee of ten 
cents a ton. In turn, they credited to War Shipping, revenue received 
from shippers who were charged existing rates which have been in 
effect since 1941. 

The proposed tariff represents an over-all increase of about 47 per 
cent over present rates to compensate higher postwar operating costs. 
However, during this proceeding respondents proposed a 33% per cent 
increase (hereinafter called alternative. basis) which would correspond 
with (1) rates now applied by War Shipping at San Francisco on inter- 
coastal cargo, and (2) rates recently approved by the California Rail- 
road Commission for application by other terminal operators in the Bay 
area. The proposed commodity rates—not the alternative basis—repre- 
sent estimated cost of handling the particular commodity divided by 
tonnage handled... . 


It was the respondents’ proposal, the commission explained, 
to adopt until February 1, 1947, W. S. A. car service tariff 
1(A), I. C. C. No. 1, which became effective November 15, 
1945, and which represented a 334 per cent increase over 
J. P. Williams C. R. C. tariff 1-A effective November 1, 1941. 
In an appendix to the report, the commission showed that the 
rate increases proposed originally ranged from 1 per cent 
(bags and. bagging) to 306 per cent (potash) for loading and 
from 5 per cent (sugar) to 114 per cent (fibreboard, in rolls) 
for unloading. 


The commission found the 3344 per cent increase proposal 
justified as an interim basis “pending an analysis of actual costs 
of car-service work by the commission for the purpose of 
determining proper rates.” 


Hearings After Cost Study 


“The record will be held open for submission by respond- 
ents of the agreement and tariff revised in accordance with 
the findings herein, and for further hearings after completion 
of the cost study, by the commission,” the commission said. 

On the jurisdictional issue, the commission said that the 
main question was whether the non-common carrier respondents 
were wthin the definition of “other persons” contained in sec- 
tion 1 of the shipping act of 1916, reading as follows: 


“The term ‘other person subject to this act’ means any 
person not included in the term ‘common carrier by water,’ 
carrying on the business of forwarding or furnishing wharfage, 
dock, warehouse, or other terminal facilities in connection with 
a common carrier by water.” 


Description of Respondents’ Services 


Concerning the question.-whether the respondents furnished 
“terminal facilities in connection with a common carrier by 
water,” said the commission, the facts were as follows: 
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Before carload freight moves to the piers, it must be booked for 
shipment with the steamship company. After cars arrive at the rail- 
road ‘‘break up’”’ yard at the port, the steamship company or terminal 
operator orders them placed on the belt railroad, thence spotted as 
needed on the pier tracks for unloading. As the car is unloaded a 
representative of the steamship company or terminal operator records 
the broken car seal, checks and pile-tags the cargo, designates where it 
is to be placed on dock, and receipts for the cargo to the railroad. The 
cargo is transferred from car to ‘‘place of rest’’ on dock by a gang of 
eight to ten car unloaders, using two-wheel hand trucks—sometimes 
four-wheel trucks—or, in the case of palletized cargo, by powered lift 
trucks. Occasionally, cargo is transferred across the dock to ship for 
immediate loading. The foregoing operation constitutes indirect car 
unloading. 

Direct car unloading is accomplished by spotting an open top car 
alongside ship and using ship’s gear to hoist the cargo directly from 
ear into the hold. (This, as well as the transfer of cargo from ‘‘place 
of rest’? to ship, is a stevedoring operation.) Carloading is essentially 
the reverse of the above described direct and indirect car unloading 
operation. Most of the respondents perform stevedoring, and direct 
and indirect work. However, the ‘‘independents’’ perform only indirect 
work and accessorial services such as weighing and strdpping. ... 

The railroads perform no car-servicing work on carload freight at 
the piers. Ordinarily, the obligation to load or unload freight is upon 
the shipper. However, the railroads, for competitive reasons, 
absorb all or a part of car-servicing costs—on traffic originating east of 
the Rocky Mountains for shipment on through export bill of lading, and 
on certain local traffic originating west thereof... . 


M. C. and I. C. C. Jurisdiction 


After stating that the first obstacle to its jurisdiction over 
the respondents was section 33 of the shipping act, which pro- 
vided that the commission could not exercise concurrent juris- 
diction over any matter within the power and jurisdiction of the 
Interstate Commerce Commission, the Maritime Commission 
proceeded with a discussion in which it concluded that “under no 
circumstances does the interstate commerce act appear to apply 
to the business of car-servicing’”’; that two of the respondents, 
Luckenbach Steamship Co. and J. C. Strittmatter, dba Con- 
solidated Steamship Companies, were “common carriers by 
water’ subject to the interstate commerce act, and that it was 
apparent that while the considered agreement was operative 
the (Maritime) commission had plenary power to control, 
among other things, the fixing and regulation of rates and prac- 
tices of the agreeing parties. Therefore, it said, approval of 
the agreement would constitute automatic and complete occu- 
pancy of the field of activity here involved by the federal 
government. ° 

As to the “crucial question” whether the non-carrier re- 
spondents were “other persons” who furnished ‘dock” or 
“other terminal facilities in connection with a common carrier 
by water,” the commission said it was clear that the equipment 
and labor furnished by the respondents constituted “terminal 
facilities.” As to “connection” of the respondents with a water 
carrier, the commission referred to jurisdiction it had exercised 
in Practices, Etc., of San Francisco Bay Area Terminals, with 
respect to charges for wharf storage services, and added: 


There is no essential difference between the physical operation of 
providing wharf storage services and indirect carloading and unloading 
services. In the former, the movement is from ‘‘place of rest’’ to 
storage, thence to consignee; and, in the latter, between. car and ‘‘place 
of rest.’’ The same handling facilities are used in both operations. 
If anything, indirect car-servicing work is more directly and intimately 
connected with the water carrier than the service of wharf storage. 
Certainly this is the fact as to direct car work where the operation is. 
at once stevedoring and car service. The record here emphasizes the 
close physical and business relation between water carrier and car- 
loader. The carloaders who do not have pier assignments cannot 
operate on the piers without the consent of the assignee, i. e., the 
steamship company or its agent. The operations of carloaders are 
directed and controlled largely by steamship interests, as, for instance, 
the ordering and spotting of cars and checking and placement of 
COKHO: . 2. 

To sum up, two of the respondents, Luckenback and Strittmatter, 
are common carriers by water subject exclusively to the interstate 
commerce act. The remaining respondents are either common carriers 
by water or ‘‘other persons’’ subject to the shipping act, and their car- 
servicing rates and practices here involved are subject to the exclusive 
jurisdiction of the Maritime Commission when fixed and established 
under a section 15 agreement. 


Evidence on Costs 


The *commission commented on what it described. as “frag- 
mentary” and inadequate financial evidence, but said that 
testimony indicated a need for a careful analysis of car-servicing 
costs over a test period to determine proper rates. It said that 
a W. S. A. rate consultant had testified that the rate increase 
would necessarily need to be 47 per cent, “to break even... 
without allowing anything for the two hours overtime, or 
anything for profit.” It added that an O. P. A. witness had 
shown, as to one of the terminal operators, that an increase 
of 34 per cent was required to allow compensatory rates on 
20 representative commodities. 

“Upon this record,” said the commission, “we conclude 
that the present rates, which have been in effect since 1941, 
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are noncompensatory and are burdensome upon other services 
which are performed by respondents. Any tariff of rates less 
than a general 3344 per cent increase over present rates would 
be non-compensatory and detrimental to commerce within the 
meaning of section 15 of the shipping act, 1916.” 


Commission’s Findings 
The commission made the following findings: 


1. That non-carrier respondents (see footnotes 4, 5, 6 and 7) are 
‘“‘other persons’’ subject to the shipping act 1916. 

2. That Luckenbach and Strittmatter are not subject to the ship- 
ping act and that such carriers, and Grace Line, are not proper parties 
to Agreement No. 7544. 

3. That Agreement No. 7544 should be approved, subject to the 
conditions in finding 4 below. 

4. That the proposed rates submitted with the agreement and 
contained in J. P. Wiiliams’ Tariff No. 1, M. C. No. 1, as amended at 
the hearing (Exhibit 25) have not been justified; but that the alterna- 
tive basis, as contained in War Shipping Administration Car Servicing 
Tariff 1 (A), I. C. C. No. 1 (Exhibit 13), has been justified as an interim 
basis pending an analysis of actual costs of car-service work by the 
Commission for the purpose of determining proper rates. Approval of 
the said agreement and alternative basis wili be conditioned upon an 
undertaking by respondents to refund by way of reparation any unfair 
or unreasonable charges determined by the Commission to result from 
establishment of such alternative basis. 

5. That the present rates are non-compensatory and burden other 
services which are performed by respondents; that such rates are detri- 
mental to commerce within the meaning of section 15 of the shipping 
act, 1916; and that any tariff of rates less than the alternative basis 
herein approved would be noncompensatory and detrimental to com- 
merce. This finding is without prejudice to any subsequent finding as 
to individual rates made under the conditions set forth in finding 4. 

6. That section 6 of Agreement No. 7544, providing that no change 
shall be made affecting rates unless agreed to by not less than .75. per 
cent of water carrier members, would be unfair as between such car- 
riers and other members, and would be detrimental to commerce. 

The record will be held open for submission by respondents of the 
agreements and tariff revised in accordance with the findings herein; 
and for further hearings after completion of the cost study mentioned 
in finding 4. 


Commission Order June 10 


By an order in No. 639, dated June 10, the Maritime Com- 
mission approved, subject to conditions, agreement No. 7544 as 
revised, after noting that the respondents had resubmitted “an 
agreement and tariff to be established thereunder revised in 
conformity with the findings made” in its report in No. 639. 

Approval of the revised agreement, under the terms of the 


order, was made subject to “the proviso that the tariff found . 


justified in said report be established pursuant to said agree- 
ment, and subject to the undertaking made in behalf of re- 
spondents to refund by way of reparation any unfair or unrea- 
sonable charges determined by the commission to result from 
the establishment of said tariff.” 

A further provision of the order is that the proceeding be 
held open for further hearings after completion of the cost 
study mentioned in finding (4) of the report. 


Ship Federation Head Favors 
Air Policy Board Proposal 


Almon E. Roth, president of the National Federation of 
American Shipping, has filed with the Senate interstate com- 
merce committee a statement endorsing S. 1639, the Mitchell 
bill to amend the transportation act of 1940 to provide for 
restablishment of a National Air Policy Board (see Traffic 
World, June 8, p. 1720). Hearings on the bill were held by a 
subcommittee of the Senate interstate commerce committee, 
headed by Senator Mitchell, of Washington, author of the bill. 

After referring, with approval, to a provision of the bill 
authorizing the proposed board to investigate the relation of 
air transportation to the national defense and a national trans- 
portation system, etc., Mr. Roth expressed a belief that the pro- 
posed legislation should be broad enough to empower the board 
to make a complete investigation of overseas air transportation 
and its relation to both national defense and the national 
economy. He suggested that the board be made permanent. 


“The recent decision of the Civil Aeronatuics’ Board in 
denying to American flag shipping companies the right to use air 
transportation is an important case in point, calling for action 
by the National Air Policy Board,” said Mr. Roth. 

In further discussion he said, in part: 


The C. A. B. says it is charged with the responsibility of developing 
aviation. But it was not charged with the responsibility of penalizing 
another mode of transportation. To starve one agency of business 
enterprise, in order to feed another, is dangerous nonsense. 

If this policy of the C. A. B. is allowed to stand, it will be the 
first time in the history of our country that any type of carrier has 
been restrained in the use of new and improved transportation facili- 
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ties.... Congress has never by law or declaration of policy restricted 
carriers to the operation of only one transportation facility... . 

It is grossly unfair to American business to permit the foreign 
competition that is now being developed by the activities of the C. A. B. 
An analysis of the agreements entered into by the Department of State 
and the interpretation of the civil aeronautics act by the board estab- 
lishes that more than 50 foreign nations have acquired a legal right, 
express or implied, to engage in commerce to and from the United 
States and, in some instances, to carry passengers from the United 
States to third countries. ... Air lines of foreign countries, either owned 
or controlled by foreign shipping lines, are...able to impose unfair 
competitive conditions upon American shipping lines. It is bad enough 
to permit this foreign competition, but it is absurd to prevent Amer- 
icans from meeting it on equal terms.... 


Inland and Intracoastal Waterway 
Traffic in World War II 


Report of waterway operators says that, eexclusive of 
Great Lakes, this traffic was 57.3 per cent greater in 
1944 than in 1939. Waterways also used to float thou- 


sands of sea-going vessels from inland shipyards to 
the ocean 


Growth of traffic on the inland and intracoastal waterways 
of the United States in the war years is shown in a pamphlet en- 
titled “Inland and Intracoastal Waterways in World War II,” 
issued by the American Waterways Operators, Inc., Washing- 
ton, D. C. The data used in the report, says the waterway 
organization, were furnished by the Board of Engineers for 
peng and Harbors, Corps of Engineers, U. S. Army, at its re- 
quest. 

“In continuously mounting volume through the war years, 
traffic grew on the inland and intracoastal waterways of the 
United States, each year setting a new record in ton-miles 
of barge-borne freight,’’ says the report. “In addition to their 
value as carriers of commercial cargo, the inland waterways 
were used to float thousands of sea-going vessels from inland 
shipyards down to the ocean. America’s rivers and canals thus 
served a twofold purpose during the war—they shared impor- 
tantly in the transportation of startegic materials, and they 
made possible a widespread geographical diffusion of manu- 
facturing processes that otherwise would have been forced into 
congested coastal areas.” ; 

By 1944, it is pointed out, the inland and intracoastal water- 
ways of the United States, exclusive of the Great Lakes, were 
carrying 31.3 billion ton-miles of commercial freight, an in- 
tg gg 57.3 per cent over the 19.9 billion ton-miles carried 
in q 

The following statistics, set forth in a table in the report, 
show the growth of traffic on selected rivers and canals in 
billion ton-miles 1944 compared to 1939 (excludes coastwise 
and foreign cargo): 


Mississippi River, Minneapolis to Head of Passes, 4.3 in 1939 and 
8.7 in 1944, 102.3 per cent increase; Ohio River, 3.4 in 1939 and 7 in 
1944, 105.9 per cent increase; Gulf intracoastal waterway, 1.1 in 1939 
and 5.9 in 1944, 436.4 per cent increase; Monongahela River, 1 in 1939 
and 1.5 in 1944, 50 per cent increase; Illinois waterway, .6 in 1939 and 
1.2 in 1944, 100 per cent increase, and Atlantic intracoastal waterway, 
.6 in,1939 and .9 in 1944, 50 per cent increase. 


In general, the report points out, the long-haul waterways 
showed the greatest gains in war-time traffic. 


Intracoastal Waterways 


“As the southern supporting link of the inland waterways 
system, the Gulf intracoastal made an outstanding contribution 
to the transportation pattern during the war,” it continues. 
“This continuous waterway from Corpus Christi, Tex., to St. 
Marks, Fla., serves such intermediate metropolitan centers as 
Galveston, Houston, New Orleans and Mobile. In 1944 it car- 
ried more than five times as much freight as in 1939. This water- 
way is most valuable in the transportation of crude and refined 
petroleum, but it also is used by wide variety of other strategic 
commodities. 

“A somewhat removed portion of the inland system of wat- 
erways is the Atlantic intracoastal waterway extending from 
Philadelphia, Pa., to Miami, Fla., and connecting all coastal 
cities on the South Atlantic. It provided a sheltered route for 
more than a billion ton-miles of traffic in 1942 and 1943 at 
the peak of the submarine warfare. After 1943 the submarines 
were under control and some of the traffic moved again by deep- 
sea vessels, but the worth of this protected coastal route, es- 
pecially in time of war, was already. proved.” 


Mississippi System Performance 


In relating the growth of traffic on the Mississippi River 
system, the report said: 
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Growth of traffic on the Mississippi River and its tributaries had 


been on the increase for many years before the war, so that part of 


the increase in traffic in the years 1942 to 1945 can be considered the 
normal increase in traffic on the waterway. The tonnage reported, how- 
ever, is in excess of anything that could be considered normal, and 
analysis of the types of freight carried shows conclusively that the 
inland waterways played their important part in the war effort. by 
carrying their share and more of strategic war commodities. 

First there were gasoline and fuel oil without which there would 
have been no planes in the air nor any mechanized units on land. But 
more than that, without gasoline and fuel oil, the home front would 
have bogged down. The inland waterway system moved millions of 
tons from the refineries on the Gulf and near the mouth of the Mis- 
sissippi River upstream to Memphis, St. Louis, Chicago, Minneapolis, 
St. Paul, Louisville, Cincinnati, Nashville, Steubenville, and Pittsburgh. 
Helena, Ark., became a busy shipping center for refined petroleum 
products, when a pipe line was constructed with a terminal point at 
Helena that draws ultimately from Texas fields. This was only one of 
several instances: in which it was demonstrated that waterways and 
pipe lines are basically complementary rather than competing trans- 
portation agencies, 

Petroleum Products 


Crude oil moved upstream in heavy oil tows from the Gulf and 
from intermediate points at Memphis, Helena, and Baton Rouge, to 
refineries at various upstream stops. To the great refinery areas in 
Illinois and Indiana, crude oil moved in quantities reaching into the 
millions of tons. During the war, crude oil was brought onto the 
river at pipe-line terminals from the Illinois and Indiana fields, car- 
ried upstream to refineries near the Ohio River, and from there put in 
products pipe lines to the east coast ports. This was a reversal of the 
usual pattern of the flow of crude oil and petroleum products. In peace 
years the great fleet of tankers moved from the Gulf around the Florida 
peninsula to the ports on the coast, and from there the products moved 
inland by pipe line. Submarine warfare sent many tankers to the 
bottom of the ocean, and other tankers were transferred from commer- 
cial to naval service. The results were the emergency barge fleet on 
the Mississippi River system, the reversal of flow in many of the pipe 
lines, and the conversion of products lines to crude lines. With the 
submarines at large in the Caribbean our petroleum supply from 
Central and South America came to a virtual standstill. To offset this 
loss, the great inland fields dug deeper into their reserves, the refin- 
eries stepped up their output of gasoline and other petroleum products, 
and both crude oil and refined products moved in never-ending lines of 
tows along the inland and intracoastal waterways. 


Sulphur 


Probably second in importance to gasoline and crude oil was the 
sulphur which went not only into explosives but into many other 
strategic war products. From the Gulf Coast, loaded sulphur barges 
traveled the length of the Mississippi- system. Large quantities of 
sulphur were also transported up the Illinois waterway for shipment 
on the Great Lakes to Canada or lake cities in the United States. 


Coal 


- A familiar sight on many rivers is that of tows of heavy coal barges 
floating along quietly, loaded with hundreds of tons of coal—each equal 
to several train loads of freight cars. 

Morgantown, W. Va., Greensboro, Pa., and California, Pa., put on 
the Monongahela River in 1944 over 25 million tons of coal and coke. 
Oakmont, Pa., and the Allegheny River, contributed more than another 
million tons. Pittsburgh and Ciairton, Pa., unloaded 20 million tons, 
while the remainder went down the Ohio River to Wheeling and Cin- 
cinnati. The Kanawha River contributed another four million tons, 
half of which moved between points on the upper stretches of the river, 
while the other half was carried out to the Ohio River and upstream 
to Wheeling and Pittsburgh. Nearly four million tons of coal moved 
out of Huntington, W. Va., downstream to Cincinnati, Louisville, and 
Evansville. Some half-million tons were barged between. points on the 
Tennessee River. Likewise, the bulk of the coal on the Illinois water- 
way never got far from home, but the eight million tons in 1944 pro- 
vided Illinois industries at Peoria and Chicago with all the fuel they 
needed. The coal which did move out of the Illinois waterway went 
upstream on the Mississippi to Dubuque, Winona and the Twin Cities, 
and with the tonnage originated on the Ohio and the Tennessee, con- 
tributed nearly three-quarter of a million tons of coal to those cities 
in 1944, Without barge-borne coal, the industrial areas of the middle 


gee would have made a much smaller contribution to the machinery 
of war. 


Iron and Steel 


Essential to the war machine was the iron and steel of the Pitts- 
burgh area, which moved to the great industries all along the Ohio 
River and the Lower Mississippi. More than a quarter of a million 
tons annually were barged to New Orleans and to the Gulf down the 
entire length of the river below Cincinnati. Much of the pipe for oil 
fields is loaded on the Ohio River at Parkersburg, W. Va., and carried 
down to Memphis and Helena. Nearly half a million tons of iron and 
steel: moved into Parkersburg in 1944, and a quarter of a million went 
into Cincinnati, for fabrication and reshipment. Iron and steel moves 
in great quantities on the Monongahela River, where local industries 
Process and manufacture it. The Missouri River carried nearly 5,000 
tons of iron and steel into Kansas City, and St. Louis received 25,000 
tons from points on the Illinois waterway. The local movement of iron 
and steel on the Illinois waterway totaled more than 50,000 tons. 


Sugar 


Inland waterway transportation of sugar was curtailed during the 
war by virtue of restrictions as to length of haul. The great bulk of 
sugar traffic continued to move up from the Gulf to Cairo, St. Louls, 
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Chicago, Evansville, Louisville, and Cincinnati. Imports of sugar were 
drastically reduced when more important items needed the shipping 
space. In order to compensate somewhat for the loss of Hawaiian 
sugar, the domestic production was increased and the result was that 
about the same total tonnage was shipped in 1944 as in 1941 on the 
Mississippi River, about 250,000 tons. 


Grain 


Grain barges on the Mississippi, the Missouri, and the [Illinois 
waterway were constantly on the move, with wheat out of the Dakotas, 
Minnesota, Nebraska, and Kansas; with corn out of Iowa and Illinois; 
and with other grains from the great farm lands of the middle west. 
Rice also moved upstream on the Mississippi. Much of the grain fin- 
ished its journey on the Ohio, the Cumberland, and the Tennessee 
Rivers at various milling points. Even greater amounts were carried 
to Chicago and into Calumet Harbor for reshipment on the Great 
Lakes. The commercial exportation of grain virtually ceased during 
the war, but the milling and processing centers in this country were 
working twenty-four hours a day. Shipments through New Orleans 
decreased, but terminals at Memphis and Vicksburg were working 
overtime as distribution centers for inland points. The Illinois water- 
way was the busiest artery, contributing nearly 300,000 tons of grain 
to be shipped on the Great Lakes in 1944. 


Floating Sea-going Vessels 


These contributions of tons of important commodities are only 
part of the story. An innovation in use of inland waterways during 
World War II was the construction of sea-going vessels on upper 
reaches of the Mississippi River and its various tributaries and the 
subsequent journey of these ships down to sea. Actual construction 
represented no particular problem. Yards and dry docks were put. in 
operation at points on the Mississippi, Illinois, Missouri, Tennessee, 
Cumberland, and Ohio Rivers; as well as on the Great Lakes. In the 
three years and nine months of war these inland ship yards produced 
3,943 war vessels of various sizes and descriptions, plus 146 dry docks, 
43,744 tons of sections of ships and 500 tons of sectional bulkheads. 
The Monongahela River started 50,546 tons of structural steel on its 
way to various shipyards from Glassport and McKeesport. The Ohio 
River originated 43,477 tons of sections of ships which were sent to 
various shipyards for assembly. The 500 tons of sectional bulkheads 
originated at New Orleans were sent to Mobile. The 117 stern, bow 
and hull sections of destroyer escorts moved from New Orleans to 
Orange, Texas, by the Gulf intracoastal waterway. Barges of various 
sizes and adapted for different uses were built for the Army and Navy 
as well as for regular river use. These totalled 536 and were con- 
structed at points on the Cumberland, Tennessee, and Ohio Rivers, and 
at New Orleans. Fifty mine-planters were built on the Great Lakes 
between Jan. 1, 1942, and Sept. 30, 1945. In the same period, 580 
LST’s were constructed on the Ohio River and 124 on the Illinois 
River. There were also LCI’s, LCT’s and LSM’s—all together 1573 
landing craft, for use in military operations, that were constructed 
inland and transported via the Mississippi River system. New Orleans 
produced 167 motor torpedo or P. T. boats, and 200 patrol boats. 
Fourteen sub chasers were built for the Navy on the Cumberland 
River. There were also 107 of these from the Great Lake’s yards. 
Thirteen navy tankers came from the upper Mississippi River and 
thirteen army supply ships were built on the Tennessee River. Tugs, 
towboats, and lighters totaling 266 originated in yards on the Great 
Lakes, on the Ohio River, the Tennessee River, the Missouri, the Cum- 
berland River, and at New Orleans. Seventeen destroyer escorts were 
built on the Great Lakes and tweive on the Ohio River. 

All of these vessels moved by water from inland yards to the 
ocean. Ships too large to go through the relatively shallow drafts of 
inland streams were mounted on pontoons and floated down the rivers. 
Because the inland waterways existed, over 4,000 pieces of equipment 
were made available that probably could not otherwise have been built, 
because coastal yards and docks were also operating to fullest capacity. 

The inland waterways, improved during the years of peace, repaid 
the foresight and wisdom of the Congreess with manifold returns not 
only in times of peace, but even more abundantly in time of war. 


W. S. A. Transfer to M. C. 
Recommended in Senate 


In reporting to the Senate H. R. 6496, the annual Navy De- 
partment appropriation bill, the Senate committee on appropria- 
tions recommended that section 202 of the bill be amended to 
provide for transfer of functions of the War Shipping Adminis- 
tration to the Maritime Commission and that “the War Ship- 
ping Administration shall cease to exist as of July 1, 1946.” 
Provision is made in the bill for transfer of W. S. A. funds to 
the Commission. It is further provided that the unobligated bal- 
ance of the W. S. A. revolving fund shall be converted into mis- 
cellaneous receipts of the treasury not later than the close of 
business on March 1, 1947. The committees recommended de- 
letion of language in the bill which officials of the commission 
‘felt might be interpreted to mean that certain organic func- 
tions of the commission transferred to the W. S. A. in the 
period of the war might only continue in the commission until 
December 31, 1946. 

President Truman has recommended additional reductions 
in appropriations of the W. S. A. and the commission and re- 
peal of additional contract authorizations for the commission. 
The W. S. A. reduction recommended is $80,070,000. For the 
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commission a reduction of $378,460,000 is recommended in ad- 
dition to repeal of contract authorizations of $173,678,000. Both 
would be made possible by revisions of the maritime program, 
said the President. 


U. S. and American President's Lines 
Join Sea-Air Committee 


The United States Lines and the American President’s Line 


have joined the sea-air committee of the National Federation 
of American Shipping, Inc., thus rounding out solid representa- 
tion of American flag steamship lines comprising the sea-air 
committee, Tirey L. Ford, chairman of the committee has 
announced. 

The sea-air committee, Mr. Ford points out, is endeavoring 
to obtain for American flag passenger lines an equality of op- 
portunity in the matter of permits to operate transocean air 
services paralleling their steamship lines. Continuing, he said: 


Neither the United States Lines nor the American President’s Line 
has on file any application before the Civil Aeronautics Board nor 
have they announced any intention of filing one. Their action resulted 
from their conviction that the existing situation under which foreign 
steamship interests are freely granted permits to operate air services 
while at the same time American lines are uniformly refused such 
permits is not only prejudicial to the fundamental rights of the Amer- 
ican shipping companies but also is a serious threat to the foundations 
of our American merchant marine. - * ; 

The Civil Aeronautics Board is doubtless acting in good faith, but 
their very narrow and we feel erroneous interpretation of the law and 
their aviation responsibilities under it results in the jeopardizing of 
other segments of our national economy and brings them into conflict 
with the functions and responsibilities of the Maritime Commission 
who are charged with the fostering and developing of our war-tested 
American merchant marine. 

No fair-minded person can assume that it was the intent of Congress 
to have Uncle Sam sock himself in the nose with his C. A. B. left hand 
and at the same time try to parry the blow with his Maritime Com- 
mission right hand. Both hands should be slugging night and day to 
meet the aggressive competition from abroad which is being actively 
pushed by combined air and sea transport. 

It is neither sound business nor in the public interest to promote 
the plane and sink the ship. 


Mr. Ford. concluded “that the eleven steamship lines which 
now comprise the sea-air committee, and which represent prac- 
tically the entire American flag passenger services, propose to 
request a further discussion of this question with the Civil 
Aeronautics Board. If it is thereafter deemed necessary, the 
committee will explore the question of a legislative solution.” 

The eleven companies which now comprise the sea-air com- 
mittee are: Americin South African Line, Inc., American Presi- 
dent’s Line, Atlantic, Gulf and West Indies Steamship Lines, 
Grace Line, Matson Navigation Company, Moore-McCormack, 
Inc., Oceanic Steamship Company, Seas Shipping Company, 
United Fruit Company, United States Lines, and Waterman 
Steamship Corporation. 


American Lines Brought in Most 
of U.S. Coffee Imports in 1945 


Of the 1,254,970 tons of coffee imported through 15 United 
States seaports from seven areas of the world in 1945, Ameri- 
can steamship lines delivered 1,005,818 tons, says the National 
Federation of American Shipping in a review of merchant 
ship operations in the coffee-carrying trades for 1945. 


The Delta Line of New Orleans was listed as the largest 
individual coffee carrier of all American steamship lines in 
1945. It delivered 224,637 of the 1,005,818 tons brought by Amer- 
ican merchant ships to the United States, the federation said. 
Continuing, its statement, in part, said: 


The federation cited the Delta Line’s distribution of the coffee 
carried on its shios as proof that coffee is the most widely distributed 
commodity imported by the United States. Delta Line’s tonnage was 
distributed to 117 importing firms in 21 states, with an estimated 15,000 
retail outlets ranging from giant food markets to country crossroads’ 
grocery stores and filling stations. ... 

The federation said that Delta Line ships carried as much as 7,500 
tons of the bean per ship, or the equivalent of almost 650,000,000 cups. 
To,accomplish the movement of 224,637 tons, Delta Line used 17 mod- 
ern American merchant ships and 700 personnel. : ‘ 

The federation listed other prominent American steamship lines 
which brought coffee to the United States, as follows: 

Grace Line, Waterman Steamship Corp., United Fruit Co., Moore- 
McCormack Lines, Lykes Brothers Steamship Co., United States Lines, 
A. H. Bull and Co., and Standard Fruit and Steamship Co. 

The federation said that Brazil was by far the largest exporter of 
coffee to the United States, sending more than 700,000 tons of-it in 1945. 
Other exporters in order of importance were listed as Colombia, the 
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Caribbean and Central American area, Vénezuela, Ecuador, Peru and 
Africa. 


New York and New Orleans handled the largest tonnages of coffee 
in 1945, 582,731, and 404,272 tons, respectively. Other seaports and 
the tonnages of coffee imports handled were: 

San Francisco, 84,982 tons; Los Angeles, 54,092; Houston, 40,882; 
Jacksonville, 29,241; Baltimore, 17,278; Philadelphia, 12,231; Norfolk, 
13,140; Boston, 9,101; Mobile, 2,266; Galveston, 1,825; Seattle, 1,338; 
Brownsville, Texas, 509 and Charleston, S. C., 82. 


SHIP CONFERENCE AGREEMENTS 


The Maritime Commission has announced its cancellation 
of agreement No. 57-15, made in 1940 between the C. & J, 
Line (Cojuangco-Jacinto & Co.) and the member lines of the 
Pacific Westbound Conference, .under which the C. & J. Line 
was permitted to participate in conference contracts without 
vote in conference affairs and without posting the customary 
$25,000 bond. At the commission’s offices it was said the line 
was not now active and had requested cancellation of the agree- 
ment. 


Agreement No. 7579, between Wilh. Wilhelmsen, Oslo, Nor- 


way, Fearnley & Eger, also of Oslo, A. F. Klaveness & Co,, 


A/S Lysaker, Norway (the last two named being known col- 
lectively as the ‘Fern Line”), and Barber Steamship Lines, Inc., 
New York, N. Y., has been filed with the commission for ap- 
proval. Under the agreement the parties would establish a 
joint cargo service in the trade between United States Atlantic 
and Gulf of Mexico ports and ports of the African west coast, 
and in the Azores, Madeira, Canary Islands, Cape Verde Islands, 
and the Islands of San Thome and Fernando Poc. The joint 
service, said the agreement, would be designated the “Barber- 
West African Line.” Six vessels in the joint services would be 
contributed. said the agreement. as follows: Wilhelmsen, 3; 
Fern Line, 2, and Barber, 1. In the event of war or the conse- 
quences thereof, it said, the agreement would not be terminated 
but suspended to the extent necessary and in the period of sus- 
pension Barber would. if necessary, supply the needed vessels. 

Agreement No. 7870. for the establishment of the ‘‘Western 
Hemisphere Passenger Conference,” has been filed for approval 
with the Maritime Commission. 

The agreement applies exclusively to passenger traffic be- 

tween ports on the Atlantic and Gulf coasts and ports in Cuba, 
the Bahamas. Mexico. the Leeward and Windward Islands in- 
cluding the Virein Islands and Trinidad. British. French and 
Netherlands Guiana. Venezuela. the Netherlands West Indies, 
Puerto Rico. Dominican Republic, Jamaica, Haiti, Colombia, 
Panama including the Canal Zone. Ecuador, Peru. Chile. Ar- 
gentina. Uruguay and Brazil, including ports serving Paraguay 
and Bolivia. 
Sienatories to the agreement are Alcoa Steamship Co. 
TInc.. Grace Line. JInc.: Moore-McCormack Lines. Tne.: New 
York & Cuba Mail Steamshin Co.: the New York & Porto Rien 
Steamship Co.; Standard Fruit & Steamship Co.: and United 
Fruit Co. 

The Maritime Commission has announced filine with it of 
agreement No. 7568. covering the establishment hv parties to 
it of a ioint service under the trade name “Blue Funnel] Line” 
in trades between ports of the U. S.. Hawaiian Islands and 
Philippine Islands and ports in British North America, West 
Indies, Central America. South America, Africa, Asia, Aus- 


‘tralasia, Europe. and Philippine Islands. 


Parties to the agreement are: Ocean Steam Ship Co.. Ltd.: 
China Mutual Steam Navigation Co., Ltd.; Nederlandsche 
Stoomvaart Maatschannii “Oceea.” 

Agreement No. 2846-3 has been filed with the Maritime 
Commission for anvroval. by member lines of the West Coast 
of Italv and Sicilian Ports/North Atlantic Range Conference 
(W. I. N. A. C.). Thev vronosed to extend the scope of their 
basic agreement to include Adriatic seaports and to chanve the 
conference name to West Coast of Italy. Sicilian and Adriatic 
Ports/North Atlantic Range Conference (W. I. N. A. C.). 


BALTIC S. S. CONFERENCE MONOPOLY CHARGE 


The Maritime Commission. by an order in No. 653. East 
Asiatic Co., Ltd., vs. Aktiebolaget Svenska Amerika Linien 
(Swedish American Line) et al., has extended to June 11 time 
for respondents to file their answers to the complaint. 

East Asiatic complained of refusal of the North Atlantic 
Baltic Freight Conference to admit it to membership, alleging 
that, thereby, the respondents monopolized the commerce in 
the United States in the trade between U. S. north Atlantic 
ports and the Baltic ports covered by the conference agreement. 

It asked a cease and desist order, and that respondents be 
required to admit it to full and equal membership in the 
conference. In the event it was determined that the commis- 
sion lacked jurisdiction to require its admission to such mem- 
bership, East Asiatic asked that the conference be adjudged 
to be a-monopoly and combination in restraint of trade in vio- 
lation of the anti-trust laws and in violation of the provisions 
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of the shipping act, 1916, as amended; and that an order be 
made disapproving the conference agreement and requiring 
respondents to cease and desist from participating in “said 
combination and attempt to monopolize said trade and from 
performing any act pursuant thereto or in furtherance there- 
Oe Ec 


Foreign Applicants’ Bids for Ships 
Outnumber American Bids 


Maritime Commission says applications to purchase 
558 war-built vessels received from foreign govern- 
ments and steamship interests, as compared with 
American purchase applications for 331 vessels and 
charter applications for 112, in first preference period 
ended May 31. Liberty ships in heavy demand 


Applications to purchase or charter more than 1,000 war- 
built merchant ships had been received by the Maritime Com- 
mission in the first preference period ending May 31, it was 
announced. 

The commission said prospective American purchasers have 
applied for 331 vessels and prospective American CcHarterers 
for 112. Although the Maritime Commission cannot yet sell to 
foreign applicants, applications have been received for ‘the pur- 
chase of 558 vessels from foreign governments and’ foreign 
rents tad interests, according to the commission, which con- 
tinued: 


More applications have been received for the purchase of C2 and C3 
type vessels than there are ships of those types available. Liberty col- 
liers have also been in heavy demand; 22 have been offered and applica- 
tions to purchase 45 were received. 

Among foreign applications, 230 have desired Liberty ships and 153 
the small coastal type vessels. 

American. applicants to purchase include 12 who wish to ‘exchange 
older vessels in the transaction. Among the charter applicants, 15 
are from Philippine citizens who take precedence over other non-citizens 
up to July 4, 1946. 

In considering the desires of American citizens to exchange 12 
ships in the purchase of new ones the total applications for purchase 
or charter amount to a proposed net gain to the American merchant 
fleet of 431 war-built ships. 

Officials in charge of the commission’s ship sales operations pointed 
out that many of the applications thus far received may not result in 
actual purchase or charter: This is particularly true of applications 
for the C3 and EC2-S-AW1 types, where there are not enough ships 
to meet the demand, even counting the military auxiliaries which need 
considerable reconversion. Aiso, a few of the citizen applications are 
contingent upon the grant of operating differential subsidy agreements. 
Also the large majority. of applications for purchase request deferred 
payments; which are subject to determination that’ the applicant’s 
credit standing is adequate. ; 

Opinion was expressed that the volume of applications received 
through May 31 augurs well for the ship disposal program and the 
continuance of an adequate American merchant marine. 

The Maritime Commission, in accordance with the merchant ship 
sales act of 1946, promulgated certain regulations which guarantee 
uniformity: and equal treatment of applicants, all citizen applications 
received in a given calendar month are considered together. The next 
preference period will expire June 30, 1946. 


RAIL CAR EXPORT TRADE ASSOCIATION 


The, Railway Car Export Corporation of America has filed 
papers under the export trade act (Webb-Pomerene law) with 
the Federal Trade Commission for exporting freight cars hav- 
ing a capacity of 10 or more metric tons, and component parts, 
equipment and accessories therefor. The association will main- 
tain offices at 30 Church St., New York, and at 1025 Connecti- 
cut Ave., N. W., Washington, D. C., says the commission, add- 
ing: 

Officers of the association are C. W. Wright, president and director; 
R. A. Williams and Walter J. Curley, vice president and directors; 
L. C. Haigh, secretary-treasurer and director; Harry Odle, F. A. Liv- 
ingston, and K. C. Gardner, directors. Members are American Car and 
Foundry Export Co:, New York; Magor Car Export Corporation, New 
York; Pullman-Standard Car Export Corporation, Washington, D. C.; 
General American Transportation Corporation; Chicago; Greenville 
Steel Car Co., Greenville, Pa.; Pressed Steel Car Co., Inc., Pittsburgh; 
and F, A. Livingston, Ralston Steel Car Co., Columbus, Ohio. 

The export trade act provides that nothing contained in the Sher- 
man act shall be construed as declaring to be illegal a cooperative or 
“association’’ entered into for the sole purpose of engaging in export 
trade and actually engaged solely in such export trade, provided there 
be no restraint of trade within the United States, or restraint of the 
export trade of any domestic competitor; and with the further prohibi- 
tion of any agreement, understanding, conspiracy or act which shall 
artificially or intentionally enhance or depress prices within the United 
States, substantially lessen competition or otherwise restrain trade 
therein, 








Where merchandise 
is shipped and the usual bill of lading is given promising to 
deliver shipment in good order, dangers of the sea excepted, 
and shipment is damaged, the onus probandi is upon the owner 
of the vessel to show that the injury was occasioned by one of 


(District Court, E. D. Pennsylvania.) 


the excepted causes. Carriage of Goods by Sea Act Sec. 1 
et seq., 46 U. S. C. A, Sec. 1300 et seq. 

The obligation of the carrier is not limited merely to the 
careful stowage of the cargo, but the carrier must also keep, 
care for, and discharge the goods carried, and, if a cargo shipped 
in good condition is delivered damaged in a manner preventable 
by reasonable precaution, the burden to show exemption from 
liability rests upon the carrier. Carriage of Goods by Sea Act 
Sec. 3(2) (q), 46 U. S. C. A. Sec. 1304 (2) (q). 

In libel for damages to a shipment of 500 bags of plumbago, 
evidence was insufficient to show that proximate cause of .con- 
tamination or shortagé due to bursting of hemp bags containing 
the plumbago was caused by the inherent defect or vices of the 
plumbago. Carriage of Goods by Sea Act Sec. 4(2) (m), 
46 U. S. C. A. Sec. 1304(2)(m). 

Where bill of lading recited that plumbago was received in 
apparent good order and condition at Colombo, Ceylon, the pre- 
sumption was that the recital was true, which would prevail in 
absence of proof to ¢ontrary. . Carriage of Goods by Sea Act 
Sec. 3(4), 46 U. S. CG A. Sec. 1303(4). 


In libel for damage for shipment of plumbago, evidence 
showed that shipment was contaminated with manganese ore 
at Baltimore, where it was trans-shipped, and not at Colombo, 
Ceylon, from where it was first shipped. Carriage of Goods by 
Sea Act Sec. 3(4), 46 U. S. C. A. Sec. 1303(4). 


Libelant would be permitted to amend libel to claim for 
shortage in shipment of plumbago though claim was not in- 
sisted upon until at the close of the case. 


Where bill of lading contained a printed statement that 
weight, content and value of shipment were unknown, but there 
was a typewritten recitation of the weight at the time shipment 
was received, the typewritten statement would control. Car- 
riage ‘of Goods by Sea Act Sec. 3(3, 4), 46 U. S. C. A. Sec. 
1303(3,4). (George F. Pettinos, Inc., vs. Thos. & Jno. Brockle- 
bank, 65 Fed. Supp. 102.) 





(Supreme Court, Trial Term New York County.) Where 
the through bills of lading given to plaintiff covering merchan- 
dise purchased by plaintiff in Cyprus for transportation to New 
York fixed the computation of freight charges upon weight, 
plaintiff was not liable for additional freight charges recom- 
— by connecting carrier on a cubic foot instead of a weight 

asis. 


Where original bills of lading provided that freight charges 
should be computed on the weight basis, parol evidence tending 
to vary the terms of the bills of lading by showing a custom in 
shipping circles which would permit a connecting carrier, at a 
port of transshipment, to compute freight upon a totally differ- 
ent basis was inadmissible under the applicable law of England. 

Where shipping company’s agent refused to surrender car- 
rier certificates to shipper except upon payment of additional 
freight charges wrongfully imposed by connecting carrier, the 
agent abandoned any status he may have possessed as a dis- 
interested intermediary and identified himself as an agent 
whose liability for his conduct in assuming dominion over the 
property of the shipper could not be distinguished from that of 
the principal. 

Defendant, once assuming dominion over the property of 
another, hostile to the rights of the true owner, was liable for 
his own tort after being afforded, as an agent, the opportunity 
for reasonable inquiry to make his refusal to surrender the 
property absolute. 

Owner of goods was not required to pay additional freight 
charges under protest, in order to obtain possession of the 
goods, since he was not bound to submit to an improper exac- 
tion of fees or charges in order to obtain his own property. 

Where a shipping company’s agent attempted to exact 
improper freight charges on a shipment of merchandise, the 
owner of the merchandise was not required to pursue the reme- 
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dies available to regain the merchandise but could abandon the 
merchandise from the moment of its conversion by the agent 
and sue for its value. (Kachurin vs. American Iraq Shipping 
Co., 6 N. Y. S. 2d, 414.) 


Wartime Ship Warrant System 
Terminated by Truman 


As another step toward restoration of American ocean ship- 
ping to peacetime conditions President Truman has terminated 
the “ship warrant system,” a war measure that gave merchant 
ships holding warrants priority in the use of United States shore 
facilities, according to the War Shipping Administration. 

It said the President had signed revocation of the ship war- 
rant rules and regulations (WSA General Order No. 25) _ 
pe oa public law 173, Seventy-seventh Congress. The W. S. 
adde 


One of the conditions governing the granting of ships warrants that 
no longer are <equired was that ship operators had to agree they would 
— obtain insurance, agency service or other facilities for any warrant- 
holding vessel under their control from or through any persons on the 
“Proclaimed List of Certain Blocked Nationals’’ promulgated July 17, 
1941, 

Although the Ship Warrant System is terminated, the ‘‘Proclaimed 
List of Certain Blocked Nationals’’ is still in force. Those who trade 
with listed persons or firms are subject to being placed on the list 
themselves, or in the case of persons under the jurisdiction of the United 
States, are subject to prosecution under the trading with the enemy act 
unless prior approval of the transaction has been obtained from the 
Treasury Department. 

The ship warrants act, which became law July 14, 1941, authorized 
the United States Maritime Commission to fix priorities for merchant 
ships to the end that national defense requirements be fulfilled in the 
most expeditious manner. Under its terms the commission was em- 
powered to grant preference in the use of shore facilities to all ships 
cooperating in national defense by following approved trade routes and 
by carrying vital cargoes. After the United States entered the war the 
powers conferred by the act were transferred to the War Shipping 
Administration, which was then vested with jurisdiction over all mer- 
chant shipping. 


N. A. Gulf Coastal Services 
Reinstituted by W. S. A. 


Reinstitution of coastwise services between north Atlantic 
ports, Florida and Texas has been announced by Granville 
Conway, War Shipping Administrator, who said: 


Four lines, acting as agents for the War Shipping Administration, 
will reestablish weekly. services with modern -W.S.A.-owned vessels. 
The lines are: Agwi Lines, Inc. (Clyde-Mallory Lines), Bull Steamship 
Lines, Newtex Steamship Co., and Southern Steamship Company. 
There will be two sailings weekly to Florida, and four sailings weekly 
between north Atlantic ports and Texas ports. Refrigeration service 
will be provided on some vessels from Texas. 

Initial southbound sailings are expected to be as follows: From 
New York, July 12 and 17; from Philadelphia, July 12; and from 
Baltimore, July 12. Northbound sailings will be scheduled commencing 
early July. It is understood that the lines will adopt a permit system 
covering carload freight. 

Plans for further expansion of coastwise services as needed to 
meet current national transportation requirements are waiting on. the 
outcome of various rate proceedings and petitions now pending before 
the Interstate Commerce Commission. 


TANKER NON-DELIVERY SUIT 

Shipping firms of three countries were involved in a debt 
and damage suit that has been filed in the federal district 
court in Houston, Tex. 

The Skibsaksjeselskapet Lise, a Norwegian firm, has 
brought suit seeking $200,000 damages and settlement of an 
alleged $135,000 debt, plus interest against the Davis and Com- 
pany, a Nevada corporation with offices in Houston. 

The petition filed by the plaintiff said the debt was the 
result of a pre-war contract which provided that the Norwegian 
firm would refund any amount paid toward the construction 
of a tanker should the tanker not be delivered. A German 
shipbuilding firm undertook the construction of the tanker and 
the Norwegian company paid approximately $121,000, the peti- 
tion continued. 

When war came in 1939 the tanker was not delivered, the 
petition claimed, and the Norwegian firm did not receive a 
refund from either the German or American firms. 


FEBRUARY AIR EXPORT FIGURES 
The Department of Commerce has issued a report, No. 
FT 731, showing United States exports by air of domestic and 
foreign merchandise (including exports under the lend-lease 
program), for February. The report was prepared by the for- 
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eign trade division of the Bureau of the Census, and shows totals 
by commodities and by country of destination. 

Total U. S. exports of domestic merchandise were shown 
as weighing 862,234 pounds, with a value of $3,870,698. Exports 
of foreign merchandise by air were shown as 2, 501 pounds, with 
a value of $128,057. The total of exports of domestic and for- 
eign merchandise by air were reported as 864,734 pounds, with 
a dollar value of $3,998,755. 

The report did not include shipments between continental 
U. S. and U. S. territories and possessions, and shipments be- 
tween the territories and possessions. 


Air Revenue Reports Show Net 
| ee Loss for January 


The Civil Aeronautics Board has announced that for the 
first month of 1946 reports filed by the 20 domestic air carriers, 
including All American Aviation, Inc., Caribbean Atlantic Air- 
lines, and Hawaiian Airlines, show a net loss from operations of 
$1,295,490, as compared with net revenue of $2,479,820 for the 
same period of last year. 

A total of 20,267,486 revenue miles were flown in January, 
1946, as compared with 13,892,415 in January, 1945, said the 
board, adding that operating revenue in January, 1946, totaled 
$18, 247, 964, as compared with $14,331,053 in January, 1945. 
Operating expenses in January, 1946, were $19,543,454, said 
the board, as compared with $11,850, 233 in January, 1945. 

Of the total operating revenue in January, 1946, $15,291,176 
was passenger; $2,022,297 mail; $650,257 express and freight, 
and $284,234 “all other.” Passenger revenue increased from 
$10,631,690 in January, 1945. 

For the year ended January 31, 1946, the net operating rev- 
enue for all domestic airlines was $30,210,576 as compared with 
$37,120,519 for the year ended January 31, 1945. Express and 
freight revenues showed an increase from $8,500,474 for the year 
—t January, 1945, to $10,634,407 for the year ended Janu- 
ary, 


Cc. A. B. TARIFF PERMIT RULE 


_. The Civil Aeronautics Board has amended section 224.1 
of its economic regulations by adding thereto a new subpara- 
graph (9) to read as follows: 


(9) Any carrier or foreign air carrier is hereby authorized to make 
tariff changes upon less than statutory notice without further action 
by the board upon the following conditions having been fulfilled: 

(i) An-application for permission to make tariff changes upon less 
than statutory notice has been duly filed in the form and setting forth 
the information required by this paragraph; and 

(ii) Such application has been approved in writing by the Director 
of the Economic Bureau of the board; and 

(iii) The changes shall be made upon such notice as is approved 
by the Director of the Economic Bureau, and shall be only those 
specified in the application. 

In all other cases, tariff changes shall be made upon less than 
statutory notice only when and to the extent that a particular applica- 
tion therefore has been approved by the board. 

The Director of the Economic Bureau may approve or disapprove in 
writing (a) any application which has as its only purpose the correc- 
tion of mechanical, clerical or administrative errors, or (b) any appli- 
cation the disposition of which does not involve new and substantial 
question of policy, but in acting upon any such application the. director 
shall be governed by and act in accordance with the provisions of this 
paragraph. The director may refer any application to the board for 
disposition, and shall so refer any application which he is not hereby 
authorized to approve or disapprove. 

Any application disapproved by the director pursuant to this sub- 
paragraph is hereby denied, subject to review by the board as herein- 
after provided. In the event of such disapproval, an application may 
within five days after it has ‘received written notice thereof file a 
written request for review of the denial resulting’ from such disapproval. 

The board will thereupon review the matter and enter an order 
finally disposing of the application. 


“BARN: DOORS” ON UNITED CARGOLINERS 
To accommodate the increasingly broad range of commodi- 
ties offered for airfreight shipment, United Air Lines has pro- 
vided a new, 53-inch-wide “barn door” for nine of its twin- 
engined Cargoliner 180’s used to fly freight. 'The added width 
makes possible the handling of shipping crates as large as 
53x57x60 inches. 


TAXES AND TRANSPORTATION 


Senator Magnuson, of Washington, has introduced S. 2321, 
a bill to exempt from the passenger transportation tax imposed 
by section 3469 of the internal revenue code the transportation 
of persons by aircraft having a seating capacity of fewer than 
ten adult passengers, including pilot and crew members, not 
operated on established routes. 
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REGULATION OF COMMON CARRIER 


(Circuit Court of Appeals, Eighth Circuit.) Where Minne- 
sota Railroad and Warehouse Commission had jurisdiction to 
determine whether carrier and its connecting line should es- 
tablish joint rates, or should be treated as a single line for rate- 
making purposes, the commission’s decision could not be collater- 
ally attacked in action by shipper to recover alleged excessive 
freight charges collected by carrier. Laws Minn. 1913, c. 344. 

‘the power to regulate and establish intrastate freight rates 
is a legislative power which, under Minnesota statute, the Min- 
nesota Railroad and Warehouse Commission alone may exer- 
cise. Laws Minn. 1913, c. 344. 

Where Minnesota Railroad and Warehouse Commission 
had jurisdiction of subject matter and of parties and required 
carrier and connecting line to file joint tariffs, published tariffs 
could not be avoided nor varied by contract or otherwise and 
rates in effect at time of shipment even though unjust or un- 
reasonable must prevail until changed in manner provided by 
law. Laws Minn. 1905, c. 176, Sec. 1; Laws Minn. 1913, c. 344. 

The common-law remedy of shipper for recovery of un- 
reasonable charges is not preserved by the Minnesota statute 
regarding rates. Laws 1913, c. 344. 

In action by shipper to recover alleged excessive freight 
charges collected by carrier, evidence sustained finding that 
Minnesota Railroad and Warehouse Commission had found that 
defendant carrier and its connecting lines were entitled to file 
tariffs fixing joint rates. Laws Minn. 1905, c. 176, Sec. 1; Laws 
Minn. 1913, c. 90, Secs. 1, 6. 

Where Minnesota Railroad and Warehouse Commission de- 
termined that joint rate order applied to defendant carrier and 
its connecting lines, such determination could only be attacked 
in manner provided by Minnesota statutes and, so long as it 
remains, it is conclusive on all courts. Laws Minn. 1905, c. 176, 
Sec. 1; Laws Minn. 1913, c. 90, Secs. 1, 6. 

Where amount involved in shipper’s action to recover al- 
leged excessive freight charges was in excess of statutory 
jurisdictional amount and there was diversity of citizenship 
between parties, Federal District Court had jurisdiction and 
case was not required to be remanded to state court from which 
it had been removed, although under evidence federal court 
did not have power to review rates which had been fixed by 
order of Minnesota Railroad and Warehouse Commission. Laws 
Minn. 1905, c. 176, Sec. 1; Laws Minn. 1913, c. 90, Secs. 1, 6. 

Where, before final findings of fact were filed in shipper’s 
action to recover alleged excessive freight charges, shipper 
commenced proceeding before Minnesota Railroad and Ware- 
house Commission to determine whether defendant carrier and 
connecting line were one or separate railroads for rate-making 
purposes for period covered in complaint, motion asking trial 
court for stay pending commission’s determination of issue of 
joint control was properly denied, since tariffs filed established 
right to collect joint rates and governed right of parties in the 
action. Laws Minn, 1905, c. 176, Sec. 1; Laws Minn. 1913, c. 
90, Secs. 1, 6; (Wetab Paper Co. vs. Northern Pac. Ry. Co., 154 
Fed. Rep. "Od. 436.) 

(Supreme Court of Oklahoma.) A party to a written con- 
tract who intends to assert a breach of terms thereof must act 
in such a reasonable manner as to inform adverse party of in- 
tended claim of such breach. 

Where plaintiff sold the right to an intrastate freight line 
conditioned upon approval of State Corporation Commission and 
Interstate Commerce Commission, and in due course received 
the necessary approval, fact that permit from the Interstate 
Commerce Commission was obtained in name of one of de- 
fendants instead of in name of plaintiff did not prevent recovery 
for balance of consideration due on the contract, where condi- 
tion of contract was only that plaintiff would obtain the permit 
from Interstate Commerce Commission. 

If, by a failure to obtain permanent permit from Inter- 
state Commerce Commission as provided in contract for sale of 
the rights to an intrastate freight line, the plaintiff caused any 
—- to defendants, defendants could have recouped their 
damages by demand for payment of expenses occasioned 
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thereby, or by a counterclaim in action to recover balance al- 
legediy due on the contract, and.would not be entitled to rescind 
or deciare the contract at an end. (Spurgin vs. Bennett, 168 
rac Kep. 2d. 134.) 

(Supreme Court of Minnesota.) District court had discre- 
tionary power to stay pending appeal therefrom enforcement 
ox oraer of Raiiroad and Warehouse Commission fixing maxi- 
mum rates chargeable tor freight switching in specified district 
and directing rauroads to make and publish tariffs in accordance 
therewith since such order was not a “tariff of rates,” etc., 
made by Commission within statute providing that a tariff made 
by Commission shall be in full torce during pendency of appeal 
therefrom. Minn. St. 1941, Secs. 216.19, 216.24, 216.25, 218.35. 

Under statute authorizing court to stay enforcement of. 
order ot Kallroad and Warehouse Commission pending appeal 
therefrom, court had power to stay pending appeal theretrom 
enforcement of order of Commission fixing maximum rates for 
freight switching in specified district and directing railroads 
to make and publish tariffs in accordance therewith. Minn. St. 
1941, Secs. 216.24, 216.25, 217.30. 

‘The statute authorizing court to stay enforcement of order 
of Railroad and Warehouse Commission pending appeal there- 
from is applicable to rate orders as indicated by language of 
statute requiring carriers to adopt and publish rates and classi- 
fications prescribed in order of Commission, if not appealed 
from. Minn. St. 1941, Sec. 216.25. 

Where language of statute clearly shows its applicability 
to matter in controversy, no occasion exists for resort to rules 
of statutory construction and it would be improper to give the 
language used a different meaning than it plainly demands. 

Where statute does not regulate the matter of a stay on 
appeal or does not give an absolute right thereto, but leaves the 
matter to court or judge, a motion for supersedeas or stay is 
addressed to the discretion of court or judge. 

A supersedeas or stay should generally be granted, if court 
has power to grant it, wherever it appears that without it the 
objects of appeal may be defeated or that stay is reasonably 
necessary to protect appellant from irreparable or serious in- 
jury in case of reversal, while appellee will sustain no irre- 
parable or dis-proportionate injury in case of affirmance. 

A stay should be granted where loss occasioned thereby can 
be met by a money award, important questions of law are 
raised, which, if decided in ‘favor of appellant, will require a 
reversal, to avoid a multiplicity of suits, or to protect appellate 
court’s jurisdiction. 

Courts have inherent power to stay proceedings pending 
appeal, though statute may be silent on the matter. 

District court having strictly complied with statutory pre- 
requisites to staying enforcement of an order of Railroad and 
Warehouse Commission and having ascertained that a multiplic- 
ity of suits might follow reversal of Commission’s order fixing 
maximum rates chargeable for freight switching in specified dis- 
trict did not abuse its discretion in directing a stay of enforce- 
ment of such order pending appeal therefrom. Minn. St. 1941, 
Sec. 216.25. 

The statute providing that a tariff made by Railroad and 
Warehouse Commission shall be deemed prima facie reasonable 
does not, in view of other applicable statutory provisions, limit 

the discretionary power of court to order stay of Commission’s 
order fixing maximum freight rates pending appeal therefrom, 
if evidence before the court warrants conclusion that a mul- 
tiplicity of suits might follow in event stay were denied. Minn. 
St. 1941, Secs. 216.19, 216.25. 

Ordinarily, the granting of a stay involves no determination 
of merits and evidence normally presented at final hearing 
need not be submitted on motion for a stay. 

Presentation of evidence that maximum freight rates fixed 
by order of Railroad and Warehouse Commission were unrea- 
sonable was not a prerequisite to exercise of court’s discre- 
tionary power to stay enforcement of such order pending ap- 
peal therefrom, notwithstanding statutory provision that a tar- 
iff of rates made by Commission shall be deemed prima facie 
reasonable. Minn. St. 1941, Secs. 216.9, 216.25. 


The rule that rates fixed by authorized rate-making bodies 
are presumed to be reasonable and that burden of establish- 
ing otherwise rests upon carriers affected relates to presump- 
tion and procedure applicable at final hearing on appeal from 
rate-fixing order and not to proceedings applicable at hearing 
on motion to stay such order pending appeal 


The rule that courts will not enjoin collection of rates es- 
tablished under legislative sanction unless palpably unrea- 
sonable or confiscatory expresses rule applicable after a full 
presentation of the evidence at final hearing on appeal and does 
not relate to proceedings governing applications for orders 
= enforcement of such rate orders pending appeal there- 
rom. 

On appeal from order staying enforcement of order of Rail- 
road and Warehouse Commission fixing maximum rates for 
freight switching in specified district pending appeal to district: 
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court therefrom, Supreme Court would not determine the rea- 
sonableness of rates thus prescribed or of the rates previously 
charged. Minn. St. 1941, Secs. 216.24, 216.25. 

On appeal from order of Railroad and Warehouse Com- 
mission fixing maximum rates for freight switching in specified 
district, the function of district court is to determine whether 
such order is reasonable and valid or otherwise, after affording 
the parties an opportunity to present material evidence. Minn. 
St. 1941, Secs. 216.24, 216.25. (State vs. Northern Pac. Ry. Co., 
22 North Western Rep. 2d. 569.) 

(Supreme Court of New Hampshire. Merrimack.) A lease 
should be construed so as to give effect to the intent of the par- 
ties and to that end it should be considered as a connected 
whole. 

Where lessor railroad demised a railroad line about seven 
miles in length together with tolls and revenues in connection 
with operation of the line, the tolls and revenues referred to 
were those earned by the lessee in operation of such line. 

A carrier is not entitled to a division of freight charges un- 
less it earns it by transporting the freight over its tracks. 

Where lease of about seven miles of railroad tracks pro- 
vided that lessor demised. unto lessee all tolls and revenues 
which lessor might receive in connection with the operation. of 
the line, the lease meant divisions received by the lessor but 
earned by the lessee by operation of its trains over the tracks 
demised. 

Where railroad demised about seven miles of tracks to 
lessee and also tolls and revenues which lessor might receive 
in connection with operation of the line demised and lease did 
not reserve trackage rights to lessor, but lessor used about 300 
feet of the tracks demised in rendering service to a shipper 
whose business the lessee could not have obtained, lessee could 
not recover payment for freight received by lessor by reason 
of its operation of trains over tracks demised in serving such 
shipper. . 

Where lessor railroad demised tracks and revenues which 
lessor might receive in connection with operation of line de- 
mised and lessee sought recovery of payment for freight re- 
ceived by lessor by reasons of its operation of trains over tracks 
demised, finding that shipper served by lessor in using demised 
tracks would not have accepted lessee’s services was sustained 
by evidence. 

Where lessor railroad demised to lessee certain tracks and 
tolls and revenues which lessor might receive in connection with 
operation of demised tracks, and lessee sought to recover pay- 
ment for freight received by lessor by reason of its operation 
of trains over tracks demised in serving shipper which would 
not have accepted services from lessee, evidence sustained find- 
ing that lessee acquiesced in and assented to services rendered 
by the lessor. (Boston & M. R. R. vs. Suncook Valley R. R., 46 
Atl. Rep. 2d 773.) 





LOSS OF OR INJURY TO GOODS 


(Court of Civil Appeals of Texas. Austin.) In action for 
damages to second-hand machinery shipped over defendant’s 
railroad, evidence that owner had spent three years finding the 
machines to purchase was admissible to show whether there was 
an active market where the issue as to whether there was any 
market for such machines, and if not, then the actual or intrinsic 
value thereof was raised both by the pleading and the evidence. 

Where testimony was admitted in action for damages to 
second-hand machines shipped over defendant’s railroad, that 
plaintiff had spent three years finding the machines and effect 
of testimony was limited by court to question whether there 
was a market value for the machines, jury on appeal was pre- 
sumed to have considered such testimony, if at all, for the 
purpose only directed by the court. ; 

In action for damages to second-hand machinery shipped 
over defendant’s railroad, evidence of cost of a building erected 
in which to use machines was incompetent to prove market 
value and could not be admitted on theory of special damages 
where there was no pleading of special damages or special value 
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to plaintiff to put defendant on notice that plaintiff was claim- 
ing special damages. 

In action for damages to second-hand machinery shipped 
over defendant railroad, testimony that machines had no market 
value and their actual and intrinsic value could not be estab- 
lished, was required before testimony of worth to owner would 
be admitted. 

In action for damages to second-hand machinery shipped 
over defendant’s railroad, OPA ceiling prices were admissible 
to show market value where it was shown that purchasers were 
willing to pay that price in the open market. 

In action for damages to second-hand machinery shipped 
over ‘defendant’s railroad, defendant could not complain of use 
of OPA ceiling price as evidence of market value where de- 
fendant itself over objections introduced OPA regulations on 
issue of annual depreciation in value of the machine and to 
show that the maximum price set for second-hand machinery 
was limited to a percentage of the cost of the nearest equiva- 
lent new machine f.o.b. factory. — 

In action for damages to second-hand machinery shipped 
over defendant’s railroad, opinion of witness as to value of 
machines for export purposes was admissible as evidence of 
market value where there was a demand sufficient to create 
a market in the United States, but fact that there was such 
demand was but one of the elements along with condition of 
machines entering into value and such factors would go merely 
to the weight to be given the opinion of witness. 

The test of market value of second-hand machinery is what 
such machines would bring on a market in the United States, 
whether for home use or export; and if a foreign demand be 
sufficient to create a market in the United States it would be an 
element in determining market value. 

Ordinarily, cost of repairs or replacement are not admissible 
on the issue of market value of used machinery, but are ad- 
missible on the issue of actual or intrinsic value. 

In action for damages to second-hand machinery shipped 
over defendant’s railroad which machinery was practically to- 
tally destroyed in transit and had only value as junk or scrap 
iron, testimony as to the cost of repairs was not admissible on 
the issue of market value. . ; 

In action for damages to second-hand machinery shipped 
over defendant’s railroad, instructions that “market value” was 
the amount of money that one desiring to sell but not bound to 


‘do so could within a reasonable time procure in cash for such 


property from, one who desired to buy but not bound to pur- 
chase the property was not error. 

In action for damages to second-hand machinery shipped 
over defendant’s railroad, where objectionable testimony was 
admitted on issue of market value before plaintiff’s trial amend- 
ment limited issue to market value only, court’s definition of 
market value and what jury could consider in arriving at mar- 
ket value in effect excluded the evidence complained of from 
jury’s consideration and rendered the error harmless. 

In action for damages to second-hand waste cotton picker 
machinery shipped over defendant’s railroad which was prac- 
tically destroyed in transit and had only a junk value and which 
was difficult to obtain, evidence sustained jury’s finding of 


market value. (M-K-T Ry. Co. vs. Jaffee Cotton Prodicts Mfg. 
Co., 193 S. W. Rep. 2d 986.) 





_ (Appellate Court of Illinois. First District. Third Division.) 
Shipper, by giving oral notice to carrier’s claim adjuster of dam- 
ages to goods while in transit, was not relieved from filing his 
written claim for damages within nine months after date of 
delivery, as specified in the bill of lading. — 

: A railroad cannot waive any requirement of bill of lading 
issued by it. (Lewis vs. Roth, 69 N. E. Rep. 2d 510.) 


—— 


A. T. C. AIRLINE SERVICE TO TOKYO 

The War Department has announced that the Air Transport 
Command of the Army Air Forces will begin operation of a 
new military airline on June 15 over a one-stop “short-cut” 
route between Seattle, Wash., and Tokyo, Japan, requiring only 
26 hours flying time, as against 44 hours required for flying 
the present trans-Pacific route to Japan via Hawaii and other 
Pacific islands. 5; 

The new A. T. C. route, the War Department said, would 
skirt the Artic Ocean, with a stop at Adak in the Aleutian 
Islands, and would extend over 4,722 miles. as against 7,955 
miles of the present trans-Pacific route via Hawaii. It said that 
present plans called for one round,trip a week for the first two 
weeks and a daily round trip after July 1. 

“It is anticipated by the A. T. C.,” the department stated, 
“that, after the initial runs establishing the new route, a com- 
mercial airline will operate a portion’ of the new schedule on 
a contract-carrier basis. . . At its inception, the new flight wil! 
carry primarily cargo and mail, but, as it develops and facilities 
are improved, passengers will be carried in increasing, numbers.” 
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Perishable Goods—Liability of Carrier 
for Freezing 


Virginia - Tennessee.— Question: Will 
you please put us straight as to the car- 
riers liability for a shipment of chemi- 
cals freezing in transit. The rail carrier 
has declined a claim filed by one of our 
clients, stating they were not liable for 
damage due to freezing. However, we 
cannot verify this. 

Answer: A carrier is not an insurer of 
the arrival of perishable freight in good 
condition, but is liable only for failure 
to use reasonable care, since such freight 
deteriorates from causes not within the 
carrier’s control. Penn. R. Co. vs. Walk- 
er, 128 Atl. 45; Fean.vs. Alabama Great 
Southern Ry. Co., 159 N. E. 487; Tri- 
State Fruit Growers’ Association vs. St. 
Louis-S. F. Ry. Co., 264 S. W. 445. 

A shipper, suing for damages to per- 
ishable freight, has the burden of prov- 
ing the railroad’s negligence, but estab- 
lishes a prima facie case thereof by 
evidence tending to show delivery by the 
railroad to the consignee in bad condi- 
tion. A. Rouw & Co. vs. St. L.-S. F. Ry. 
Co., 290 S. W. 939; American Railway 
Express Co. vs. A. Rouw & Co., 294 S. 
W. 461; Fean vs. Alabama Great Sou- 
thern Ry. Co., 159 N. E. 487. 

Ordinarily, when a shipper shows that 
goods were delivered in good condition, 
and when they arrived at destination 
they were in a deteriorated or damaged 
condition, the burden is shifted to the 
carrier to explain or account for the 
damaged condition of the shipment or 
to respond in damages. Wentworth 
Fruit Growers’ Association vs: American 
Railway Express Co., 1 S. W. 2d 1028; 
Cc. & O. Ry. Co. vs. W. C. Crenshaw & 
Co., Ine., 138 S. E. 467. 


However, the following cases hold that 
a railroad by its contract to carry safely 
does. not insure perishable freight against 
the effect of temperature encountered 
by it during the period ordinarily re- 
quired by it for transportation, unless 
the circumstances under which the con- 
tract of carriage is made are such as to 
imply an undertaking to that effect on 
the part of the carrier or there are tariff 
provisions which specifically authorize 
such a contract of carriage. W. H. Blod- 
get Co. vs. New York C. R. Co., 159 
N. E. 45; Jackson & Perkins vs. Mush- 
room Transportation Co., 41 Atl. 2d 635; 
Brennison vs. P. R. R. Co., 110 N. W. 
362; Pacific Fruit & Produce Co. vs. 
Northern Pacific Fruit & Produce Co. vs. 
Northern Pacific, 186 Pac. 852. 

In the second case immediately cited above, 
the court said: 

Defendant operated no heated trucks and 
had ‘no heated terminal stations; the freight 
tariffs provided: for transportation in un- 
heated trucks and contained no provision that 





shipments at rest in their terminals would 
be protected by artificial heat. The consignor 
and the consignees were bound by the tariffs. 
... Defendants omitted nothing, provided for 
by, their tariffs, that would prevent subjecting 
the plants ‘‘to extreme heat or cold’’ while 
in transit or at rest.... 

The evidence supports the conclusion that 
the damage resulted from the shipment of 
property liable to freeze during the low tem-, 
peratures stated above, in unheated trans- 
portation tacilities and that defendants per- 
formed their contract of carriage without 
negligence. 


In Northern Wisconsin Produce Co. 
vs. Chicago & N. W. Ry. Co., 234 N. W. 
726, the court held that the carrier was 
not liable for the freezing of a less than 
carload shipment of eggs, accepted on 
a bill of lading calling for “carriers pro- 


. tective service,” where there was no 


tariff provision for such service. 


Damages—Shipments Moved at 
Actual Valuation 


Michigan.—Question: We have had in 
controversy for some time past settle- 
ment of claims for the movement of glass 
tumblers other than cut, N.O.I.B.N. in 
cartons and request your answer to the 
following: 

Shipments of glass tumblers other 
than cut N.O.I.B.N. in cartons move on 
bills of lading carrying the following 
printed exception: 


The actual value of the tumblers is here- 
by specifically stated by shipper to be not 
exceeding $20.00 per one hundred (100) Ibs. 


On the bottom of the bill of lading 
there is also printed the following note: 


Where the rate is dependent on value, ship- 
pers are required to state specifically in writ- 
ing the agreed or declared value of the prop- 
erty. The agreed or declared value of the 
property is hereby specifically stated by the 
shipper to be not exceeding. ... 


No valuation of any kind is shown or 
written on the bill of lading other than 
noted above. 

The consignee filed a claim for dam- 
age to the shipment based on the invoice 
value of the property. 

The consignee is asked to amend the 
claim to the basis of $20.00 per one hun- 
dred pounds as the shipment moved at 
third class rate as provided in Consoli- 
dated Classification No. 14. 


The consignee takes exceptions to 
amendments and handles with the ship- 
per who advises as follows: 


The valuation stipulated in our bills of 
lading is for rate making purposes only but 
has no bearing whatever on the settlement 
of claims, and in their opinion, carrier has 
misconstrued the valuation of glassware to 
be a release valuation similar to household 
goods. 
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In the shippers interpretation of their 
bill of lading, as well as the classification 
quoted above it is their view that there 
is a decided and legal technicality in the 
word “declared” or the word “released” 
and that the shipment of their glassware 
at a declared value is for rate making 
purposes only and has no bearing what- 
ever on the settlement of claims. 

The -carriers contention is that in 
order to settle claims without regard to 
restricted valuation, the shipment must 
be rated at second class, using the de- 
scription in the bill of lading reading 
“Boxed Glass Tumblers other than cut 
N.O.I.B.N.” valuation specifically stated 
by the shipper to be in excess of $20.00 
per 100 lbs. 

Only the settlement of claims is at 
issue and we have offered settlement 
based on actual weight of the damaged 
property at $20.00 per 100 Ibs. 

Answer: In the Classification ratings 
are provided on earthenware released 
to a value not exceeding $20.00 per 100 
pounds. On the other hand, the ratings 
in that classification on glassware are 
based on actual valuation. 

There are decisions of the courts which 
hold that contracts of carriage providing 
that the carrier’s liability for loss or 
injury to goods intrusted to it for ship- 
ment shall not exceed an agreed valu- 
ation, when they are fair, open and rea- 

sonable, and made for the purpose of 
furnishing the basis of the liability as- 
sumed, and the rates to be charged for 
the transportation are valid and will be 
sustained, whether or not the loss or 
injury is due to the carrier’s negligence. 

Further, where the shipper has placed 
a valuation on the goods, such valuation 
will control in an action against the car- 
rier for loss. American Ry. Express Co. 


= Lindenburg, 260 U. S. 584, 43 S. Ct. 


In that connection, see our answer to 
Texas, on page 454 of the August 22, 
1942, Traffic World, under the caption 
“Damages—Measure of—Where Part of 
Released Value Shipment Is Lost or 
Damaged.” 

Where goods move on rates based on 
actual valuation, the measure of recov- 
ery is, in our opinion, that which ordi- 
narily applies in the case of loss or 
injury to goods which are not moving on 
rates carrying released valuations. In 
other words, the carrier is liable for the 
market value of the goods at destina- 
tion, which should not exceed $20.00, in 
accordance with the shipper’s declaration 
of value. 

Where property is lost in transit, the 
general rule is that the carrier will be 
liable for its market value at the place 
of destination at the time when delivery 
should have been made, less the unpaid 
freight charges. 

Where property is injured in transit, 
the general rule is that the measure of 
damages is the difference between the 
value of the property at the time and 
place of delivery in an uninjured condi- 
tion and its value in the depreciated con- 
dition in which it was delivered, less the 
freight charges to the point of destina- 
tion if they have not already been paid. 

If the actual value exceeded $20.00 
per 100 pounds, the statements made in 
our answer to Illinois, on page 1140 of 
the May 3, 1941 Traffic World, under 

the caption ‘“Damages—Non-Fraudulent 
Misrepresentation of Nature of Goods” 
-apply. See, also, our answer to North 
Carolina, on page 1160 of the April 13, 
1946 Traffic World, under the caption 
“Liability of Carrier—Concealment of 
Nature of Article.” 



























































































































































































The Junior Traffic Club of Chicago 
will hold its second golf outing, June 20. 
at Navajo Fields. Harry J. Phillips, gen- 
eral freight agent, Chicago, North Shore 
& Milwaukee Railroad, is president of 


the club. 





The Traffic Club of the Lehigh Valley 
will hold its twelfth annual golf outing, 
June 19, at the Northampton County 
Country Club, Easton, Pa. 





The Transportation Club of Peoria 
will hold its annual picnic and golf out- 
ing, June 20, at the Shore Acres Coun- 
try Club. 





The Junior Traffic Club of Kansas City, 
Mo., held its regular monthly meeting, 
June 12, at the Pickwick Hotel. Captain 
Byron F. Engle, director, Kansas City 
Police Academy, and Joseph Adelman, 
physical director, spoke on-the func- 
tions of the academy. The second golf 
tournament of the season will be held, 
June 23, at St. Andrew’s golf course. 





The Transportation Club of the Roch- 
ester, N. Y. Chamber of Commerce will 
hold its twenty-sixth annual outing, June 
20, at the Point Pleasant Hotel, Ironde- 
quoit Bay. 





The Trafficmen’s Association of Amer- 
ica will hold its annual smoker, June 26, 
at the Furniture Club of America, Chi- 
cago. Ill. H. H. Behrel. traffic manager, 
Booth Fisheries, is president of the club. 





The Chattanoona Traffic and Trans- 
portation Club will hold its fifteenth an- 
nual spring dinner dance. June 26. at 
the Chattanooga Golf and Country Club. 
J. L. Griffith, traffic manager, Penn 
Dixie Cement Co., is chairman of the 
event. The tenth annual golf tourna- 
ment will be held. July 16, at the 
Brainerd Golf and Country Club. 





The York, Pa., Traffic Club will hold 
its annual outing. June 20, at the Cone- 
wago Inn. C. E. Wallace, general agent, 
Western Maryland Railway Co., is in 
charge of the event. 





Theodore J. Label, traffic manager, 
| Baker & Hamilton, was elected presi- 
| dent of the Industrial Traffic Association 
| of San Francisco. at the recent annual 
» election. Other officers elected are: Vice- 
| president. George S. Beach. traffic man- 
_ ager, California fruits division. Libby. 


| McNeill & Libby; secretarv. Glenn T. . 


Gleason, manager, traffic division, San 
. Francisco division, Zellerbach Paper Co.: 
and treasurer, James L. Roney, traffic 
_ manager, Sussman & Wormser. 





The Traffic Club of St. Louis held its 
| twenty-second annual meeting and in- 
_ stallation of officers, June 4. at the Hotel 
| Jefferson. E. P. Curran. vice-president, 
' Con P. Curran Printing Co., the retiring 
| president, installed the new officers. 





/ The Shreveport, La., Traffic and Trans- 

portation Club held its regular meeting, 
' June 10. Henry O’Neal, general agent, 
' Mutual Life Insurance Co., was the prin- 
‘cipal speaker. A barbecue picnic will be 








held July 20, at the 40 & 8 Club, Cross 
Lake. 





The Transportation Club of Buffalo, 
N. Y., will hold its first golf outing of 
the season, June 18, at the Transit Val- 
ley Country Club, East Amherst, N. Y. 





The Triple Cities Traffic Club, Bing- 
hamton, N. Y., held its regular meeting, 
June 11, at the Arlington Hotel. William 
C. Otten, foreign freight traffic man- 
ager, Erie Railroad, New York City, was 
the principal speaker. 





The Junior Traffic Club of San Fran- 
cisco will hold its regular meeting, Jufie 
25, at the Bellvue hotel. M. A. Cramer, 
manager, Marine Exchange, will speak 
on “Development of Steamer Service in 
ae Trade During the Past Ten 

ears.” 





Evelyn Hinz, Pacific Coast Terminal 
Warehouse, was installed as president of 
the Women’s 
Traffic Club of 
Los Angeles, at 
the May 22 meet- 
‘ing, held at the 
Hollywood 
Bm mi ¢-k.eT + 
bocker Hotel. 
Other officers in- 
stalled are: First 
vice - president, 
Charle Jean Cul- 
lum, City Trans- 
. portation Co.; 
- second vice-pres- 
ident, Maxine 
Harrison, Chesa- 
peake & Ohio 
Railway and Pere Marquette Railway; 
corresponding secretary, Lupe Whaling, 
Trucking Industry, Inc.; recording secre- 
tary, Ann Boecking, American Hawaiian 
Steamship Co.; treasurer, Elizabeth Por- 
ter, Atchison, Topeka & Santa Fe Rail- 


Evelyn Hinz 


. Way; and sergeant-at-arms, Edwina Cal- 


kins, Monolith-Portland Cement Co. Lu- 
cille Gaenger, Globe Mills, the retiring 
president, installed the new officers. 





The Transportation Club of Dallas, 
Tex., held a luncheon meeting, June 10, 
at the Adolphus Hotel. 





The Santa Clara County Transporta- 
tion Club of San Jose, Calif., held its 
second annual golf tournament, June 4, 
at the San Jose Country Club. 





E. Bruce Ritchey, traffic manager, 
Lukens Steel Co., Coatesville, Penna., 
was elected president of the Traffic and 
Transportation Club of Philadelphia, at 
its recent annual election. Other officers 
elected are: Vice-president, Edward J. 
Bolton, assistant traffic manager, Luria 
Bros. & Co., Inc.; secretary, John E. 
Bellwoar, traffic manager, Paper Mfers. 
Co.; and treasurer, Theodore R. Glick, 
traffic manager, John T. Lewis & Bros. 
Co. Directors elected are: Earl Grolock, 
commercial agent, the Reading Co.; 
W. E. MacGregor, assistant general 
superintendent, Pennsylvania Warehous- 
ing & Safe Deposit Co.; W. H. Boggs, 
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Luckenbach Steameship Co.; Warren A. 
Miller, assistant traffic manager, Rohm 
& Haas Co.; Fred Oxman, assistant traf- 
fic manager, Lit Brothers; and Robert 
J. Stephens, Alan Wood Steel Co., Con- 
shohocken, Pa. 





The Corpus Christi Traffic Assoication 
held a dinner meeting, June 11, at the 
Nueces Hotel. 





The Los Angeles Transportation Club 
held a past presidents day meeting, June 
10, at the Biltmore Hotel. Walter W. 
Jordan, Walter W. Jordan & Associates, 
presided. 





The Traffic Club of Denver awarded 
certificates of proficiency in freight traf- 
fic management, to a class of fourteen, 
June 3, at a dinner meeting, in the Cos- 
mopolitan Hotel. Clyde Lynch, chief 
rate clerk, Union Pacific Railroad, was 
the instructor. Seven students completed 
the advanced class in traffic manage- 
ment, which was instructed by John 
Jarrett, assistant to general freight 
agent, Denver & Rio Grande Western 
Railroad. Six students, instructed by 
Walter C. Crew, traffic manager, Den- 
ver Union Stock Yards, received licenses 
to practice before the Interstate Com- 
merce Commission. Howard Johnson, 
principal of Emily Griffith Opportunity 
School, where the classes were held, 
made the presentations. Frank J. Reb- 
han, traffic manager, American Crystal 
Sugar Co.. who in collaboration with 
Roy Blanchard, traffic manager, Public 
Service Co., of Colorado, established this 
course in 1938, delivered the graduation 
address. William H. Dahl, Santa Fe 
Railway, presided over the meeting. 





The Charlotte Traffic and Transporta- 
tion Club will hold its second annual 
free fish fry, June 20, at Maynard’s 
Lake, N. C. 





The Fresno Transportation Club will 
hold its first annual golf tournament 
and barbecue dinner, June 18, at the 
Sunnyside Country Club. 





The Oklahoma City Transportation 
Club will hold its regular monthly meet- 
ing, June 20, at the Biltmore — Hotel. 
Howard M. Boyer, Oklahoma City Model 
Railroad Club, will be the principal 
speaker. : 





The Bronx, N. Y. Traffic Club will 
hold its annual old fashioned family out- 
ing, June 29, at Throggs Neck Stadium. 





The Birmingham, Ala., Traffic and 
Transportation Club will hold its twenty- 
fourth annual outing, June 25, at Camp 
Cosby. 





The Traffic Club of New York will 
hold a golf outing, June 21, at the 
wykagy! Country Club, New Rochelle, 





The Women’s Traffic Club of Metro- 
politan St. Louis will hold its regular 
meeting, June 20, at the Hotel De Soto. 
Pete French, naturalist and explorer, 
will be the principal speaker. 





The Traffic Club of New Enaland will 
hold its annual outing, June 25, at the 
United Shoe Machinery Athletic Asso- 
ciation,’ North Beverly, Mass. 





The Pacific Traffic Association held a 
veterans’ night meeting, June 11, at the 
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ford Trucks Last Longer 








“OUTSTANDING 


TRUCK-ENGINEERED 


FORD ECONOMY” 


EXPLAINS WHY 95 
OF THIS FLEET OF 123 ARE FORDS! 


“‘We have had excellent performance 
and outstandingly economical operat- 
ing .costs from our Ford Trucks,” 
wrote Mr. W. R. Doyle, vice- 
president and manager of Dixie 
Drive it Yourself System, Louis- 
ville, Ky., some months ago. “‘That 
is why Ford Trucks dominate our 
fleet. Ninety-five of our 123 units in 
Louisville are Fords. 


“Our cab-over-engine unit pictured 
has been leased to Banner Transfer 
Company for more than five years and 
has been in almost constant service. 





Maintenance expense on this unit has 
been negligible.” 


Ford economy, reliability and endur- 
ance have won the high approval of 
fleet operators by thousands. And 
in the new 1946 line, all three of 
those famous Ford Truck advantages 
have been appreciably bettered! 
Thirty-two important engineering 
advancements are designed to make 
your new Ford Trucks still better 
profit-earners for you. Seventy- 
eight different engine, chassis and 
body combinations are available. 
Call in your Ford Dealer now! 


FORD TRUCKS 


MORE FORD TRUCKS 


TRUCK-BUILT * BY TRUCK MEN 





FORD ADVANCED 
ENGINEERING! 


THE FAMOUS V-8 ENGINE, for 
toughest service, now 100 HP, with 
NEW steel-cored Silvaloy rod bear- 
ings for trebled endurance « NEW 
Flightlight aluminum alloy 4-ring 
pistons for added oil economy e 


-Tougher, rust-proofed valve springs 


e NEW moisture-sealed distributor « 


NEW coolant-saving radiator closure . 


e Auto-balanced carburetion for still 
more thrifty power e Servicing 


simplified still further. And the 
rugged, thrifty 90 HP Ford six- 
cylinder engine, for stop-and-go jobs, 
with many important advancements, 
available in all except C.O.E. chassis. 


Ford Truck rear axles — world-famous 
for load-lugging—provide generous 
reserve capacity e Light duty 
chassis have sturdy %-floating axles 
with triple-roller-bearing, straddle- 
mounted pinion; full-floating axles 
in all other chassis ¢ 2-speed axle 
and vacuum power braking for 2-ton 
rating ¢ Improved 4-speed transmis- 
sion at extra cost in light duty chassis, 
standard in all others. 





1817 


IN USE TODAY THAN ANY OTHER MAKE 
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Bellevue Hotel, San Francisco: John K. 
Chapel spoke on “The International Pat- 
tern.” 

The Traffic. Study Club of Akron, O. 
will hold its twenty-seventh annual din- 
ner, June 18, at the Mayflower Hotel. 
Dr. J. A. Dunn, director of technical 
research, Diamond Crystal-Colonial Salt 
Co., will be the principal speaker. 





The Cincinnati Traffic Club will hold 
a golf outing, June 20, at Clovernook 
Country Club. 





The Metropolitan Traffic Association 
Of New York held a meeting June 13, at 
the Hotel Pennsylvania. The nominat- 
ing committee was elected at this meet- 
ing. 





The Indianapolis Traffic Club held its 
third golf tournament,. June 15, at Pleas- 
ant Run. 





Arnold H. Farrar, freight traffic man- 
ager, Baltimore & Ohio Railroad Co., 
was elected president of the Traffic Club 
of Pittsburgh, at the annual election day 
outing, June 10, at the Chartiers Heights 
Country Club, Pittsburgh. Other officers 
elected are: First vice-president, G. F. 
Harrigan, general agent, Wabash Rail- 
road; second vice-president, G. M. Vance, 





Harold T. Reed has been appointed 
general traffic manager, Line Material 
Co., Milwaukee, Wisc. W. M. Kroone- 
meyer and C. A. Marves have been ap- 
pointed assistant to general traffic man- 
ager and divisional traffic manager, re- 


| . spectively, at Milwaukee. W. G. Gest- 


land was renamed divisional traffic man- 
ager, the transformer division, at Zanes- 
ville, O 

* + * 

R. E. DeNeefe, vice-president and 
comptroller, Gulf, Mobile & Ohio Rail- 
road Co., has also been appointed comp- 
troller, the Alton Railroad Co., with 
headquarters at Chicago. C. D. Sipe, act- 
ing comptroller, the Alton Railroad Co., 
has returned to his former position as 
assistant to the chief executive officer. 

ok * * 

‘A. C. Siler, Jr., has been appointed 
executive representative, Texas & Pa- 
cific Railway Co., with offices at Dallas 
Teras. J. G. Corn and R. E. Hardwich 
have been named assistant general audi- 
tor and auditor disbursements, respec- 
tively, at Dallas. T. P. Fagan, C. A. 
Johnston, C. E. McKnight, C. R. Rasmus, 
H. D. Riddells, H. B. Smith, and G. D. 
Tatum have been appointed general 
agents, at El Paso, Tex., Dallas, Texar- 
kana, St. Louis, Detroit, Tulsa, and Fort 


Worth, respectively. H. H. Tilford has. 


been appointed assistant general agent, 
at Dallas. M. L. Craig and W. L. Mc- 
Murry have been named assistant gen- 
eral freight agents, at Dallas and El 
Paso, respectively. J. R. Dalby has been 
named assistant general.passenger agent, 
at El Paso. Olon Owens has been named 
southeastern passenger agent, at At- 
lanta, Ga., and W. R. Hill has been ap- 
pointed district passenger agent, at St. 
Louis. J. C. Goyette, L. W. Lindsey, 


eastern traffic manager, Aluminum Co., 
of America; third vice-president, F. M. 
Garland, general traffic manager, Pressed 
Steel Car Co.; secretary, W. H. Morrow, 
general agent, New York, Ontario & 
Western Railway; and treasurer, S. E. 
Duff. Those elected to the board of gov- 
ernors are: S. S. Bruce, general traffic 
manager, Koppers Co., Inc.; V. H. Mc- 
Lean, assistant general freight agent, 
Pennsylvania Railroad; C. W. Sunder- 
brink, general freight agent, Pittsburgh 
& Lake Erie Railroad; and A. J. Wyant, 


assistant general freight agent, Akron, 


Canton & Youngstown Railroad. 





The Transportation Club of Seattle 
will hold its annual ladies day luncheon, 
June 24. 





The Traffic Club of Syracuse will hold 
oo annual outing, June 27, at the Drum- 
ins. 





Loretta E. Gens, Delaware, Lacka- 
wanna & Western Railroad, was in- 
stalled as president of the Women’s Traf- 
fic Club of Detroit, at the recent annual 
dinner, held at the Dearborn Inn. Other 
officers installed are: First vice-presi- 
dent, Eva Stoker; second vice-president, 
Hazel Jennings; secretary, Florence Or- 
lowski; and treasurer, Elizabeth Hale. 
Anne M. Wager, president, Wager Ma- 
chinery Co., was the retiring president. 


. and C. W. Watkins have been named 


traveling passenger agents, at Chicago, 
Fort Worth, and New Orleans, respec- 
tively. L..M. Burrus and R. C. Morgan 
have been appointed city passenger 
agents, at Dallas; and J. W. Russell and 
R. E. Smith have been appointed city 
passenger agents at New Orleans, re- 
spectively. 
* * * 

George P. Baker, director of the office 
of transportation and communications 
policy, Department of State, has re- 
signed, to accept the James J. Hill pro- 
fessorship of transportation, in the grad- 
uate school of business administration, 
Harvard University. Mr. Baker was for- 
merly a member and vice-chairman of 
the Civil Aeronautics Board. He suc- 
ceeds William J. Cunningham, now pro- 
fessor emeritus. 

* oe * 

Francis V. Koval has been promoted 
to advertising and publicity manager, 
Chicago & Northwestern Railway Sys- 
tem, with headquarters in Chicago. Ray- 
mond P. Schaffer has been promoted to 
assistant advertising manager. 


J. L. Roberts, traffic manager, the 
Barrett division, Allied Chemical & Dye 
Corporation, New York City, died June 
7. He had been associated with this or- 
ganization since March, 1905. 

* * * 

W. C. Money has been appointed 
traveling freight agent, Kansas City 
Southern Lines, with offices at Shreve- 
port, La. 

* * * 

C. C. Hahne has been appointed assist- 
ant freight traffic manager, Missouri Pa- 
cific Lines, with headquarters at St. 
Louis. H. W. Kassling has been ap- 
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pointed general freight agent, at Hous- 
ton, Tex., succeeding Mr. Hahne. G. O. 
Oliver has been appointed assistant gen- 
eral freight agent, at Houston, succeed- 
ing Mr. Kassling. 
* 

Louis E. Vernia has been appointed 

freight traffic agent, Chicago, Indianap- 


olis & Louisville Railway Co., with head- - 


quarters at Chicago. 

W. J. Holmes has been appointed gen- 
eral agent, freight department, Northern 
Pacific Railway, with headquarters at 
St. Paul. 

* * * 

Wilmer F. Leach has been appointed 
general agent, Central of Georgia Rail- 
way Co., with headquarters at Philadel- 
phia. Paul Ghahl has been appointed 
commercial agent, at Macon, Ga., suc- 
ceeding Mr. Leach. | 


George J. Turgeon has been promoted 
to general agent, Atchison, Topeka & 
Santa Fe Railway, with headquarters at 
Minneapolis. Prior to his promotion Mr. 
Turgeon was traveling freight agent, at 
Chicago. He succeeds E. W. Martin, who 
became assistant general freight agent, 
at Denver. 

* * * 

Samuel B. Mosher, president and gen- 
eral manager, Signal Oil & Gas Co., Los 
Angeles, has been named chairman of 
the board of directors, Flying Tiger 
Line, Los Angeles. . 


E. Fred Kirk has acquired control 
and been elected president of Century 
Carloading, Inc., of Buffalo, N. Y. Vin- 
cent Waryas has been named general 
manager, at Buffalo; E. A. Steinbeck, 
general freight agent, at New York; and 
R. T. Curran, New York terminal man- 
ager. 

* * * 

Henry English, president and owner, 
Red Ball Motor Lines, Dallas, Tex., has 
been named president, J. M. English 
Truck Line, Inc., Houston, suceeding his 
iad J. M. English, who -died May 


* * * 


William S. Childress has been ap- 
pointed general agent, Mississippi Valley 
Barge Line Co., with offices at Pitts- 
burgh, Pa. 

* * * 

Thomas F. Flood has been appointed 
a member of the _ solicitation - staff, 
Chilean Line, with offices at New York. 

, * * a 

Newton R. Cellins has been director 
of purchasing and material control, 
coach division, White Motor Co. Joseph 
E. Adams has been appointed director 
of the truck material control division, 
succeeding Mr. Collins. 

* * * 


Harold F. Matthys has been appointed 
Detroit branch manager, Federal Motor 
Truck Co. 

* * * 

Robert J. McGreevy has been ap- 
pointed assistant district manager, In- 
dustrial Truck Sales-Engineering, with 
offices in New York City. 


* * * 


The Oakland Foreign Trade and Har- 
bor Club held its annual railroad night 
meeting, June 6, at the El Curtola 
restaurant. 

* * * 

John W. Barriger, president, Chicago, 
Indianapolis & Louisville Railway Co., 
will be the guest of honor at a reception 
and buffet party, June 20, at, the Union 
League Club, Chicago. 
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Through 


Passenger Service 


Desiqned to Meet 
INDUSTRYS NEEDS 


Here is a new passenger train service ideal for industrial execu- 
tives making business trips between the East and West Coasts. This 
no-extra-fare service is 10 to 18 hours faster than previous service 
between Chicago-St. Louis and the West Coast terminals. 





. Between 
NEW YORK - WASHINGTON, D. C. and LOS ANGELES - SAN FRANCISCO 


From New York... through sleeping cars depart on the New 
York Central and the Pennsylvania railroads. On arrival at Chicago 
they are carried through to Los Angeles on the Transcon; to San 
Francisco on the Overland. 


From Washington, D. C. ... through sleeping-cars departing 
on the Pennsylvania are carried through from Chicago to Los 
Angeles on the Transcon—to San Francisco on the Pacific. Depart- 
ing on the Baltimore and Ohio, sleeping-cars are carried through 
to San Francisco on the Pacific. 


Similar service available eastbound from Los Angeles and San 
Francisco. No change of cars enroute in either direction. 


Between 
ST. LOUIS - KANSAS CITY - DENVER and PACIFIC COAST 


Departing from St. Louis on the new Streamliner “CITY OF 
ST. LOUIS” through sleeping-cars are routed to Portland-San 
Francisco and Los Angeles (via Kansas City-Denver) with no 
change of cars enroute. Similar serviceis available eastbound from 
the West Coast. 


For complete information regarding schedules, accommodations 
and other passenger service to 
or from the Union Pacific West, 
inquire at your local ticket 
office. 


TO VACATIONISTS . .. Union Pacific 
serves more western scenic regions 
than any other railroad. These in- 


clude California, Pacific Northwest, 
Colorado, Yellowstone and the 
National Parks of Southern Utah- 
Arizona. 






be Specific 
say Union Pacific’ 


UNION PACIFIC RAILROAD 
ROAD OF rue Siatamlinets ano TWwE Challenaere 
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Senate Committee Urges National 
Air Policy and Research 


Present facilities for aeronautical research and devel- 
opment inadequate, it finds. Says National Advisory 
Committee for Aeronautics has made valuable con- 
tributions to aviation but has failed to exercise vigorous 
leadership in research and development 


The Senate special committee investigating the national de- 
fense program, in a report submitted to the Senate by Senator 
Mitchell, of Washington, as stated by the senator, examined 
“the country’s position at the end of hostilities with respect 
to a very important phase of our national economy, namely, the 
use of the air as a medium for both national defense and trans- 
portation.” 

“Tt is generally agreed that development of the air, for se- 
curity and commerce, is only in the pioneering stages,” said he. 
“Continued national security and a healthy, vigorous economy 
require special emphasis on areonautical research and develop- 
ment.” 

“No major industry faced a more uncertain future on the 
termination of hostilities than did the aircraft industry,” said 
the committee. 

From a high of 2,101,600 workers in November, 1943, em- 
ployment in the aircraft industry had dropped to an estimated 
total of only 170,000 persons in April, 1946, it said. 

Aircraft production in the first quarter of 1945 averaged 
$649,670,000 a month while the total for October, 1945, fell 
to approximately $53,000,000, a shrinkage of more than 81 per 
cent, according to the report. 


Present Transport Plane Orders 


At the present time, said the committee, six major air- 
craft companies have booked orders for modern transport 
planes,. and at least two others were working on promising 
prototypes. These orders, spread over a two-year period, it 
added, amounted to about $260,000,000. Production of trans- 
port was now under way and some of the new types had al- 
ready been delivered, it said, adding: 


Great strides have been made in the improvement and development 
of air transportation as a result of our war experience. The Douglas 
DC-3, the present workhorse of the air lines the world over, carries 
21 passengers at an average cruising speed of 180 miles per hour. The 
Douglas DC-4, with an average cruising speed of 230 miles per hour 
and a capacity of 59 persons as well as the Lockheed Constellation 
which carries 60 passengers at an average cruising speed of 310 miles per 
hour, are both now in use on the air lines. New airliners, which will 
carry from 34 to 180 passengers at average speeds ranging from 250 
miles per hour to 400 miles per hour are now on order by several air 
lines. These new-model airliners can be surpassed by even larger 
and faster planes in the future. 

There is every indication that competition will be more intense in 
the field of personal aircraft. Several of the large manufacturers of 
military aircraft have announced their intention of entering this field. 
At present more than 20 concerns are in production of new types of 
small airplanes, and deliveries to customers are already under way. 

We have entered a new era in the field of civil aviation. Within 
the next few years there will undoubtedly be ever-increasing demands 
for all types of civilian aircraft. 


Research and Development 


“If this nation is to remain a leader in the field of civil and 
military aviation, we must maintain a preeminent place in the 
field of aeronautical research and development,” the commit- 
tee said. “Today rapid and continuing developments in all 
phases of aeronautics make it imperative that we, as a nation, 
keep abreast of these developments and their practical appli- 
cation. Atomic energy, radar, winged missiles, pilotless air- 
craft and jet propulsion all have an important application in 
the aeronautical field. Neglect of aeronautical research and 
development now could cause our.country to fall behind in. re- 
alizing the benefits from advances of the last decade.” 

With respect to the functions of the National Advisory com- 
mittee for Aeronautics, the committee, in part, said: 


The National Advisory Committee for Aeronautics is the government 
agency primarily responsible for the conduct and direction of research 
in the field of aeronautics. The armed services, the aircraft industry, 
and other private and public organizations interested in ‘the problems 
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23,000 POUND CLASS 


THREE NEW 


20,000 POUND CLASS 


There’s a “knockout” coming up the highway. It’s a new 
champion in the 23,000 pound class. Keeping pace with it are 
two more new champions. . . in the 20,000 and 18,000 pound 
classes. 


They’re ready for business . . . these champions. They’ve been 
through the mill. They pack a lot of power. It’s the power of 
a famous engine that took on and whipped the toughest truck 
challenge in history . . . the grueling, tortuous, treacherous 
lifeline to China . . . the Burma Road. 


They’re products of Dodge; products of the imagination, skill 
and genius of expert truck men; products of long years of 
planning, designing, manufacturing and testing trucks that 
fit the job . . . Dodge Job-Rated Trucks. 


Yes, they’re ready ... ready for your challenge . . . ready for 
your loads. And your Dodge dealer is ready, too . . . ready to 
tell you why they’re champions. See him today. Get the facts 
about the finest heavyweight haulers ever built. 


DODGE DIVISION OF CHRYSLER CORPORATION 


DODGE /4<z/ TRUCKS 


FIT THE JOB... LAST LONGER — 
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of flight. must look to this agency for guidance and assistance in their 
research programs. 

Aviation representatives agree, and this committee is aware, that 
the National Advisory Committee for Aeronautics has made a great 
contribution to American aviation. Among the contributions made by 
the National Advisory Committee for Aeronautics during the war were 
low-drag wings, high-speed propeller design data, improved stability 
and control, load and structugal design data, dive control flaps, tricycle 
landing gear, high lift flaps, and improved safety in spins. These 
improvements, which were accomplished by the National Advisory 
Committee for Aeronautics in cooperation with the aircraft industry, 
permitted greater speed and range for our planes and eventually when 
produced in great numbers gave our air forces a basic advantage over 
enemy air forces. 

It is, however, the opinion of this committee that some improve- 
ments in the organization and operations of that agency can result 
in greater accomplishments in future aeronautical research. 

The National Advisory Committee for Aeronautics has stated that 
fundamental research* rather than applied research looking toward 
the development of specific aircraft or equipment, is its principal post- 
war objective. During the war the National Advisory Committee for 
Aeronautics, under the direction of the Army-Navy Aeronautical Board, 
acted as a consulting and research agency for the armed forces and 
as such concentrated its efforts on the solution of specific aircraft prob- 
lems, most of which involved applied research. This resulted in a 
serious curtailment of fundamental research during the war period. 
The committee agrees with the National Advisory Committee for Aero- 
nautics that as soon as practicable it should discontinue these applied 
research problems and devote its efforts to fundamental research. 
Specific development problems should be, for the most part, the respon- 
sibility of the army, the navy, or the various aircraft manufacturers 
who have a direct interest in such projects. 

The National Advisory Committee for Aeronautics, in addition to 
conducting basic research, is also charged with responsibility for coor- 
dinating aeronautical research programs carried on by public and 
private groups throughout the nation.... 

* “Basic’’ or ‘‘fundamental’’ research is the term frequently used to 
describe the attempt to discover basic scientific principles. ‘‘Applied’’ 
research or ‘‘development’’ relates to the effort to apply these scientific 
principles to an operating mechanism. In the Air Corps the latter is 
commonly called ‘‘Development engineering.”’ 


German Aeronautical Research 


Unquestionably, the greatest single advance in the field of aviation 
to come out of the war is the development of jet propulsion. Germany 
led the world in this important phase of aeronautics. By 1939 conven- 
tionally powered propeller-driven planes had reached a top speed of 
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about 380 miles per hour. In the following 6 war years this speed was 
increased to about 500 miles per hour. Jet propulsion has already 
pushed the top speed of aircraft above 600 miles per hour and the 
door is now open to even greater speeds. Jet propulsion offered the 
quickest means for attaining this sudden increase in speed but propeller- 
driven aircraft have possibilities of 600 miles per hour with. greater 
efficiency, particularly through the use of gas turbine engines and 
improved propellers. Jet propulsion is also utilized in guided missiles, 
These jet-propelled missiles have attained breath-taking speeds. The 
German V-2 missile, which was launched against England in the fall 
of 1944, reached speeds in excess of 2,500 miles per hour. Reputable 
aviation experts have stated that speeds up to 100,000 miles per hour 
may be attained by such missiles in the future.... 

German leadership in such important new phases of aeronautics as 
jet propulsion and guided missiles is a direct reflection upon the scope 
of our aeronautical research and development in the prewar years. 


Conclusions 
Findings and conclusions of the’ committee follow: 


1. Actual and projected improvements in aircraft and missiles 
threatent to dissipate our historic natural defenses. We must, as a 
matter of vital national defense, devote sufficient attention and effort 
to scientific research and development in aviation and adequate aircraft 
productive capacity. 

2. We may be justly proud of our war record of mass production 
of aircraft. The 300,000 airplanes produced exceeds by a wide margin 
the most optimistic expectations. 

3. Notwithstanding the miraculous achievement of the aircraft in- 
dustry, there were costly errors and unnecessary wastes. The greatest 
handicaps to the development of our aerial army in World War II were 
the almost complete lack of realistic preplanning by the responsible 
government officials and the delay of the industry to avail itself of 
outside mass production facilities by subcontracting and licensing. The 
services also failed to investigate and clarify many of the problems of 
mass production. 


4. Since hostilities ended, the wartime aircraft industry has made 
a remarkable adjustment to the severe reduction in aircraft production 
and has demonstrated ingenuity in converting to peacetime aircraft 
production and in switching to other civilian products. However, it 
must be borne in mind that the airplane industry has been deflated to 
the approximate size it was in December, 1940. It would take two years 
to rebuild the industry to its productive capacity. of September, 1945. 

5. We have not yet developed a clear and farsighted national policy 
in aircraft research and development. Furthermore, we have not set 
a policy for the level of production of military-type aircraft and the 
aviation productive capacity to be maintained in stand-by condition. 
















| 


LEHIGH AT BROOKLYN LACKAWANNA AT JERSEY CITY 


ofttteegesee SSESS¢/SE: 


LEHIGH AT ELIZABETH LEHIGH AT NEWARK 





the Tick- Tock r 


your business 


told by 


smooth, effortless flow of goods from factory to warehouse 
to consumer, moving in precise rhythm like the delicate 
wheels of a watch. 

Let L & L Modern Warehousing — Nerve Center of Distribution* be 
the watchman of your product. L & Lwill synchronize every 
step of its journey from shipping line to retail counter. 
You'll be assured baby-care handling, trigger-fast distribu- 
tion, increased sales. 


*U. S. PAT. APPLIED FOR 






LEHIGH WAREHOUSE AND TRANSPORTATION CO 


LACKAWANNA WAREHOUSE COMPANY INC 
LEHIGH WAREHOUSE AND TRANSPORTATION COMPANY-— ELIZABETH 
LEHIGH TRANSPORTATION CO INC « 


* LEHIGH WAREHOUSE AND TRANSPORTATION COMPANY — NEWARK 
« LEHIGH WAREHOUSE CORP OF BROOKLYN 


FOREIGN & DOMESTIC CORP * FOREIGN & DOMESTIC BOTTLERS OF NY INC 


HEADQUARTERS: 98 FRELINGHUYSEN AVENUE * NEWARK 5, NEW JERSEY 





'ORLD 


eed was 
already 
and the 
ered the 
yropeller- 
|: greater 
ines and 
missiles, 
ds. The 
the fall 
feputable 
per hour 


autics as 
he scope 
years. 


missiles 
ust, as a 
nd effort 
2 aircraft 


roduction 
e Margin 


reraft in- 
» greatest 
r II were 
‘sponsible 
itself of 
ing. The 
»blems of 


has made 
roduction 
2 aircraft 
wever, it 
eflated to 
two years 
ber, 1945. 
nal policy 
e not set 
tf and the 
condition. 





id by 
ouse 
icate 


1* be 
very 
nter. 
ribu- 


ED FOR 





June 15, 1946 1823 


MILES OF FREE ADVERTISING 
WITH MEVERCORD DECALS 


SS 
VAN DYCK : 
NEW TRUCK DECALS WILL 
DO A NATIONAL 


ADVERTISING 
JOB! 





























































- WHITE OWL 


Look at Your Heet/ 


EVERYBODY ELSE DOES! 


Don’t let the ‘‘free’’ advertising space on 
. your trucks ‘‘go to waste.’’ Side panels, 
rear doors, tops, visors and cabs offer 
miles of mobile advertising. And 
' Meyercord Truck Decals offer the most 
efficient, low cost method of getting it. 
Trademarks, products, slogans, in any 
size or colors can be reproduced in dur- 
able, weather-tested Meyercord Truck 
Decals. They’re economical for a dozen 
trucks or a thousand. Overnight applica- 
tion saves “off the street’’ truck time 
loss. Learn how the “‘free’’ advertising 
space on your trucks can help them pay 
for themselves. Write Department 63-6. 


















WHAT GENERAL CIGAR COMPANY SAYS 
ABOUT THE USE OF TRUCK DECALS... 


“Attractive auto signs have long been recognized by 
progressive distributing organizations in every field as 
an effective, practical way to tell consumers and dealers 
of the quality goods they handle. For several years past, 
a number of our distributors 
have featured our National 
Brands on their cars and . 
trucks. We have been happy 
to participate in this mutually 
beneficial enterprise by furn- 
ishing the finest signs suited 
for the purpose, that money 
could buy.” 


FREE! This Meyercord truck 
visualizer will help you 
plan. Send for it today. 








































©1946, Meyercord Co., Chicage 


THE MEYERCORD CO. 


World's Largest Decalcomania Manufacturers 
5323 WEST LAKE STREET © © © CHICAGO 44, ILLINOIS 



























































































































to readers of 
TRAFFIC WORLD 


Complete Sample Set 
of Over 50 Approved 
WORLD-WIDE Forms 


Horder’s WORLD-WIDE Traffic 
Forms — Domestic and Export — are 
the authoritative line. They are con- 
stantly revised to conform to the lat- 
est U. S. regulations and consular 
requirements. They save time, effort, 
and money because of their simplicity 
and ease of handling. Let us send 
you a complete set of samples in 
standard folder for your files. Please 
make request on your company letter- 
head. 


“First with the Latest Forms” 


We Abo Print Specal Foms ore HIORDER’S, INC. 


231 So. Jefferson St., Chicago 6 All Telephones FRAnklin 6760 








ay . 
| 


For Industry — Je wy 


OanprTa 7 


For Agriculture — js 
in Minnesota, lowa, _!- 


Fast Freight Service, "\>¥ 





































Illinois, South Dakota ine st a 
VIA vam < hyd 


THE MINNEAPOLIS & ST.LOUIS. _ 
RAILWAY 


and its PEORIA GATEWAY 


al 


| 









Success for You 
—in Traffic Training! 


Slow, painfully-gotten experience going from job to job—while 
the years fly by faster than increases come—is not the best 
way to win the goal you want in the Traffic world! A far bet- 
ter one is thorough, scientific, low-cost training in Traffic Man- 
agement—training collaborated in by 175 of America’s fore- 
most transportation authorities, whose success-methods come 
to you in ‘‘Problem” form that puts you on the Traffic Man- 
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salaried traffic executives are today in positions earned through 
LaSalle training. Possibly you can do the same... if you will. 
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In the opinion of the committee, this policy should have been estab. 
lished prior to the drastic cuts and termination of contracts on VJ Day, 
Then, the problems of the aircraft industry in adjusting itself and in 
reconversion would have been easier. Moreover, the peacetime char- 
acter of the industry could have been evolved more rapidly and at less 
cost. Here again is an instance of too little planning done too late. 

6. Military procurement during peacetime should allow for the 
purchase of a sufficient quantity of models to conduct experimental and 
service tests expeditiously and to afford manufacturers an opportunity 
to work our problems of production engineering, planning, and too] 
design. 

7. Our present facilities for aeronautical research and development 
are inadequate. The government should encourage, by financial assis- 
tance and otherwise, the establishment of a body of qualified research 
and technical personnel and the acquisition of adequate scientific re- 
search and testing equipment so as to insure that the United States 
will maintain a position in the science of aviation second to none. 

8. The National Advisory Committee for Aeronautics has made 
many valuable contributions to aviation during the past 30 years. How- 
ever, in the last decade, that agency, as well as the armed forces, has 
failed to exercise vigorous leadership in the field of aeronautical re- 
search and development. Furthermore, they have been slow in initiating 
and conducting research and development in such important phases of 
aviation as jet propulsion and guided missiles. 

9. The National Advisory Committee for Aeronautics should be 
modified and expanded, in the light of our war experience. Represented 
in its policy-making body should be all of the principal elements of 
our economy interested in furthering aviation science, especially groups 
which give promise of assuring more aggressive leadership in scientific 
research and development. The committee is of the opinion that a 
greater voice in the affairs and policies of the National Advisory Com- 
mittee for Aeronautics should be given to representatives of the various 
branches of the aircraft manufacturing industry. 

10. We must establish clear lines of responsibility, coordination, 
and relationships between the armed services and the National Advisory 
Committee for Aeronautics and other governmental agencies and private 
industry concerned with air development. 


Canadian Airline Obtains Rights 
to Fly to 5 Cities in U. 5S. 


C. A. B. announces granting of foreign air carrier per- 
mits to Trans-Canada Air Lines authorizing service be- 
tween Canadian cities and Boston, Cleveland, Chicago, 
Duluth and Seattle 


By a decision in Docket No. 2253 et al., Trans-Canada Air- 
lines, Foreign Air Carrier Permits, the Civil Aeronautics Board 
has granted permits to Trans-Canada, wholly owned subsidiary 
of the Canadian-government-owned Canadian National Railway 
Co., authorizing extension of its routes to five cities in the 
United States: Boston, Mass., Cleveland, O., Chicago, Ill., Du- 
luth, Minn., and Seattle, Wash. 

The board said its order in the proceeding had been ap- 
proved by President Truman. 

Foreign flight permits granted to Trans-Canada by the 
C. A. B. covered the following routes: (1) between Halifax, 
Nova Scotia, and Boston via Blissville, N. B., and Yarmouth, 
N. S.; (2) between Toronto, Ontario, and Cleveland, via Hamil- 
ton and London, Ontario; (3) between Toronto and Chicago 
via London, Ontario; (4) between Port Arthur, Ontario, and 
Duluth, and (5) between Victoria, B. C., and Seattle. 

The board said that these permits would terminate at the 
expiration of the Agreement for Civil Air Transportation, which 
became effective between Canada and the United States on 
February 19, 1945. The board said it reserved the right to re- 
voke the permit at any time if the holder allows any of the 
operations authorized to be conducted by any person other than 
the holder without first obtaining approval of the board. 

Trans-Canada now operated an international route into the 
United States between Toronto and New York City, and also 
held a foreign air carrier permit to operate between White- 
horse, Yukon Territory, and Fairbanks, Alaska, the board said. 
Six American air carriers: American Airlines, Inc., Colonial 
Airlines, Inc., Northeast Airlines, Inc., Northwest Airlines, Inc., 
United Air Lines, Inc., and Western Air Lines, Inc., together 
served eight different Canadian cities, the board noted. 

The board said that the operation procedures followed by 
Trans-Canada were in all respects comparable to those followed 
by certificated airlines in United States, and that Trans-Canada 
had purchased and would soon have in operation additional 
American-made Douglas DC-3 transport aircraft. 


Cc. A. A. TRAINING FOR LATIN AMERICANS 


Instruction in air traffic control and airways communica- 
tions would be provided for 18 young men from other American 
republics in a Civil Aeronautics Administration course sched- 
uled to begin June 10 at Kansas City, Mo., and another group 
of nine students from Central and South America would study 
certain phases of commercial aviation in another C. A. A. 
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course to begin July 1 at the University of Michigan, as part 
of the fifth Inter-American Aviation Training Program, accord- 
ing to an announcement by Administrator T. P. Wright, of 




















students come from Brazil, Bolivia, Mexico, 
Colombia, Venezuela, Panama, Uruguay, Cuba and Peru,” he 
said. “The training program, under auspices of the cultural 
and scientific committee of the State Department, is paid for 
by the American government through State Department ap- 
propriations. Plans are being completed for making the pro- 
gram, so far as possible, reciprocal, with return scholarships 
for U. S. students in Central and South America. . . . In four 
similar programs since January, 1942, the C. A. A. has super- 
vised the training of 868 pilots, mechanics, airway technicians 
and administrative engineers—citizens of all the other American 
republics.” 
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Truman Urges Senate to Ratify 
International Aviation Pact 


President Truman, in a message to the Senate, said it had 
now become “a matter of urgency to this nation, and to many 
other nations,” that the Senate act on the international conven- 
tion on civil aviation that had been referred to it on March 12, 
1945, by the late President Roosevelt, after having been pre- 
pared as a result of the International Civil Aviation Conference 
held in Chicago in the autumn of 1944. 

The President said that the convention, which he described 
as “an important treaty,” had two major elements: (1) It re- 
stated and codified the accepted principles of international law 
pertaining to air navigation; (2) it provided for the establish- 
ment of an international civil aviation organization. 

“TI believe the proposed international civil aviation organi- 
zation will recommend itself to the Senate,” the President said. 
“The most important task of this organization, under the terms 
of the convention, will be the promotion of safety of life in the 
air. In this connection, it will develop international standards 
for airworthiness of aircraft, for competence of aviation per- 
sonnel, and for operating practices and facilities on the inter- 
national air routes. The organization will also study the eco- 
nomic problems of international air transport; and in certain 
instances it may be used as an instrument through which such 
international aviation facilities and services as airports, radio 
aids, and weather information could be internationally financed. 

“The organization will come into existence on a permanent 
basis when the convention has been ratified by 26 governments. 
It will have its headquarters in Montreal, Canada. Meanwhile, 
as is accepted practice in such undertakings, and in accordance 
with an interim agreement, the organization has been tem- 
porarily established on provisional basis.” 

President Truman said it was increasingly apparent that 
the establishment of the permanent organization could not be 
indefinitely delayed without damage to interests vital to this 
and other countries; that, as matters stood now, safety regula- 
tions could not be finished or made fully effective, and economic 
activities contemplated remained merely exploratory, and that, 
“meanwhile, as international air traffic rapidly expands, indi- 
vidual nations and airlines are developing their own regulations 
and operating practices.’”’ Guidance and authority of an actively 
functioning: international organization was urgently needed to 
assure establishment of uniform standards desired, he added. 

He said prompt ratification of the convention was important 
to the future of U. S. aviation and that in a recent meeting of 
the provisional organization in Montreal it had been agreed that 
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all the nations concerned would aim at March 1, 1947, as the 
ratification deadline. To make that possible, he said, ratification 
of the convention in the present session of Congress was Vital. 
“We need also to consider the possibility that, if we hold 
back, the permanent organization may eventually be established 
without our participation,” he concluded. “In that event, our 
airlines might be forced to operate in foreign countries under 
regulations which we had no part in framing, and which might 
adversely affect our aircraft and air transport industries. If 
the interests of this country are to be fully represented in the 
work of the permanent organization, the United States . . . needs 
to give evidence, by prompt ratification of the convention, of 
continued leadership. I feel confident that the Senate will 
recognize this serious responsibility and notable opportunity.” 





Travel Time at Terminals Called 


LYON COVERS THE WEST COAST Aviation’s Unsolved Problem 
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cisco, Portland, Tacoma, Seattle. Member of Ameri- air terminals to the centers of population, now averaging one 


can Warehousemen’s -hour and forty minutes in connection with an ordinary airline 
37 years trip, was “one of the big unsolved problems in commercial 

Association, National . aviation,” said William A. N. Burden, Assistant Secretary of 
of service 

Furniture Warehouse- 


Commerce, in an address June 8 before the Air Conference 
men’s Association and | Many of the existing air terminals were located with an 





of the Montreal (Canada) Board of Trade. 


eye to low land costs, rather than to the convenience of trav- 
Allied Vans. 4 | elers, Mr. Burden remarked. 
- “Airpark landing facilities close to the heart of our bigger 
MAIN OFFICES: co. cities may eventually cut this ground travel time to a mini- 
i mum,” he said. “Such mid-city landing fields would permit 
LOS ANGELES, CALIF. g quick transfer of air passengers—possibly by helicopter—to 


hotels and business offices. Reducing this ground travel time 
will make short airline trips between major cities more feasible 
than they are today.” 

Four things of great importance to the future of the United 
States were expected to be accomplished bv the recently-en- 
acted federal-aid airport law, providing one billion dollars for 
airfields in the next seven years, with half the cost to be borne 
by the federal government and the rest by the cities and states 
benefitted, said Mr. Burden, adding: 


First, it will make possible the rapid and healthy growth of air 
transportation and private flyirig. Second, by helping to develop these 
new industries, it will strengthen our national economy. Third. it will 
contribute importantly to our national defense. Fourth, it will pro- 
foundly affect the life of our citizens for the better—perhaps to an 
even greater extent than our highway system has done. 








Airport and Highway Costs 


Mr. Burden said that, exclusive of army and navy ex- 
penditures. the federal government had spent a total of 740 
million dollars on airport construction and planned to spend 
another 500 million dollars in the next seven vears. But, he 
added. this total expenditure of about $1.200.000,000 was “‘less 
than 12 per. cent of federal expenditures for highways alone in 
the last’ 25 years.” 

‘We look upvon this money invested in airfields as seed,” 
he continued. “From this planting will come a crop of new 
and strong industries, bolstering our national economy, and 
giving all our citizens the benefits of easy. rapid transpor- 
tation. We expect a many-fold return from this planting.” 

After declaring that existing major air terminals needed ex- 
Fast Intercoastal Service pansion, Mr. Burden stated that. “even with the big airports 

now available in the New York City area, for example,” traffic 
congestion was reaching serious provortions and that when bad 
Your markets move closer when you use our weather slowed down operations. flights sometimes were held 
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Chartered Cargo Operations 


Mr. Burden said that chartered air cargo onerations w«re 
“mushrooming” in the United States and that the availabilitv 
of this kind of transportation was becoming an important com- 
petitive factor in manv kinds of industry. Though nonsched- 
uled passenger flights had become “so common that in some 
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TRAFFIC WORLD 


cases they are a threat to regular air lines,” he stated, delivery 
of new planes now on order to the airlines would result in dif- 
ficulty for some of the charter operators in rounding up their 
former volume of passenger business, but, he averred, those 
who provided a useful service to the public were on solid ground 
for future expansion. 

Dealing with development of air cargo transport, he said: 


The regular airlines are offering air freight and express services. 
But in addition, there are several hundred charter operators in the 
United States who are eager and able- to fly anything anywhere. 
Brokers are beginning to appear to bring the air freighters and the 
customers together. 

Many of these air freight operators are young air force veterans, 
combining their talents as pilots and mechanics, and using surplus 
cargo-type aircraft no longer needed by the armed forces. Most of 
them are operating with very limited capital. 

These young and energetic business men produce new ideas daily. 
One is planning to process citrus fruits in Florida, remove the peeling 
and fly the quick-frozen segments to northern markets. Others are 
transporting Oregon and Washington berries to the middle west and 
the east. Maine lobsters and Chesapeake oysters are flying westward. 

Fruit and vegetable growers of the Yuma Valley in Arizona are 
planning to fly their products to the east coast. They have even an- 
nounced that it is economically feasible to hop right on over to London 
with loads of choice Arizona melons and fruit. 

A Pennsylvania operator recently completed plans for flying tomato 
plants from Georgia to Philadelphia. He plans to use large cargo 
gliders towed by planes and has figured that by lifting the plants from 
their beds one day and having them in Philadelphia ready for planting 
the next, the loss will be cut down to a point where this aerial freight- 
ing is profitable. 

One tramp steamer of the air recently flew the Atlantic and landed 
at Prague, Czechoslovakia, with 55,000 Plymouth Rock and Rhode 
Island setting eggs. 

The air age is no longer a forecast—it is with us today. It is 
bringing us multiple benefits—to our commerce and to our way of 
living. But this new air world depends first and foremost on airports. 
They are the foundation on which we may hope to build a richer and 
a fuller life for every man. 


Airlines to Use C. A. A. Instrument 
Landing System Next Winter 


‘rhe airlines of the United States will begin use of the Civil 
Aeronautics Administration instrument landing system next 
winter to facilitate approach and landing of aircraft under ad- 
verse weather conditions, according to a joint statement issued 
by the Air Transport Association and the C. A. A. 

“This system, inaugurated in 1941 by the C. A. A. and used 
extensively by the military services during the war, is now be- 
ing installed at 50 civil airports,’ said the statement. 

“The scheduled airlines now are equipping their aircraft 
with suitable receiving instruments to utilize the new landing 
faeilities. They expect to have their entire fleet so equipped 
before the end of 1946. Training of airline pilots in the use of 
the I. L. S. (instrument landing system) is being stepped up. 

“The C. A. A. is now getting delivery on the I. L. S. lo- 
calizer, glide path and marker transmitters, and is installing 
them at key airports, with 105 scheduled to be in operation by 
next winter. 

“As the airlines complete the equipping of their aircraft 
and necessary training of their pilots, special procedures con- 
cerning the use of I. L. S. facilities will be submitted by 
A. T. A. to C. A. A. for approval. The C. A. A. air carrier di- 
vision has indicated that it will act promptly on such requests.” 

Commenting on the use of I. L. S., Vice Admiral Emory 
S. Land, president of A. T. A., said: 


The airlines are anxious to utilize any devices which will assist in 
speeding up landings under adverse conditions. Weather interruptions 
to service have been costing U. S. airlines more than $25,000,000 a year. 

The C. A. A. instrument landing system was the only such method 
proven and available at the beginning of the war and the armed forces 
naturally took first priority on it. Now that this equipment is available 
for civil use, the airlines and C. A. A. are cooperating to see that it 
benefits the flying public as soon as possible. 

The airlines, through joint research with C. A. A., and the army 
and navy, are studying other low visibility landing devices invented dur- 
ing the war, and also are watching closely tests made at the C. A. A. 
experimental station in Indianapolis. 


Regarding the C. A. A. program, T. P. Wright, administra- 
tor of Civil Aeronautics, said: 


C. A. A. has a heavy responsibility in this matter, both to the flying 
public and to the taxpayer. We must foster the early introduction of 
all methods and devices which contribute to flying safety. At the same 
time, we must test and develop all such equipment until we know it 
is thoroughly reliable and represents a sound Federal investment. 

We have done that with the C. A. A. instrument landing system. 
C. A. A. began to work on I, L. §. several years before the war and 
despite the enforced delay in its installation occasioned by the war, we 
feel confident that during the coming years it will effectively accom- 
plish the purpose for which it is designed. Soon after initial adoption, 
or even possibly at the outset, we expect to see perfected a method 
of connecting the automatic pilot to the I. L. S. receiver, so that its 
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DEEP is the HEART 
of TEXAS 


Deep and generous is the Heart of Texas and 
her people. For from Texas’ rich soil 
springs mineral and agricultural 
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wealth to astound the world. . 








One. vast reservoir of raw materials 





within the U.S. economy, the Lone Star Empire 


























Opportunity for a Busine ss Hero 


Texas and the whole Katy-served South- 
west offer you an opportunity to become 


a business hero. Here’s how... 


As you assume the initiative in your firm 
in investigating, then advocating the un- 
usual profit possibilities of a branch or 
plant in this rapidly expanding area, you 
are sure to win recognition and advance- 


ment from your business associates. 


Because the Katy is the Southwest's 
“Home Town” railroad, it is in a unique 
position.to help you investigate and locate 
suitable plant sites handiest to one or 
several of this region’s vast resources most 


vital to your business success... 


Such riches as abundant reserves of every 
type of raw materials, minerals, water, 
power, fuel... prosperous home markets 
bulging with pent-up demand we -an 
almost limitless supply of able, native 
labor, sharpened by wartime skills, and 
possessing an innate will to work for and 


beside management. 


Begin your investigation by writing for 
the informative booklet “The Industrial 
Southwest,” containing pertinent facts on 
industrial opportunities, climate, housing, 
etc., in Katy-served cities destined for great- 


est peacetime prosperity. 


When you ship or travel southwest. Okay Katy 


MISSOURI-KANSAS-TEXAS RAILROAD SYSTEM 











produces one-fifth the total world crop of 
cotton, leads the nation in value of 

agricultural crops. Larger in area 

than any European nation except 
Russia, Texas has 56% of the proved 
USS. oil reserves ... pumps up 
yearly more than 45% of the 
nation’s output. 





A state of “mores,” Texas boasts of more square 
miles, more sheep, more cattle, more turkeys, 
more citrus fruits and vegetables, more sulphur, 


more Butadiene, more octane gaso- 
line and natural gas, more helium, 
Ja more miles of railroad, etc., than 


any other state in the Union. 


But far from dependent on a strict raw-material 
economy, Texas today is plastering the landscape 
with concrete and steel... manufacturing the 


myriads of products required 

in this vast empire of teeming a i 
home markets and skyscraper- . i 
studded cities. To learn how 

your business may prosper in this rapidly ex- 
panding area, among friendly, cooperative, 
deep-hearted Texans, write for the informa- 


tive booklet, “The Industrial Southwest,” 
Dallas 2, Texas, or St. Louis 1, Mo. 






















































































































































TRAFFIC WORLD], 


signals will be followed mechanically. Such a development is now in 
an advanced stage at the Indianapolis station. 

The station also is testing several war-developed radar devices, in- 
cluding ground controlled approach equipment, received from the armed 
forces a few months ago, to determine its suitability for civil use, to 
evaluate its potential benefits to the flying public and probable cost to 
the taxpayer on several assumptions as to extent of adoption. In 
cooperation with the manufacturer, several improvements have been 
made, notably the possibility of operation with a one or two-man crew, 
instead of the five or more-previously required. 
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then Express Agency Gets C. A. B. Rebuff 
HH on “Air-Freight” Proposal 
[ 


Aeronautics board announces disapproval of agree- 
ment between R. E. A. and Northwest Airlines, con- 
tending that, in view of “present dominant” position of 
the former in air-express field, public interest requires 
showing of need for its entry into air-freight business. 
Says failure of board to reject tariff covering proposed 
service should not be deemed recognition of legality 
of contemplated operation 


. } The Civil Aeronautics Board has disclosed the contents of 
Cleveland’s most friendly hotel oe seme = nos sent to Railway Express Agency, Inc., and 
is its most convenient one, too. orthwest Airlines, Inc., stating its reasons for disapproving 

ts : the Railway Express air-freight agreement with Northwest, 


C. A. B. Agreement No. 617. The board said that the existing 
Paleo . exemption order under which the agency operated did not cover 
: the proposed freight operation. 


The temporary exemption order granted to Railway Ex- 
fs CLEVELAND, OHIO press Agency, Inc., dated March 13, 1941, follows: 
Directly connected with Union Passenger 


T inal It is ordered: That Railway Express Agency, Inc., be and it is 
ermina relieved temporarily from the requirements of section 401 (a) of the 
act to the extent necessary to enable Railway Express Agency, Inc., 
without obtaining a certificate of public convenience and necessity, to 
engage in the operations conducted by it with respect to the transpor- 
tation of property by air pursuant to the contracts now existing be- 
tween it and certain air carriers under investigation in Docket No. 325. 

This order shall be subject to revocation by the Board at any time 
if it deems that the exemption herein granted is no longer in the 
public interest. 


The board said that in view of the present dominant po- 
sition of Railway Express in the air-express field the public 
interest required that Railway Express should not be permitted 
to engage in the air-freight field of operations until it had been 
demonstrated to the board that Railway Express should be per- 
mitted to engage in the transportation provided for in C. A. B. 
Agreement No. 617. 

The board declared that no action was contemplated at this 
time with respect to rejection of the tariff under which Railway 
Express intended to conduct the proposed freight operation, but 
that failure to reject the tariff should not be deemed to consti- 
tute a recognition of the legality of the proposed operation. 

The board said with respect to a proposal for obtaining a 
broadening amendment to Railway Express’ present exemption 
order, that it might act favorably on a petition to amend the 
present exemption order to authorize temporary air-express 

" _ | operations under the approved modified contract agreements 

D AM S . | with all yond pomicoeas a er 7 gy of public — 

venience and necessity. e board said that any request tha 

TRANSFER & STORAGE CO. Railway Express might wish to make with respect to amend- 

228-234 W. 4th ST. KANSAS CITY, MO. ment of the existing exemption order should be included in a 
written petition or request to the board. 

The board further suggested that it would be appropriate 
for Railway Express to file an application for air-express under 
section 401 of the civil aeronautics act for consideration by the 
board, and it would be likewise appropriate to file application 
with respect to air-freight services. No application is now on 
file by Railway Express for a certificate of public convenience 
and necessity to engage in present or proposed air-freight 
operations. Although the board could, and might, decide to 
institute an investigation into the status of Railway Express 
under the act, such investigation could not result in the issuance 
of a certificate of public convenience and necessity, it that was 
determined to be the proper. solution, the board said. 
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GREAT LAKES ADVISORY BOARD 


The regular two-day session of the Great Lakes Regional 
Advisory Board, originally scheduled to be held July 1 and 2, 
will not be held. There will be a one-day meeting involving only 
the membership of the executive-and railroad contact com- 
mittees, on July 1, at the Hotel Statler, Detroit, Mich., accord- 
ing to L. H. Baughman, president, and John A. Jacobson, gen- 
eral secretary of the board. The alteration of arrangements 
was “due to unforseen circumstances,” Messrs. Baughman and 


Jacobson wrote members of the board. SI 
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; exemption Glance at the map of the Baltimore & Ohio System. See the vast territory it covers... 
— bees: the countless communities it serves. Embracing 11,000 miles of track, it links the 
sineeneahs farming, industrial and metropolitan areas of 13 great states. 

public con- : 

‘equest that Study a B&O time-table. Note the fast schedules—the numerous trains for your choice 
Pr grim —the convenient times of departure and arrival. 


appropriate Inquire about B&O’s feature trains—the modern blue-and-gold streamliners—the 
eas swift, smooth glide behind Diesel-Electric power; the quiet comfort of B&O travel in 
r apeaication daytime; the restful, undisturbed sleep at night. 
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Lower Air Fare to London 
and Paris Proposed 


A proposal to reduce the air passenger fares from New 
York to London by $35 and from New York to Paris by $39 
has been filed with the Civil Aeronautics Board by Transconti- 
nental & Western Air. A C. A. B. spokesman said similar 
proposals were expected to be filed by other U. S. lines of the 
north Atlantic trade and that the new rates would affect 10 
airlines, including those in foreign countries. 

Filed to be effective June 25, if approved by the C. A. B,, 
the proposals would cut the New York to London fare from) 
$360 to $325 and the New York to Paris fare from $375 to $345. 
Other transatlantic fares proposed included a rate of $331 to 
Lisbon, as against $375, and $292 to Shannon, as against $334, 

Besides T. W. A., other airlines affected, said the C. A. B. 
spokesman, were American Overseas Airlines, British Over-§ 
seas Airways Corp., KLM, Royal Dutch Airlines, Pan American 
World Airway System, Swedish Inter-Continental Airlines, & 
and Trans-Canada Airlines, all members of the North Atlantic 

bee Traffic Conference of the International Air Transport Associa- 
Ww tion, and three non-voting members, namely, Air France, Dan- 
~ SERVING GREAT PORTS ish Air Lines and Norwegian Air Lines. 

The U. S. proposals would be reviewed by the board's 
economic bureau and submitted to the board with recommenda- 
tions. 






































TACA AIRWAYS 


Daily service between 
MEXICO, CENTRAL AMERICA, PANAMA 


Contact your freight forwarder for further details 
PASSENGERS © EXPRESS « AIR FREIGHT 











TACA AIRWAYS AGENCY, Inc. 


32 Biscayne Boulevard, Miami . 15 West 50 Street, New York 




















Air Certificate Applications 


Applications for air transportation authority have. been filed 
with the Civil Aeronautics Board as follows: 


No. 2326, Lone Star Air Cargo Lines, 





Dallas, Tex., scheduled, 
i eS : property, between Dallas-Fort Worth, Tex., on the one hand, and, on 
ee Be the other, the terminals Alice-Laredo, Tex., and Newark, N. J. (two 

fy) elt, . routes), via specified intermediate points. 

No. 2327, Air Lanes Service, Inc., Cleveland, O., express air for- 
warder over existing lines of air carriers. 

No. 2328, Florida Airways, Inc., Orlando, Fla., amendment to cer- 
tificate of Thomas E. Gordon, d.b.a. Orlando Airlines for route No. 75, 
G U LF MO B | LE & re) H k re) RA : LROAD so as to include Leesburg, Fla., as an intermediate point between the 

terminal point Orlando and the intermediate point Ocala, Fla., on 
that route. 

No. 2329, Interurban Airlines, Inc., New York, N. Y., scheduled; 
persons, property and mail by helicopter between New York, on the 
one hand, and, on the other, the terminals Atlantic City, N. J., Reading, 

Pa., Scranton-Wilkes Barre, Pa., Port Jervis, N. Y., Kingston, N. Y., 
and Hartford, Conn., via specified intermediate points, and Montauk, 

FOR — Tiveiisnainhe ‘CLAIMS L. I., N. Y., and thence to and from ships at sea, the purpose being to 

afford helicopter air transportation service providing for the pick-up 

of mail from arriving ships at sea to be transported to New York, thus 
facilitating the delivery of ocean-going mail. 

No. 2330, Monongahela Valley Airways, Inc., Fairmont, W. Va., 
scheduled; persons, property and mail between Fairmont and Pitts- 
burgh, Pa. 

No. 2331, Richard S. Leghorn, Dallas, Tex., scheduled; mail and 
property by pick-up device between Oklahoma City, Okla., on the one 








The Acme Unit-Load process is ap- hand, and, on the other, the terminals Ft. Worth, Tex., Amarillo, Tex., 
F Elk City, Tex., Wichita, Kan., Tulsa, Okla., and Texarkana, Tex., via 
proved by the A.A.R. for bracing specified intermediate points, and between Tulsa and Ft. Worth, Trini- 
* fs dad, Colo., and Dallas, Tex., Garden City, Kan., and Amarillo, and 
straight, mixed, pool and stop over between other designated points in Texas, New Mexico, Louisiana, Okla- 
. i homa, Colorado, Kansas, Tennessee, Mississippi, and Missouri, via 
cars, and bracing car doors. specified intermediate points. 
* ane. v. 0. PAT, OFF. No. 2332, City of Akron, O., complaint and application to prevent 














abandonment of Akron Municipal Airport by -United Air Lines, Inc., 


AC M F ST EF FE L . OM PA NY sok teen ie te Pennsylvania-Central Airlines Corporation, 


NEW YORK 7 ATLANTA CHICAGO 8 LOS ANGELES 11 No. 2333, Chicago and Southern Air Lines, Inc., Memphis, Tenn., 
exemption order authorizing air transportation of persons, property and 
mail to and from El Dorado, Ark., at least until such time as final 
decision is-issued by the C. A. B. in the ‘‘Mississippi Valley case.’’ t 
No. 2334, Peruvian International Airways, Lima, Peru, foreign ail- 
carrier permit; persons, property, and mail between Lima, Peru, 4 
point in Panama, Havana, Cuba, New York City, and Montreal, Canada. fF» 
No. 2335, Southern Arizona Airlines, Inc., Tucson, Ariz., through fF 
its wholly owned subsidiary, Arizona Helicopter Service; persons, prop- 
erty and mail from Tucson to Phoenix, Ariz., and return via specified 
intermediate points (3 routes), Tucson to Douglas and Phoenix tof 
Yuma, via specified intermediate points; Phoenix to Boulder Dam andj, 
return, via intermediate points; Tucson to Morenci via intermediate 
points, and Phoenix to Williams and return, via intermediate points. 
















North Dakota 


























BRANIFF-T. W. A. AGREEMENT 
Through air freight service between cities on Braniff Air- 
ways’ system and 19 major eastern and western cities will be 
possible for the first time when an inter-line agreement be- 
tween Braniff and Trans-World. Airlines becomes effective 
June 21, Pee | -s Springer, Jr., Braniff cargo manager, - 
announce Under the new arrangement consignments will be 

CHICAGO and NORTH WESTERN SYSTEM shipped through by air from point of origin on one airline b, 
destination on another airline on a signal shipping document. 

serueds them all / 


Negotiations are under way for a similar agreement between 
Braniff and United Air Lines. 








